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Note
This Master Plan has been prepared by 
Moorabbin Airport Corporation (MAC) in 
accordance with the provisions of Part 5 of the 
Airports Act 1996 and the Regulations made 
under that Act.  

This Master Plan is a revision of the approved 
2004 Master Plan and continues the overall 
themes and strategies described in the 2004 
Master Plan.

The Master Plan includes a number of objectives 
and strategies which have been formulated 
in response to various internal assessments, 
forecasts, analyses and assumptions undertaken 
or made by MAC as part of its strategic planning 
processes and to discharge its obligations under 
the Airports Act.  The assessments, forecasts, 
analyses and assumptions made or undertaken 
should not be used or relied upon by any other 
person or for any other purpose.

It should be noted that the strategies and 
scenarios described are indicative only and their 
inclusion should not be read as an assurance 
that any or all of them will occur.
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Foreword
Final Master Plan June 2010

The Moorabbin Airport Corporation (MAC) has achieved 
much in our first decade as the airport lessee company 
for Moorabbin Airport. 

We are pleased to provide this Final Master Plan (2010) 
to set out our continued strategy for the protection, 
operation and growth of Moorabbin Airport for the next 20 
years and beyond, which was approved by the Minister 
for Infrastructure, Transport, Regional Development and 
Local Government, Anthony Albanese MP, on 25 June 
2010. 

Mr. Albanese commented “Moorabbin Airport is and will 
remain a vital piece of aviation infrastructure, creating 
local jobs and training up to 800 would-be commercial 
pilots a year”.

This is the third Master Plan MAC have prepared 
that has been approved by the Federal Minister for 
Infrastructure, Transport, Regional Development and 
Local Government. The Final Master Plan (2010) ensures 
the ongoing strong and coordinated protection and 
management of Moorabbin Airport as a General Aviation 
airport. MAC purchased the current 50 year lease for 
Moorabbin Aiport in Melbourne from the Australian 
Federal Government in 1998, with an option for a further 
49 years. The airport remains Commonwealth land and 
the Airports Act 1996 requires that every five years the 
owners of privatised Airports prepare a Master Plan for 
the land use of the Airport over the following 20 years 
of the lease. 

This Final Master Plan (2010) reflects a comprehensive 
re-examination of the demand forecast for aviation 
activities on this site and strategic land use planning for 
the airport site as a whole.  This Master Plan reinforces 
the strategic airport and land use planning outcomes 
established in the 1999 and 2004 Master Plans.

MAC continues to be committed to strengthening 
the airport operational capacity through dedicated 
management and attracting new aviation businesses.   

The following forms part of MAC’s vision for the airport:

“To continue to develop an efficient and fully functioning 
Airport of Regional and State significance, supported 
and enhanced by quality land use, which will significantly 
contribute to and improve and support the operation and 
growth of the airport and the economic and social base 
of south eastern metropolitan Melbourne, particularly its 
local community.” 

We aim to maintain Moorabbin Airport as Victoria’s 
premier location for pilot training, services for General 
Aviation aircraft and a base for recreational pilots. In 
addition, due to its inner south-eastern metropolitan 
location, Moorabbin Airport has the ability to offer more 
convenient and user-friendly transportation options to 
both business and leisure travellers. 

Moorabbin Airport is recognised as a state significant 
asset by the Victorian Government and provides a key 
economic and employment function for both Melbourne 
and Victoria. MAC aims to strengthen the specialised 
activity of Moorabbin Airport through continued 
promotion of the airport as a major employment precinct 
for the local community, south-east region of Melbourne 
and the State of Victoria. 

The Final Master Plan 2010 provides for a diverse mix of 
uses and activities that are compatible with the specialised 
function of the airport including office, industrial, retail 
and commercial/business uses. Moorabbin Airport’s 
strategic location in a highly urbanised setting, provides 
the opportunity to deliver integrated outcomes that also 
benefit the local community and the broader south-east 
region of Melbourne. 

Patrick Goodman

Chairman  
Moorabbin Airport Corporation Pty Limited
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Executive Summary 



Airport Overview

Moorabbin Airport is home to over 50 aviation 
organisations, including 11 flying schools and some 
350 aircraft and helicopters are located on the 294 
hectare site.

In recent years, Moorabbin Airport has evolved with 
a strong role in providing career oriented commercial 
flying training. It is now one of the major airports in the 
world performing this essential training role in addition 
to general aviation functions.

The Airport is located in the inner south east metropolitan 
region, 21km from the Melbourne Central Business 
District. It provides key General Aviation facilities to the 
region’s 1,480,000 population (2006) which is forecast 
to grow to 1,825,000 over the next 22 years.

The final Master Plan (2010) acknowledges and 
responds to this evolution of the aviation business. This 
Master Plan continues to ensure that the necessary 
planning and infrastructure is in place to support the 
development and evolution of Moorabbin’s aviation and 
business activity in accordance with the Airport Act 
requirement to comprehensively plan for the next 20 
years. 

Importantly, the airport cannot operate simply on 
revenues derived from aviation activities.  Investment 
in and returns from non-aviation activities are essential 
to facilitate the significant cost of operating the airport. 
These diversified revenues are required to facilitate 
the significant and necessary investment in aviation 
development, operations and airport infrastructure, in 
order to ensure the ongoing viability and growth of the 
airport and aviation activities.

The Moorabbin Airport Corporation (MAC) will protect and 
develop Moorabbin Airport as an efficient and significant 
state and regional airport, that strongly contributes to the 
aviation function, employment, community and economic 
needs of south east metropolitan Melbourne.

The MAC will continue to attract aviation and business 
tenants of the highest quality, through the provision of 
an exceptional aviation and business environment.  This 
Master Plan reinforces the strategic airport and land use 
planning outcomes established in the 1999 and 2004 
Master Plans.

The Master Plan Approval Process

The Final Master Plan (2010) has been prepared to 
continue to guide the planning for aviation, infrastructure, 
business and employment activities at Moorabbin Airport 
for the next 20 years. The public was able to provide 
written comments on this Master Plan.  The public 
exhibition, notification and response period for comment 
was 60 business days. The Preliminary Draft Master 
Plan was exhibited from 24 April 2009.  All submissions 
were acknowledged, analysed and responded to in the 
preparation of a Draft Master Plan for approval by the 
Commonwealth Minister for Infrastructure, Transport, 
Regional Development and Local Government.

The 2004 Master Plan remained current during the 
review and approval process for the draft Master Plan.

On 25 June 2010, the Minister resolved to approve 
the draft Master Plan.  This is the final Master Plan as 
approved by the Minister.

Aviation Strategy 

The 2010 Master Plan continues the process of 
forecasting and planning for the future of aviation and its 
protection and development at Moorabbin. Importantly 
maintenance of the Obstacle Limitation Surface (OLS) 
requirement continues to protect long term airport 
operation. 

It sets out the key aviation requirements and details how 
they are protected for the future as part of the evolution 
of the wider southeast metropolitan region.

In preparing this Draft Master Plan significant reviews 
and updated assessments of projected aviation 
requirements have been completed. It recognises the 
evolving aviation role that will apply to the airport through 
the planning horizon of this Master Plan.

In particular, aircraft movement numbers have varied 
considerably from year to year since MAC commenced 
its leasehold. In the early 2000’s annual movements 
peaked at approximately 250,000. Since 2007, annual 
movements have increased to above 300,000 and 
towards 400,000 in 2008, due largely to a significant 
increase in commercial flying training at Moorabbin 
airport. Leisure flying continues to stagnate, primarily 
due to cost pressures. Commercial flying training, 
especially of overseas students, is a major continuing 
requirement for the airport to accommodate.
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During the life of this Master Plan aviation training 
and aircraft support services will provide a substantial 
base for the use of Moorabbin Airport, both in terms of 
aircraft movements and supporting land use activities. 
Pilot training is provided to approximately 800 students 
annually with 400 instructors servicing this major export 
earning activity for Victoria. 

In addition to general aviation uses, this Master 
Plan continues to plan for potential Regular Public 
Transport (RPT) services to other Australian capital 
cities. At present, this proposed airport use remains 
an opportunity rather than a near term likely outcome, 
but is an appropriate use to include in future land use 
assessment.

The overall aircraft movement rate forecasts form the 
basis of a “Long Range ANEF”, the standard noise 
exposure forecast utilised in Australia.  The Long Range 
ANEF in this Master Plan is based on a maximum of 
500,000 estimated movements per annum.

It must be noted however that this document does 
not, and cannot, address the environmental impacts 
of aircraft noise and pollution associated with aircraft 
operations.  These issues are regulated separately 
under the Commonwealth Air Navigation (Aircraft Engine 
Emissions) Regulations 1995 and the Commonwealth 
Air Navigation (Aircraft Noise) Regulations 1984.

Moorabbin supports a very wide regional catchment, 
providing direct air connection opportunities to regional 
Victoria, Tasmania and Australian mainland areas.  The 
airport services and provides facilities, both airside and 
landside, for a wide range of people from metropolitan 
Melbourne and beyond.

This Master Plan provides the context and strategy for 
both the ongoing and growing aviation function of the 
airport and the compatible use of key precincts for a 
range of airside and landside uses and employment 
generating opportunities.

Airport Role and Strategy

The land use precincts surplus to specific aviation 
requirements were established through the approved 
1999 and 2004 Master Plans and are reviewed in this 
2010 Master Plan but remain substantially the same.

This 2010 Master Plan continues to support the 
implementation of land uses that support and enhance 
the airport and the south east’s regional economy and 
community whilst at the same time ensuring that the 
long term growth of aviation activity is protected and 
enhanced.

Moorabbin Airport is serviced by an extensive existing 
network of aviation and service infrastructure.  This 
infrastructure network will continue to be upgraded 
through the life of this 2010 Master Plan.

The existing infrastructure network capacity is 
progressively being upgraded as new businesses and 
services are provided on the Airport site. Major storm 
water drainage management improvements are being 
implemented along with improved linkages to the 
existing and planned road transport infrastructure. 

New major drainage and storm water retention works will 
help mitigate potential flooding of runways, infrastructure 
and importantly downstream industrial and residential 
development. 

A planned public road connection through the western 
precincts of the airport will reduce the current limitation 
of linkages between Lower Dandenong and Centre 
Dandenong Roads. Centre Dandenong Road has 
become an important link in the regional Principal Public 
Transport Network grid and provides for improved public 
transport services to the various precincts of the airport.  
This new north-south road connection will further 
improve local network and airport accessibility.

Land uses proposed at Moorabbin Airport consider 
E.S.D principles such as energy efficiency/ natural 
ventilation/ orientation/ glazing/ shading, materials use 
and water harvesting.

The City of Kingston Planning scheme acknowledges 
the role that Moorabbin Airport plays in the State’s 
economic and transport infrastructure and recognises 
that land which is not required for aviation is becoming 
increasingly utilised for a diversity of retail and 
commercial activities which supply a significant number 
of jobs to the local economy.  Importantly, the Chifley 
Business Park provides an opportunity to accommodate 
corporate tenants in a contemporary campus style 
environment offering a range of support facilities. The 
D.F.O and Kingston Central Plaza provide local, on site 
and subregional retail facilities.
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Moorabbin Airport currently supports in the order 
of 3000 jobs on site, a significant increase from the 
600 employees on site on purchase of the Airport 
by MAC in 1998. This has been achieved through 
the implementation of successive Master Plans over 
the last 10 years. These on-site jobs also support a 
further 6000 indirect jobs in the wider economy.  The 
airport labour force is attracted from a large catchment 
predominantly in the south eastern and eastern suburbs 
of Melbourne.

In this context Moorabbin Airport fulfils important roles 
both as an aviation and commercial centre helping to 
support current and growing job provision within the 
City of Kingston. This key function is supported by 
the Airports historic location at the inner end of the 
south eastern growth corridor of Melbourne. As a key 
aviation, business and employment location the Airport 
enjoys immediate proximity and access to extensive 
transport infrastructure. It is located on the Principal 
Public Transport Network and has major arterial route 
connections to Melbourne’s expanded regional arterial 
and freeway network. 

The provision of increased employment opportunities at 
Moorabbin Airport supports the states recent ‘Melbourne 
@ 5 million’ policy objective to increase employment 
opportunities close to major suburban residential 
locations.

This policy acknowledges that the ‘Monash-Kingston’ 
area is an employment area with significant potential 
for jobs growth. Moorabbin Airport increasingly provides 
significant employment and economic activity from the 
mix of aviation and business uses at the Airport. The 
economic and community benefits to the local and 
regional economies include:

 ■ Improved regional aviation and training services.

 ■ New aviation, industrial and commercial and business 
activities.

 ■ Aviation growth through business linkages on site 
and use of on-Airport facilities.

 ■ Businesses opportunities for local and regional 
business operators.

 ■ Improved service provision to the community via 
business and infrastructure improvements.

 ■ Significant new local employment opportunities

Land Use Strategy

The Implementation Framework in Part B of the 
Moorabbin Airport Master Plan 2010 provides strategic 
policy and land use planning controls to ensure the 
vision and objectives for the airport are implemented in 
accordance with the Indicative Land Use plan. This plan 
identifies the areas set aside for both air side and land 
side activities. The plan acknowledges that substantial 
additional and upgraded infrastructure will be delivered 
during the life of the Master Plan.

The Airside land comprises the area to which the non 
travelling public does not have access. This land provides 
for airport operations and aviation infrastructure. The 
Master Plan has been prepared to ensure the protection 
of this land for the Airport’s key aviation functions.

The landside land areas comprise the balance area of 
the Airport grounds.  Access to landside areas is partly 
restricted within secured aviation areas and is otherwise 
not restricted and the public has free access. This land 
includes the passenger terminals, hangers, aviation 
businesses and other commercial, retail and business 
operations.

This 2010 Master Plan identifies several Precincts 
within the airside and landside areas.  The descriptions 
of these Precincts include key objectives concerning 
existing and future land use and strategies to continue 
to manage the landside area.

As has been demonstrated through the ongoing 
implementation of the 1999 and 2004 Master Plans there 
are opportunities at the Airport to provide for significant 
increases in employment provision. Both aviation and 
business uses support the ongoing protection and 
operation of the airport and provide services and 
activities to support and enhance the Airport, Kingston 
and wider south eastern metropolitan economy and 
community.
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Moorabbin Airport 
Master Plan Context

Part A  
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1 Introduction



1 1 Master Plan Structure

The Moorabbin Airport Master Plan is divided into two 
distinct sections:

 ■  Part A Moorabbin Airport Master Plan Context; and

 ■  Part B Moorabbin Airport Master Plan Implementation 
Framework

Part A describes the Airport and the practical and policy 
frameworks within which it operates.  It includes a 
description of the existing operation at the Airport and 
likely changes in the nature and form of aviation and 
other activity at the Airport. It sets out the context of the 
airport in relation to strategic policy at local, regional 
and state level.

Part B sets out the framework within which decision 
making about future activity at the Airport is made.  This 
part articulates the Moorabbin Airport Corporation’s 
(MAC’s) vision for the Airport in the form of a Land Use 
Policy and includes controls and decision making criteria 
for land use and development at the Airport.

1 2 Master Plan Preparation 

Since 1998 the Moorabbin Airport Corporation has 
prepared and had approved two, five year Master Plans 
for Moorabbin Airport in 1999 and 2004. 

In accordance with these Master Plans the Moorabbin 
Airport Corporation has continued to implement the 
approved comprehensive strategy and vision to establish 
and operate a high quality aviation and commercial 
environment at Moorabbin Airport.

MAC recognises the need to enhance the regional role 
of Moorabbin Airport, whilst recognising the role of 
nearby industrial and residential land uses.

In preparing this third Master Plan for Moorabbin Airport 
the Moorabbin Airport Corporation aims to continue to 
ensure that Moorabbin is an efficient and fully functioning 
Airport of regional and state significance, strongly 
contributing to the improved regional economic and 
social base of south-eastern metropolitan Melbourne.

The primary purpose of this Master Plan is to articulate 
a clear vision for the ultimate operation and land use 
of the Airport so that the potential of the Airport site is 
optimised to satisfy long term aviation needs and provide 
for commercial land uses that support and enhance the 
airport and region.

This Master Plan continues to provide a sound and 
strategically oriented framework, whilst retaining 
flexibility to respond to the opportunity for new aviation 
and employment uses that can appropriately be located 
on the site.
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1 3 Airports Act 1996 Requirements

The preparation of this third Master Plan for the 
Moorabbin Airport addresses Section 71 of the Airports 
Act 1996 which outlines the requirements of a draft or 
final Master Plan, including:

  (2) In the case of an airport other than a joint-user 
airport, a draft or final master plan must specify:

  (a) the airport-lessee company’s development 
objectives for the airport; and

  (b) the airport-lessee company’s assessment of the 
future needs of civil aviation users of the airport, and 
other users of the airport, for services and facilities 
relating to the airport; and 

  (c) the airport-lessee company’s proposals for land 
use and related development of the airport site, 
where the proposals embrace airside, landside, 
surface access and land planning/zoning aspects; 
and

  (d) forecasts relating to noise exposure levels; and 

  (e) the airport-lessee company’s plans, developed 
following consultations with the airlines that use the 
airport and local government bodies in the vicinity of 
the airport, for managing aircraft noise intrusion in 
areas forecast to be subject to exposure above the 
significant ANEF levels; and

  (f) the airport-lessee company’s assessment of 
environmental issues that might reasonably be 
expected to be associated with the implementation 
of the plan; and

  (g) the airport-lessee company’s plans for dealing with 
the environmental issues mentioned in paragraph 
(f) (including plans for ameliorating or preventing 
environmental impacts); and

  (h) if a draft environment strategy for the airport has 
been approved—the date of that approval; and

  (i) regulation 5.02(3) of the Airports Regulations 
1997:

   When MAC became the airport-lessee company 
for Moorabbin Airport in June 1998, it assumed 
certain pre-existing lessor obligations under various 
leases. MAC also became the head-lessee under 
the airport lease subject to a number of other 
interests in the airport land (such as easements). 
Some of those contractual and other pre-existing 
rights remain in existence and others have expired. 
In any proposal for future development of the 
airport, MAC will act consistently with any such 
obligations or interests which exist at the relevant 
time.

  (j) and, such other matters (if any) as are specified in 
the regulations.

A full table of compliance with the Airports Act 1996 and 
Airports Regulations 1997 can be found at Appendix E 

1 4 Master Plan Consultation Process

This Final Master Plan (2010) (hereafter described as 
the “2010 Master Plan” or the “Master Plan”) has been 
prepared in accordance with the Airports Act 1996.

The Australian Government, through the Minister for 
Infrastructure, Transport, Regional Development and 
Local Government, is the approval authority for the 
Moorabbin Airport Master Plan. In accordance with the 
Airports Act 1996 if a draft Master Plan is approved by 
the Minister, it becomes the final Master Plan. The Act 
provides for the final Master Plan to remain in force for 5 
years. Consequently, this 2010 Master Plan is expected 
to be reviewed in 2015 or before.

Before giving the Minister the Draft Master Plan, the 
MAC gave written notice of its intention to do so on 24 
April 2009 to the following:

 ■ The Minister for Planning

 ■ The Department of Planning and Community 
Development; and

 ■ A number of local councils.

The MAC also published a notice in The Herald Sun and 
Moorabbin Leader newspapers on 29 April 2009 and on 
the Moorabbin Airport website stating:

 ■ That MAC had prepared a Preliminary Draft Master 
Plan;

 ■ That copies of the Preliminary Draft Master Plan 
would be available for inspection and purchase 
during office hours throughout the following 60 
business days 

 ■ That the document would also be available:

 ▬ On the Moorabbin Airport website (www.
moorabbinairport.com.au);

 ▬ In hard copy for viewing at Moorabbin Airport 
Management Centre;

 ▬ In hard copy for viewing at all City of Kingston 
libraries; and

 ▬ For purchase from Moorabbin Airport 
Corporation.

The public was then able to provide written comments 
on the Preliminary Draft Master Plan within 60 business 
days following the publication of the notice.  The 
exhibition period closed on 22 July 2009.

During the exhibition period MAC undertook a briefing 
and consultation program to explain the Preliminary 
Draft Master Plan and answer any queries in relation to 
its content.   

Public information sessions were also convened by MAC 
and these were attended by a number of local residents, 
interest groups and local government representatives.

A total of 210 submissions were received in response to 
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 ■ A demonstration that MAC has had due regard to 
those comments in preparing the Draft Plan

 ■ Any other information regarding the comments (if 
any) as required by the regulations.

The MAC also prepared an Explanatory Report to 
accompany the draft Master Plan. The Explanatory 
Report described the exhibition and consultation process 
in more detail and summarised the submissions made.  

the exhibition period.  All of these were acknowledged 
with a letter of receipt.  The comments were also carefully 
considered and where appropriate, the Preliminary Draft 
Master Plan was revised prior to the preparation of the 
Draft Master Plan which was approved by the Minister.

The Draft Master  Plan submitted to the Minister was 
accompanied by the following information in accordance 
with Section 79 of the Airports Act:

 ■ A copy of the advice given above

 ■ A written certificate signed on behalf of MAC listing 
the names of those notified

 ■ Copies of any comments received regarding the 
Preliminary Draft Master Plan

 ■ A written certificate signed on behalf of MAC 
including:

 ■ A list of names of those providing comments

 ■ A summary of those comments
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2 Vision and Objectives



The Moorabbin Airport Corporation’s vision for the 
airport is:

  To continue to develop an efficient and fully 
functioning Airport of Regional and State 
significance, supported and enhanced by quality 
land use, which will significantly contribute to and 
improve and support the operation and growth of the 
airport and the economic and social base of south 
eastern metropolitan Melbourne, particularly its local 
community.

To achieve this vision the Moorabbin Airport Corporation 
will implement the following objectives;

 ■  To protect airspace, safety zone and airfield 
requirements,

 ■  To consolidate and support the current primary roles 
of aviation and commercial flying training well into the 
future, by the retention and expansion of the current 
aviation infrastructure including runways, taxiways, 
navigational aids and hangar complexes;

 ■  To provide for and encourage an efficient and 
capable base for all aviation functions, including the 
developing corporate and business market, as well 
as providing for existing aviation uses;

 ■  To plan for a possible future regular public transport 
role;

 ■  To recognise and protect ancillary services such 
as aircraft maintenance and avionics support, fuel 
supply and navigational services;

 ■  To support the co-location of engineering and 
avionics services and other aviation business and 
related land use,

 ■  To encourage the provision of high quality, user 
friendly public services and facilities.

 ■  To build on opportunities in the aviation precinct and 
the wider region to facilitate appropriate research and 
land uses through links with key industry education 
and training organisations,

 ■  To build on and advance the airport precincts’ 
established employment role,

 ■  To encourage land use which enhances the core 
aviation function of the airport and integrates with 
airport operations and the local sub-region,

 ■  To encourage land use and development which 
is safe, efficient, flexible and environmentally 
sustainable,

 ■ To provide services and facilities for the growing 
employee population at the airport,

 ■ To provide activities and services, including office, 
industrial, retail and commercial/business uses.

 ■ Support and enhance the south east regional 
economy and community.

 ■  To strengthen the range of existing uses and 
compatibility of these and new land uses;

 ■ To recognise the role of the Australian National 
Aviation Museum to the Moorabbin Airport, the local 
community and the State of Victoria.

 ■  To support land use which, other than at Moorabbin 
Airport, could not generally be developed within the 
wider Kingston region.

 ■  To maximise the opportunity presented by the airport 
precincts’ excellent access to the surrounding road 
network and proximity to a strong (and growing) labour 
force to improve the supply of local employment 
opportunities, 

 ■  To build upon and improve key traffic, drainage and 
other infrastructure in the immediate environs of the 
airport;

 ■  To provide a high quality location and environment for 
a mix of aviation business and range of employment 
opportunities to be established

 ■  To continue established programmes of consultation 
with state authorities and the local community, both 
at the immediate local level and also within the region 
and the State.

A key challenge is for the MAC to accomplish these 
objectives in the context of a highly urbanised location, 
having full regard to consideration of the airport and 
neighbouring commercial and residential areas.

MAC will continue to protect all land area required for long 
term landside and airfield aviation needs and develop 
surplus land not required for aviation as employment 
and investment based properties. Importantly, the airport 
cannot operate simply on revenues derived from aviation 
activities.  Investment in and returns from non-aviation 
activities are essential to facilitate the significant cost 
of operating the airport. These diversified revenues 
are required to facilitate the significant and necessary 
investment in aviation development, operations and 
airport infrastructure, in order to ensure the ongoing 
viability and growth of the airport and aviation activities. 

Commensurate investment in infrastructure will address 
and improve current shortfalls in capacity and be duly 
integrated with surrounding services.

MAC aims to continue to attract aviation and business 
tenants of the highest quality.  This will be achieved 
through the provision of an exceptional business 
environment and the security of the long-term leasehold 
to maintain the integrity and quality of the aviation and 
developed areas.
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3 Moorabbin Airport



3 1 Site Context & History

Moorabbin Airport is located approximately 21 km 
south east of the Melbourne Central Business District, 
adjacent to Melbourne’s middle ring Bayside suburbs.  
It is bounded by Centre Dandenong Road to the north, 
Boundary Road to the east, Lower Dandenong Road to 
the south and Grange Road and Bundora Parade to the 
West.   The location of the Airport is illustrated in Figure 
A1 – Locality Plan.

The airport comprises 294 hectares and originated when 
a group of aviators and the Civil Aviation Department 
decided that the Market Gardens south-east of 
Melbourne CBD would make a perfect airport site.  The 
site was acquired in 1946 and opened in December 
1949.

Over time the airport grew considerably and by February 
1955 with tenants including Brain and Brown Airfreight, 
Super Spread crop dusting and Flinders Island Airways 
there were around 65,000 aircraft movements a year, 
predominantly by the Royal Victorian Aero Club.

By 1966 some of the runways and taxiways areas had 
been asphalt sealed which resulted in over 300,000 
traffic movements being recorded. Over time, a mixture 
of residential and industrial development has occurred 
in close proximity to the west, east and south of the 
airport.

For most of the first 40 years of Moorabbin Airport’s 
operation it was the primary base in Melbourne for 
recreational flying, and flying training for amateur 
pilots. It supported a number of low capacity services 
to nearby regional centres and a sizeable amount of 
general purpose ‘airwork.’ 

Overall, the emphasis of the airport has been to 
provide aviation services for the general public.  From 
the early 1990’s until today that emphasis has shifted. 
Recreational flying and flying training has retreated and 
changed for many reasons, not least of which being 
rising costs and the increasing competition from other 
leisure pursuits. In its place Moorabbin Airport has 
evolved into an airport primarily providing commercial 
(i.e. career orientated) flying training and indeed it is 
now recognised as one of the major airports providing 
this role in the world.  A number of support and avionics 
facilities commensurate with this shift have also located 
on airport.

The original approved Master Plan, of 1999, and 
the revised Master Plan of 2004, recognised this 
shift in aviation business and ensured the necessary 
infrastructure was in place and retained to support the 
ongoing development and evolution of Moorabbin’s 
aviation business and activity.

Prior to the 1998 privatisation of the airport, in 1992 
the first land side use of surplus land occurred on the 
north-west corner of the site with the Leisure Market 
(now called Direct Factory Outlets) and service stations 
being constructed on the north-west and south-east 
sides of the site. This original land use, together with 
the airport’s inner south eastern metropolitan location, 
was the catalyst for the current reservation of airside 
protection areas and identification of land side activity 
areas.

Moorabbin Airport Corporation (MAC) purchased 
a long term lease over Moorabbin Airport from the 
Australian Federal Government in June 1998. MAC 
is majority owned by Goodman Holdings Pty Ltd, a 
private investment company with interests in a number 
of public and private companies in Australia and New 
Zealand, and is responsible for a substantial portfolio of 
commercial property.
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This 2010 Master Plan continues the process of 
forecasting and planning for the future use of the Airport. 
Commercial flying training, especially of overseas 
students, is a continuing requirement and will for the 
life of this Master Plan make up a substantial amount 
of use for Moorabbin Airport, both in terms of land use 
activities and aircraft movements.

Moorabbin Airport received the prestigious award of 
‘Regional Airport of the Year 2006’ for our involvement 
in the development of long term programmes to 
attract young people to aviation. In future years we will 
compete for similar awards for the development of a 
strong centre of aviation and commercial excellence 
in Australia. We are confident that this 2010 Master 
Plan provides a sound and strategically well orientated 
framework to guide the ongoing use of the airport in the 
21st century.

Movement rate forecasts are provided which form 
the basis of a “Long Range ANEF”- the standard 
noise exposure forecast for Australia. These rates 
are extrapolated from historical movements and our 
forecasting of future trends and industry growth.

Successive Master Plans have provided for the 
development of Regular Public Transport (RPT) services 
from Moorabbin to other Australian capital cities. This 
2010 Master Plan retains the intention and, of necessity, 
devotes a large amount of detail to explain the technical 
requirements that would need to be met to provide for 
and service this opportunity.

The market for such services clearly exists and has been 
indicated in Moorabbin Airport Master Planning since 
before the original sale of the airport in 1998. However 
the concept remains an opportunity, rather than a near 
term likely outcome.  There are considerable technical, 
commercial and environmental hurdles to overcome 
before this could become a reality.

This 2010 Master Plan sets out the key aviation 
requirements and details how they are protected for 
the future, with a particular focus on consolidating and 
supporting the primary aviation role of the Airport and 
maintaining the necessary ancillary and support services.  
Around them the MAC will develop the site as an integral 
aviation and business centre accommodating a range of 
activities which integrate with airport operations.

3 2 Airport Land Use and Operations

The key driver of the airport is the role of aviation, which 
is supported by a mix of aviation and commercial land 
use activities.

Today the airport is home to over 50 aviation 
organisations, including 11 flying schools, with some 
350 aircraft and helicopters located on site. Many private 
and charter aircraft operate from the Airport, along with 
emergency services such as the Royal Flying Doctor 
Service and Ambulance Service utilising the airport on 
a regular basis.

Statistics compiled by Airservices Australia confirm that 
Moorabbin Airport is now the third busiest airport for 
aircraft movements in Australia. During the 2007-2008 
financial year Moorabbin had 335,582 movements. 
Jandakot Airport in Western Australia and Bankstown 
in Sydney are the two airports with more aircraft 
movements.

Over the past 10 years the development of airport 
facilities has proceeded at a measured pace, in part 
due to the reasonable condition the airport infrastructure 
was in prior to the original 1998 sale, and in part due 
to the large number of buildings owned by airport 
customers but on land leased from MAC. Development 
and re-development of these older facilities is controlled 
by the economic circumstances of the customer and 
not MAC, however MAC has supported customers 
with a number of airport initiatives in order to maximise 
continuing investment in and growth of the airport.

The first Master Plan approved in 1999 sought to 
coordinate provision for all aviation activities in the 
future and to protect airspace, safety zone and airfield 
requirements.  In particular the eastern end of the then 
cross runway was reduced in length to enable landings 
but not takeoffs to occur. This reduced the potential 
for flights to take off and climb over Dingley residential 
zones.



Figure A1 – Locality Plan
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In order to maintain and enhance the role of the airport, 
MAC has undertaken a range of improvements to 
aviation, road network and other infrastructure.  Details 
of these improvements are included in Section 11 
Infrastructure Context.

Analysis of the existing road network and the integration 
of the airport with the regional networks acknowledges 
that existing primary access points to the site service 
both the airport and the adjacent off airport industrial 
areas. In the southwest of the Airport, new access 
opportunities exist to facilitate additional connections 
from the south or south-east to the central aviation, 
business and industrial areas.  MAC will continue 
to review future road connections and assist in the 
resolution of traffic management issues affecting 
the Airport and surrounding network.  In addition, a 
co-ordinated plan to upgrade the existing extensive 
infrastructure network and introduce new infrastructure 
has been prepared.  Upgrades to infrastructure and 
the local road network have been planned and will be 
undertaken incrementally.

More detail in relation to these initiatives is included in 
Section 11 – Infrastructure Context of this Master 
Plan.

Since the first Master Plan came into effect in 1999, 
activity on the site has been carefully coordinated in 
accordance with the 1999 Master Plan and the Master 
Plan of 2004.  To date, a variety of business and 
commercial land uses have located within two precincts, 
‘Kingston Central Plaza ’ and ‘Chifley Business Park’, 
located on the north western and north eastern corners 
of the site.

The development of Chifley Business Park in particular 
has been largely guided by the 1999 and 2004 Master 
Plans.  The objectives and planning controls of the 
current and previous Master Plans aim to establish 
a high end business park model, located within a 
structured and well landscaped environment.  Chifley 
Business Park incorporates industrial and commercial 
office land use and includes a number of large, high 
profile tenants.

Kingston Central Plaza was initially established prior to 
the 1999 Master Plan.  This precinct includes discount 
retailing through the Direct Factory Outlet (DFO) as 
well as a number of other retail uses that have taken 
place around the DFO complex.  MAC has undertaken 
a number of initiatives in order to improve the built 
environment and integration with the local traffic network 
in order to minimise any impact of this precinct.

This Master Plan seeks to reinforce and continue the 
significant role that the airport plays as an employment 
node that provides employment for a wide catchment 
focussed on the south eastern corridor of Melbourne.  
The Master Plan seeks to capitalise on the opportunity 
presented by the airport precincts’ excellent access to 
the surrounding road network and proximity to a strong 
(and growing) labour force.  The Airport accommodates 
services and facilities for the growing airport employee 
population and provides for high quality land uses that 
can not readily be provided elsewhere in the locality.

The 2010 Master Plan ensures that land use will continue 
to proceed in a coordinated manner to enable the best 
possible built form and land use outcomes, so that the 
vision for Moorabbin Airport is realised. The Master Plan 
sets out how, as Moorabbin Airport develops and evolves 
it will continue to act as a specialised activity centre 
that provides activities and services, including aviation, 
office, industrial, retail and commercial/business uses, 
which support and enhance the Airport and the south 
east regional economy and community.

The layout of the Airport is illustrated in Figure A2 – 
Existing Airport Layout.



Figure A2 – Existing Airport Layout
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4 Airfield



4 1 Design Aircraft

As with past Master Plans, Moorabbin Airport continues 
to adopt a Code 3C aircraft for the potential introduction 
of regular public transport (RPT) operations.

Facilities which would need to be developed or improved 
for RPT activity include runway 13L/31R and a taxiway 
link to a new passenger terminal apron.

This replaces the previous Master Plan (2004) 
configuration which identified runway 13R/31L as the 
likely runway for RPT use. 

The airport can in certain circumstances accommodate 
limited jet operations without extension or modification 
to the runways.  However, in practical terms a turboprop 
operation of De Havilland Canada Dash 8-300 aircraft, a 
40-50 seat turboprop, would appear to be at the limits 
of current technical capacity.

For both operational and economic reasons it is not 
expected that this Airport will be suitable for older 
generation aircraft such as the Fokker F28, DC9 and 
early B737 series aircraft.  Moorabbin can serve as an 
origin/destination port for both the business and leisure 
traveller by providing a viable and attractive alternative 
to Melbourne Airport. It could offer high frequency and 
equivalent service levels, with typical regional turbojet 
aircraft. The largest suitable aircraft is currently a 
code 3C aircraft. This class is typified by the Embraer 
Regional Jet 170 (ERJ170) aircraft with seating capacity 
for approximately 70 passengers:

 ERJ170

 Reference Code:   3C  
 Wingspan:    26m  
 Length:    29.90m  
 Max tail height:   9.85m  
 Typical passengers: 70  
 MTOW:    35,990kg

The ERJ-170 is a modern high performance aircraft 
which is quieter than its equivalent predecessors. The 
preferred runway for the operation of this aircraft is 
runway 13L/31R. 

Moorabbin Airport is used primarily for commercial 
aviation training and other aviation uses include air 
charter, recreational flying and air work. Five runways 
service the Airport as shown in Figure 3 – Aviation 
Facilities. 

The Airport has a substantial network of taxiways and 
aprons.

Currently some 90 tenants are located within the Airport 
site including 50 aviation related tenants and 11 flying 
training organisations, amongst others. 

The major tenants include:

 ■  Oxford Aviation Academy. One of the largest flying 
schools in Australia and indeed worldwide.

 ■  Royal Victorian Aero Club.  One of the oldest aviation 
organisations in the world and a leading aero club in 
Australia.

 ■  King Island Airlines.  A successful operator of 
scheduled RPT services to King Island utilising 
Bandeirante and Navajo aircraft.

 ■  Fuelling services for all major oil companies.

 ■  The National Aviation Museum.

 ■  Civil Aviation Safety Authority. Regional office for 
Victoria and Tasmania.

 ■  Aviation buildings and annexes comprise 39 hangars 
and numerous general purpose buildings.
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In the longer term, if the slighter larger ERJ190 (Code 
4C) is introduced (approximate 100 passenger aircraft), 
consideration may be given to the development of a 
central runway (13C/31C) in order to achieve the greater 
runway length required to operate this aircraft. However, 
this is not envisaged within the planning horizon of this 
Master Plan.

Helicopter facilities will allow unrestricted use by aircraft 
with a maximum rotor diameter of 15 metres, although 
detailed planning will ensure sufficient flexibility to 
accommodate the occasional larger helicopter.  Examples 
of the type of helicopters to be accommodated at the 
Airport include those used by the media and emergency 
services.

These provisions recognise the inherent development 
limitations of the Moorabbin Airport site and the 
difficulties in providing infrastructure for larger aircraft 
types.

4 2 Legislative Requirements

4.2.1 Security
Moorabbin Airport is a security regulated airport under 
the terms of the Aviation Transport Security Act 2004. 
There is an approved Transport Security Programme 
(TSP) encompassing aspects of airport security. 

The current TSP provides for secure fencing between 
airside and landside of the airport, security access 
control and CCTV surveillance of key areas. Certain 
aviation industry participants must also have TSP’s for 
their activities, including air traffic service providers, 
fuelling companies and operators of any jet aircraft 
including corporate jets.

An area of the airport dedicated to RPT operations for 
King Island Airlines has a further requirement where 
Aviation Security Identity cards (ASIC’s) must be worn.

It is important to note that two further key security 
measures are in place at Moorabbin Airport which is 
common to all airports across the country:

 ■  All aircraft must have a security device fitted to 
prevent unauthorised use of the aircraft.

 ■  All pilots and student pilots must have a background 
check completed before they can possess a licence 
or student licence. Most pilots and personnel involved 
in airside operations now possess an ASIC.

Should jet RPT services be introduced Moorabbin Airport 
Corporation have identified that it can best meet their 
security requirements by locating the new RPT apron 
and terminal in the south-east sector of the airport as 
shown on Figure B2 – Moorabbin Airport Indicative 
Land Use in Section 2.3 of Part B. 

Amongst the new security requirements, a new airside/
landside boundary fence will need to be provided to 
allow the public to access the new RPT facilities from 
Lower Dandenong Road but to be zoned off from the 
remainder of the airport. The terminal will need to 
accommodate the screening of passengers and their 
carry-on baggage.

4.2.2 Rescue and Fire Fighting 
Moorabbin Airport operates an Airport Emergency 
Plan (AEP) in accordance with CASR139. There is 
no Moorabbin based airfield rescue and fire fighting 
service,  (withdrawn in 1990) nor is it required according 
to airport certification standards.

Should jet RPT services or any substantial passenger 
carrying service be introduced, the relevant standard 
will be in accordance with ICAO Standards, Chapter 9, 
of Annex 14 to the Chicago Convention’ and the CASA 
Manual of Standards (MOS) Part 139H – Standards 
Applicable to the Provision of Aerodrome Rescue and 
Fire Fighting Services (ARFFS) which provides criteria 
for the establishment or disestablishment of an ARFFS.

4 3 Aircraft Safety

4.3.1 Runway End Safety Areas (RESA’s)
The CASA Manual of Standards (MOS) Part 139 requires 
that a runway end safety area (RESA) must be installed 
at each end of all new runways and existing runways 
when they are extended. 

The minimum length of a RESA is 90 metres from the 
end of the strip. For a runway suitable for aircraft with 
a code number of 3 or 4 and used by jet transport 
aeroplanes, the width of the RESA should be at least 
twice the width of the associated runway i.e. 60 metres 
wide for runway 13L/31R.

At present, a RESA is not provided at either end of 
runway 13L/31R. Should jet services be introduced on 
this runway at the current length, there is no requirement 
at present to provide RESA’s. However, once the runway 
is lengthened, it is mandatory to also provide a RESA at 
each runway end.

4.3.2 Airspace Protection
All existing airport structures and future planning 
provides for the long-term airspace requirements of 
aircraft operations.  Obstacle Limitation Surfaces for 
Moorabbin Airport have been declared in accordance 
with International procedures, published by ICAO, to 
maintain safety during takeoff and landing including 
lateral deviation from flight paths.

This is further discussed in Section 7.
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4 4 Aerodrome Certificate

Moorabbin Airport is a certified airport under CASA MOS 
Part 139. It is currently served by aircraft ranging from 
light single engine aircraft and sophisticated twin engine 
aircraft through to smaller executive jets. It also meets 
the requirements for air transport operations of more 
than 30 passenger seats.

4 5 Airfield Operational Infrastructure

4.5.1 Runways
Five runways service the Airport as shown in Figure 
A3 – Aviation Facilities. The current runways and 
associated lengths and widths are as follows:

 17L/35R:  1335m x 30m

 17R/35L:  1240m x 18m

 13L/31R:  1150m x 30m

 13R/31L:  1060m x 18m

 04/22:     571m x 18m

Runway 17L/35R is equipped with low intensity runway 
lighting. Both approach paths have been certified 
for GPS non-precision approaches (GPS-NPA) by 
Airservices Australia.

A runway end stop way could be considered to provide 
additional stopping distances on runway 17L if required 
by a commercial operator. Otherwise, no change in use 
is planned for this runway. It will continue to bear the 
majority of airport operations.

This runway also accommodates the majority of circuit 
training at the airport and is also used for all jet movements 
when the runway is in use, and all movements of noisier 
aircraft such as those with fixed pitch propellers and 
war birds. This is due to it’s orientation to industrial/
commercial land uses and not residential areas. It is the 
preferred runway for Moorabbin Airport.



The existing runway 17R/35L is largely used for aircraft 
arriving and departing from Moorabbin Airport. To the 
south is the residential community of Parkdale and 
a number of “Fly friendly” procedures are in place to 
minimize noise intrusion by aircraft operations.  

Noisier aircraft and jet aircraft are not permitted to use 
the runway (except for reasons of safety or separation). 
Aircraft departing to the south are requested to maintain 
their departure heading until south of the Woodlands 
Golf Club to avoid noise intrusion in Parkdale. (ERSA 
Moorabbin special procedures 3).

No change in use is planned for this runway.  Bureau 
of Meteorology and Airservices Australia data indicates 
that the 17/35 runways are in use for 80% of the year 
with the predominance of use for runway 17L/35R.

The current runway 13L/31R length is 1150m x 30m with 
a runway strip width of 90 metres. It is a non-precision 
instrument runway and is equipped with low intensity 
runway lighting. This runway is currently used primarily 
for circuit training when wind conditions indicate that 
the runway is required.

The current runway lengths are suitable to handle the 
forecasted growth in aircraft traffic. 

This Master Plan considers the long term needs of 
current and future airfield movement area requirements 
and as such is protecting the airport land required for 
growth in current aviation activities and the potential 
introduction of RPT jet services. Refer Section 7 – 
Airport Protection and Section 2 of Part B – Land 
Use Policy.

The need for a runway extension would stem from an 
introduction in RPT jet services and in particular, the 
introduction of an ERJ170 type aircraft.

The preferred runway development option for the 
operation of this aircraft is runway 13L/31R using an 
overall planned runway length of 1,660 metres. This 
replaces the previous Master Plan (2004) configuration 
which identified runway 13R/31L as the likely runway 
for RPT use. 
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To maximise the overall runway length and provide a 
length that is suitable for the introduction of the ERJ 
170 aircraft, an extension of 659 metres is required 
which equates to an overall useable length of 1,660 
metres. This could be split between the southern and 
northern ends as it is possible to extend the north-west 
end by 184 metres and 475 metres to the south-east, 
with Runway End Safety Area’s (RESA) included at both 
ends.

Planning is based on providing a code 3C non-precision 
instrument runway, the intention being to provide an 
instrument approach to both runway ends utilising Global 
Positioning System (GPS). The standard allows the strip 
width to be reduced to 90 metres subject to an increase 
in decision height for the approach procedure. 

The future development of GPS technology is likely 
to include a precision approach capability. Present 
standards require a 300 metre wide runway strip for this 
type of approach procedure but this is physically difficult 
to achieve. Subject to landing minima adjustments, this 
implies a 150 metre overall runway strip requirement. 

In the longer term, if the slighter larger ERJ190 (Code 
4C) is introduced (approximate 100 passenger aircraft), 
consideration may be given to the development of a 
central runway (13C/31C) in order to achieve the greater 
runway length required to operate this aircraft. A Major 
Development Plan (MDP) would also be required in this 
eventuality.

Taxiway Echo maintains the required separation to meet 
full code 3C non precision runway requirements.

The existing runways 13R/31L and 17R/35L are Code 
1 non-instrument runways. The 2010 Master Plan 
maintains this classification as no development of these 
runways beyond normal maintenance is planned.

Existing runway 04/22 will remain a Code 1, 
non-instrument runway. This is primarily an emergency 
runway for use by light aircraft in certain blustery wind 
conditions. It is used for less than 50 movements per 
year and is not available for circuit training.

4.5.2 Pavement Strength
Pavement Classification Number (PCN) is defined as a 
number expressing the bearing strength of a pavement 
for unrestricted operations by aircraft with an Aircraft 
Classification Number (ACN) value less than or equal to 
the PCN. The ACN is defined as a number expressing 
the relative effect of an aircraft on a pavement for a 

specified standard subgrade category.

Moorabbin runways do not have defined pavement 
strengths. Unrestricted movements of aircraft up to 
5,700 kg MTOW are allowed.

Prior permission is required for movements of aircraft in 
excess of this weight and a Pavement Concession may 
be issued by MAC. 

If RPT services are introduced on this runway and 
associated taxiways and aprons, the pavements will 
need to be developed to accommodate the equivalent 
strength of the proposed aircraft. 

4.5.3 Taxiways
The existing taxiway system provides sufficient runway 
and apron access entries/exits to deal with the forecast 
volumes of air traffic. The Master Plan retains this 
network of taxiways and, subject to final placement of 
the terminal building; the following additional taxiways 
are expected.

Taxiway Echo will be extended to provide a full length 
parallel taxiway to both ends of the extended runway 
13L/31R. It will primarily be used for access between 
this runway and the proposed RPT apron. 

Locating a new taxiway link at the 31R end of the runway 
will allow aircraft landings on runway 13L to provide 
taxiing access across runway 13R/31L. 

Existing taxiways E, B1 and B2, used for RPT aircraft, will 
need to be widened and strengthened to accommodate 
the Code 3C aircraft.

Further taxiways may be constructed to meet individual 
needs of tenants and Airport areas.

4.5.4 Aprons

General Aviation Aprons

This Master Plan allows for a range of parking options to 
be provided including grassed and paved areas. 

Moorabbin currently has the capacity to house some 
583 aircraft and helicopters. This comprises 230 in 
hangars, 160 in licensed or tarmac parking areas and 
the remainder on open land allocated to aircraft parking. 
This compares to the current approximate population 
of 345. With a modest addition of commercial hangars 
and additional open land allocation for parking this total 
could be increased to over 800 spaces which are well 
in excess of any future requirement.

RPT Apron

Currently the only RPT airline is King Island Airlines who 
operate from the current GA tarmac area adjacent to the 
MAC offices in the western sector of the airport.

The MAC terminal building is suitable for the operation 
of aircraft with up to 30 seats but is not currently used 



 ■  Construction of additional asphalt aircraft parking 

 ■  Construction of an engine test cell

Aviation Safety and security.

 ■  Upgrading of lighting to the main apron

 ■  Upgrading of perimeter emergency and airfield 
access roads 

 ■  Relocation of the airport weather station

 ■  Installation of new fences, CCTV cameras and 
controlled access points.

Airport facilities.

 ■  Construction of office accommodation for CASA

 ■  Improvements to and construction of new fuel 
facilities.

 ■  Refurbishment of airport customer facilities.

 ■  Refurbishment and upgrade of main terminal facility 
and parking.

 ■  Refurbishment of hangars and other MAC buildings.

 ■  Ongoing maintenance of internal roads, lighting etc.

More detail in relation to these initiatives is included in 
Section 11 – Infrastructure Context of this Master 
Plan.

for this purpose.

Freight Aprons

A small number of freight services provided by light 
aircraft are spread out throughout the existing aviation 
areas on the western sector of the airport. Services 
such as those provided by King Island Airlines handle 
daily passenger/freight services from current GA tarmac 
areas.

4.5.5  Upgrades to Airfield Operational 
Infrastructure

Recent improvements to aviation infrastructure include:

Aviation Infrastructure.

 ■  Resealing and repainting of runways

 ■  Rationalisation of taxiways including extensions, 
widening and closure as required

 ■  Relocation and construction of helipads.



Figure A3 – Aviation Facilities
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5 1 Corporate and General Aviation

Moorabbin Airport is one of the busiest airports in the 
Southern hemisphere and a leader in General Aviation 
(GA), regional connections and pilot training.

Moorabbin Airport continues to develop in cooperation 
with the travel and aviation industries of Moorabbin as a 
preferred destination for charter and airlines services.

GA operators have and continue to develop their own 
hangars on leased sites at the airport. Aviation buildings 
and annexes comprise 39 hangars and 36 general 
purpose buildings and hangars in total. The leased 
area of these buildings and annexes is approximately 
225,000 m2.

Moorabbin Airport currently has the capacity to house 
some 583 aircraft and helicopters. This comprises 230 
in hangars, 160 in licensed or tarmac parking areas 
and the remainder on open land allocated to aircraft 
parking.

The advent of new technology corporate aircraft such 
as the new generation of Very light Jets (VLJ) would 
give rise to an increase in demand for small capacity 
hangars, as opposed to the larger and older Bellman 
hangars that make up most of the airport. 

Wherever airside/landside abuttals occur the MAC aims 
to encourage airside uses to integrate with the adjacent 
landside precincts.

5 2 Helicopters

Current helicopter facilities are located in the south 
central western and north-western areas of the airfield. 
There is a dedicated helipad for each area.  These and 
other aviation facilities are illustrated in Figure A3.

Redevelopment of existing facilities and provision of new 
facilities for rotary or fixed wing aircraft hangarage and 
operations is planned in Precinct B (South West)  area 
of the airport. Whilst this precinct can cater for either 
type of operation the planning parameters will favour the 
operational requirements of helicopters.

The majority of airport based helicopters are either 
corporately or privately owned, although 12-15 are 
engaged primarily in training. Helicopter training takes 
place on the airfield site using non-duty runways and 
grass areas, with numerous helicopter arrivals and 
departures.

The possible development of runway 13L/31R for RPT 
services and associated parallel taxiways may place 
some additional restrictions on training operations within 
the airfield site. 

33



5 3 Pilot Training

Pilot Training is the major activity at Moorabbin Airport. 
Training is provided by 11 flying schools (9 fixed wing 
and 2 rotary wing) for approximately 800 students per 
year (full time equivalent). Over 400 instructors are 
required to facilitate this. Training is a major export dollar 
earning function for the State, as many students are full 
time commercial trainees from overseas.

No accommodation is provided on-site for students. 
Most flying schools have an operational building 
with airside access and a number have associated 
maintenance hangars. The majority of aircraft in flying 
school use are not hangared and are parked on tarmac 
parking areas.

Moorabbin Airport can accommodate growth in terms 
of based aircraft, movements and student numbers. 
However, it is considered unlikely there will be major 
growth in building demand for new sites, rather growth 
will come from consolidation of existing sites.

5 4 Control Tower

The current control tower at Moorabbin Airport is located 
in the central western zone of the airport, adjacent to 
the MAC offices on Bundora Parade. 

CASA regulatory requirements for designing, siting, 
constructing, equipping and maintaining air traffic 
control (ATC) facilities specify a range between 4 and 
5 seconds response times from runway ends. These 
response times to each of the existing runway ends 
at Moorabbin Airport, as well as the future extended 
runway ends for runway 13L/31R, fall within these limits 
and therefore meet the regulatory requirements.

A study into future requirements for the control tower at 
Moorabbin Airport was recently conducted for Airservices 
Australia. The study identified a preferred long-term site 
for the control tower and optimum height. 

Moorabbin Airport provided input to this study, which 
concluded that if a new control tower was required, it 
would be sited close to the existing tower. 

For introduction of RPT services, a new Aerodrome 
Rescue and Fire Fighting Service (ARRFS) facility will 
be required once annual passenger numbers exceed 
350,000. The ARRFS could however be co-located 
within the proposed control tower site and meet all the 
legislative requirements.
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5 5 Navaids

At present Moorabbin Airport maintains a non-directional 
beacon (NDB) located on the western side of the airport 
along Second Avenue.

This navaid will remain as a large proportion of GA 
aircraft types use this facility as a primary means of 
navigation and training.

This navaid has been retained in the Airservices 
Australia network to provide a back-up to satellite based 
navigational systems, although many newer aircraft no 
longer retain the required avionics equipment to use it.

With the possible introduction of RPT services using 
regional jet types, other navigation and landing aids may 
be necessary to provide the security of service under all 
weather conditions and to provide upgraded safety.

5 6 Fuel Facilities

Currently both AVGAS and AVTUR (Jet A1) is available 
from a range of operators, with both fuel types being 
distributed by tanker vehicles. Self serve AVGAS 
dispensers are also provided.

Should jet RPT services be introduced, fuel storage and 
distribution requirements will be identified and agreed 
with Moorabbin Airport. Approximately 4 to 5 days of 
storage supply will be required for the RPT operations. 
With tanker delivery in addition to self serve dispensers, 
it is unlikely that fuel throughput volumes would be 
sufficient to justify installation of a hydrant fuel system.

The possibility of consolidation of storage to a single joint 
user facility could be investigated, although experience 
indicates that the various operators do not support this 
at GA airports.

5 7 Terminals

There are three passenger terminal buildings at 
Moorabbin Airport, all within Precinct B:

 ■  The King Island Airlines building which provides a 
simple passenger check-in area, limited seating and 
a freight handling capability. This is used exclusively 
by King Island Airlines.

 ■  The Moorabbin Airport Corporation terminal building 
which comprises approximately 200 square metres 
of area and can be used for a number of passenger 
processing purposes.

 ■  A disused terminal building on Northern Avenue of 
approximately 200 sq metres currently leased out for 
other purposes than passenger handling.

Of the above buildings only the MAC terminal could 
be extended to any level. This could be extended to 
approximately 1,000 sq metres if required but would 
only be suitable for the operation of turboprop aircraft, 
with a passenger capacity up to 70 seats. Jet RPT 
operations are not envisaged although the building is 
regularly used for the transit of corporate passengers 
on business jets.

Should jet RPT services eventuate at Moorabbin Airport, 
a terminal building would be required in the south east 
of the airport. Space for this terminal, a parking apron 
with positions for up to four aircraft, and associated 
car parking facilities has been provided in Precinct B 
(South).

On the basis of a relatively simple and functional 
terminal design this suggests a total area requirement 
of around 3,000 square metres as the first stage of the 
terminal development. This would take into account the 
area required to accommodate passenger screening 
within the departures process. Thus, when regular jet 
services are introduced at Moorabbin, full passenger 
and carry-on baggage screening will be required.

Long-term requirements would be more accurately 
determined once patronage and patterns of use have 
been established for the RPT service. At this stage it 
seems probable that the terminal would need to cater 
for up to 400 busy hour passengers and provide space 
allocation of around 4,000 square metres dependant 
also on the amount of retail area required.

The initial car parking requirement is likely to be at 
least 500 parking spaces. This would increase to 1000 
spaces in the longer term.
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In 2004, MAC re-cast the forecast for the next 20 years 
at the same modest growth level of 1.5% pa that was 
used in the previous Master Plan (1999). This gave a 
target movement figure of 348,000 movements after 
twenty years, still well below the 2018/19 ANEF forecast 
of 452,500 movements and no change was made to 
the ANEF. For 2004 Master Planning purposes a 20 
year aircraft movements to 2023/24 of 348,000 was 
made. From 2005 onwards however, the growth pattern 
has changed.

On 21st July 2009 CASA issued a Direction to 
Airservices Australia,  under  Regulation 11.245 of the 
Civil Aviation Regulations 1998. This Direction has the 
following impact:

 ■ A limitation of 6 aircraft in the circuit for one runway. 
If two runways are in operation this would be limited 
to 12. An additional departure may be permitted at 
the discretion of the controller.

 ■ All aircraft must obtain a clearance to enter, cross or 
taxi along any runway.

 ■ Airservices Australia must ensure that the tower is 
operational in all daylight hours by 21st April 2010. 
No reduction in night time tower operations is 
contemplated.

The impact of this Direction has to potential to affect 
aircraft movements both over the period of the currency 
of this Master Plan and the period covered by the Long 
Range ANEF. However this potential impact would be 
a lessening of movements rather than an increase 
of movements. A minimum of two years experience 
of operations under this new operational procedure 
would be required to assess any impact on movement 
forecasts and thus no change is contemplated at this 
stage to the aircraft movement forecast and associated 
Long Range ANEF.

Where appropriate changes have been made in 
descriptors of airport operations, noise abatement 
programmes and flight path information to reflect this 
Direction issued by CASA

Refer to Table 1 for Moorabbin Airport Aircraft 
Movements for the period from 1998 to 2008 

6 1 Aircraft Movements

Air traffic levels at Moorabbin Airport reached a peak of 
402,000 aircraft movements in 1989. 

In earlier and subsequent years, activity had been 
relatively stable at around 340,000 aircraft movements.  
Even so, in the 20 years to 1998 aircraft movements had 
grown at a rate equivalent to annual average of 2.1%.

Until quite recently ‘growth’ had been largely negative. 
Moorabbin is tracking in a very similar manner to other 
GAAP Airports throughout Australia, with the exception 
that there are greater monthly differentials in aircraft 
movements compared to other GAAPs.  This is probably 
due largely to the weather patterns of Melbourne 
affecting flying operations. 

In 2003/4, the General Aviation Industry was experiencing 
a major decline and annual traffic at Moorabbin Airport 
for the previous 5 years had peaked at 250,000 annual 
movements. 

In 2005, there was a rebound in traffic, but a decrease 
in the following year partly due to poor weather (and 
potentially some suspect available traffic data). 

In 2007, the movements increased to above 300,000 
for the first time in 10 years. This 27% increase on 2006 
was due to a significant increase in commercial flying 
training, especially of overseas students. In 2008, the 
average monthly aircraft movements indicate that the 
annual number will be around 350,000.

In 1998, MAC took the view that a “normal” baseline for 
calculations of growth in aircraft movements would be a 
figure of 335,000 in the 1998/99 calendar year.  
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6 2 GA Movement Forecast

At major airports traffic growth can be forecast in 
relation to anticipated growth in passenger numbers, 
used by airlines to plan their fleet requirements.  No 
such measure is available for general aviation airports 
and so growth in aircraft movements is normally seen in 
an historical context.  

Due to the cyclical variation in general aviation activity, 
particularly flying training, the 20 year forecasts in 
previous Master plans have not proved accurate.  

Actual traffic levels in 2003 were only 65% of those 
forecast in the 1999 Master Plan and a revised forecast, 
based on these figures was included in the 2004 Master 
Plan.  Current aircraft movements in 2007/08 are now 
more consistent with the forecasts made in 1999 and in 
excess of the 20 year forecast of 2004. 

As the volatility of historic annual movement data has 
shown, there is inherent difficulty in forecasting with any 
certainty when Moorabbin Airport may reach ultimate 
capacity.  Despite this Moorabbin Airport considers 
it is appropriate to update the Moorabbin ANEF to 
reflect potential traffic growth and to provide a more 
accurate planning baseline.  While the ultimate capacity 
of Moorabbin is assessed as being in the region of 
600,000 movements annually, which is consistent with a 
unconstrained demand of 686,000 GA movements and 
11,000 commuter aircraft movements indicated in the 
Port Phillip Region Airport and Airspace Study (1991), 
it was determined that a Long-Range ANEF based on 
500,000 annual movements should be provided.  

Traffic growth forecasts of 1.5%, were used in the 
2004 Master Plan.   The last full year traffic available, 
as published by Airservices Australia, was 310.244 in 
2007.  Applying growth of 1.5% to this would arrive at 
500,000 movements in 2039 or 30 years out from the 
2010 Master Plan.  If a higher growth rate of 2% was 
applied, traffic would reach 500,000 in 2031, or just 
beyond the Master Plan 20 year horizon.

During April 2008 flying reached new heights with 
over 40,000 movements for the month mainly due to 
an increase in flying training.  The busiest days during 
the month exceeded 2,000 on four occasions.  These 
figures only accounted for aircraft operating during the 
operational hours of air traffic control and were achieved 
with no real increase in the number of aircraft based at 
the airport.  Previous studies have shown that over 5% 
of operations occur outside tower hours.

Adverse weather conditions such as strong crosswinds 
or reduced visibility or cloud base have the greatest 
impact on movement rates.  Data available from the 
Bureau of Meteorology based on weather observations 
over 13 years indicates that there were no extended 
periods of adverse weather.  Visibility of less than 400 
metres and/or cloud base under 300 feet occurred 
0.3% of the time.  

A more typical event is when cloud base is below 1000 
feet and circuit training is not permitted.  This occurs 
typically on 12-15 days per year and conditions persist 
for the full day on less than 3 days per year.  Wind 
speed data is based on nearly 50,000 observations over 
30 years.  Adverse winds creating excessive crosswind 
occurred on less than 2% of observations and are not 
the predominant feature of a full day.

Based on the above and with similar aircraft utilisation to 
these busy days and some future growth of the aircraft 
fleet (to assist in maintaining this over the full year) a 
“busy day” of 2,100 movements was assessed as being 
the maximum sustainable movement rate to be used in 
long term planning calculations.  

The maximum achievable rate for short periods of 
time is in excess of this. However, a sustainable 
rate is more realistic and appropriate for use in this 
forecast. Aircraft movement rates will be affected by 
meteorological conditions as well as operational factors 
and it is recognised that this “busy day” traffic will not 
be maintained day in and day out over the whole year.  
Simplistically, were this possible, the annual movements 
would exceed 750,000.

By using 500,000 annual movements as the basis for 
the Long Range ANEF it is recognised that there may 
be environmental constraints placed on traffic growth 
that would preclude the airport reaching potential 
ultimate capacity.  While this annual total is not much in 
excess of the 1998 Endorsed ANEF figure of 452,000 
movements, it does provide a longer range planning 
horizon and an update of aircraft types and runway 
development strategies for the 2010 Master Plan.  
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The movement analysis for a Long Range forecast of 
500,000 annual movements includes the following 
assumptions, based on daily movements as a 
percentage of the time, as described below;

 ■  Only 10% of the time would traffic operate at 
this assessed maximum sustainable rate.(2100 
movements) This would account for 76,000 
movements

 ■  60% of the time traffic levels could be at 75% of 
this rate,(1575 movements) accounting for 345,000 
movements

 ■  15% of the time traffic levels could be at 50% of 
this rate,(1050 movements) accounting for 57,000 
movements

 ■  10% of the time traffic levels could be at 25%  of this 
rate,(525 movements) accounting for 19,000

 ■  5% of the time traffic levels may only be at 10% 
of this rate due to instrument flight procedures or 
other operational factors, accounting for 3,000 
movements.

This is a conservative analysis of airfield capacity and 
the achievable movement rate based on demonstrated 
operational experience.

Table 1 –  Moorabbin Airport Yearly Aircraft Movements

6 3 Fleet Mix

In recent years the fleet mix at Moorabbin has changed 
with the growth of commercial flying training. Many 
schools have re-equipped with modern aircraft and 
older aircraft have been retired. 

Whilst Moorabbin now has one of the most modern 
aircraft fleets in the country the average aircraft age 
remains at approximately 20 years.

The Long Range ANEF assumes a continuing trend 
to more modern aircraft and an increasing number of 
Very Light Jets (VLJ) such as the Cessna Mustang and 
Eclipse 500, although these numbers will remain very 
low in proportion to the main Moorabbin based aircraft 
fleet.
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6 4 Based Aircraft

A survey conducted in April 2008 indicated a current 
airport aircraft population of 345. This comprised 6 
jet or turbine aircraft, 74 twins, 219 singles and 46 
helicopters.

Of these 23 aircraft/helicopters use jet A1 fuel and 322 
use Avgas.

A total of 15 twins and 90 singles are registered to or 
operated by flying schools. However, a further 15 twins 
and 30 singles are owned by individuals and regularly 
cross-hired to flying schools. Of the helicopters 
approximately 12 are primarily used for flying training.

The most common aircraft type is the piper Warrior/
Arrow/Cherokee range with 63 examples, followed by 
the Cessna 172/182 range with 53 examples. The 
most common helicopter in use is the Robinson R22/44 
series with 17.

Approximately 56 (20%) of the 299 fixed wing aircraft are 
under 5 years old, one of the younger fleet ages in the 
country. The majority of helicopters are under 8 years 
old. However, the twin engine aircraft fleet is noticeably 
older, mirroring the global fleet age.

Moorabbin currently has the capacity to house some 
583 aircraft and helicopters. This comprises 230 in 
hangars, 160 in licensed or tarmac parking areas 
and the remainder on open land allocated to aircraft 
parking. With a modest addition of commercial hangars 
and additional open land allocation for parking this total 
could be increased to over 800 spaces which is well in 
excess of any future requirement.

6 5 Regular Public Transport (RPT)

6.5.1 Historic
Moorabbin has been a base for low-capacity RPT 
services since the 1970’s, serving the Bass Strait 
Islands, Northern Tasmania and Victorian regional 
centres.

For the most part these have been limited to low-capacity 
8-9 seat Piper Chieftain aircraft although Aus-Air was an 
extensive user of the 18 seat Bandeirante in the 1990’s. 
Currently the only RPT airline is King Island Airlines 
serving King Island daily on a mixed passenger/freight 
schedule.

6.5.2 Freight Traffic
A small number of dedicated freight services are 
provided by light aircraft with typical payload of 2-3 
tonnes.  Perhaps 4,000 tonnes of air freight are trans-
shipped annually.

Because of its urban location, Moorabbin Airport is a 
possible location for the development of night freight 
traffic and already supports a limited number of flights 
largely from and to King Island, transporting seafood, mail 
and newspapers.  The potential, for the development of 
express parcels traffic also exists.

MAC will not encourage the operation of any airfreight 
flights operating between the hours of 2300 and 
0600 local time, because it believes that this is an 
inappropriate use for Moorabbin Airport in the context 
of increased aircraft noise at night

However, it should be noted that MAC, as an Airport 
Lessee Company, has an obligation under the Airports 
Act 1996 to provide access to the airport for aircraft, in 
particular interstate aircraft, and this meaning extends 
to freight aircraft.  Thus MAC can only “discourage” 
but not prohibit such services.  There are moreover 
existing based freight operations using small aircraft 
that have been in existence for some time before MAC 
commenced its operations.
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6 6 RPT Market Potential

Previous Master Plans have predicted the development 
of medium capacity RPT services to capital cities using 
100 seat jet aircraft and the current ANEF includes 
12,500 movements per year of such aircraft.

Market research identifies a niche market business-
orientated service, on the main Australian capital city 
corridors, with a main focus on traffic to and from 
Moorabbin, Bankstown (Sydney) and Brisbane.

This market comprises those passengers who would 
normally pay full economy fares on mainstream carriers 
travelling essentially on business. It is not a typical “Low 
Cost Carrier” (LCC) market.

Whilst the market potential remains, Moorabbin has 
been unable to develop this market in the last ten years. 
There are a number of reasons for this, including:

 ■  Lack of credible airline partners.

 ■  Reluctance of major carriers to potentially cannibalise 
their premium (or high value) market.

 ■  High cost of development.

The potential remains un-realised and is seen as a long-
term role for the airport rather than as an immediate 
opportunity.

The ability to develop Moorabbin airport to accommodate 
70-100 passenger aircraft at a rate of 12,500 movements 
per year (6,250 flights) is retained in all planning.

Forecast passenger movements are shown in Table 2 
below.

Table 2 –  Total Passenger Movements

Year* Low Forecast High Forecast

Year 1(1) 491,000 701,000

Year 5 519,000 741,000

Year 10 548,000 783,000

Year 15 579,000 828,000

Year 20 612,500 875,000

(1)  Year 1 refers to the first year of the operations of 
the RPT services

6 7 Airport Requirements for RPT Jet 
Operation

Extensive development of Moorabbin Airport would be 
required to support a jet RPT operation. This includes:

 ■  Extension of runway 13L/31R and protection to 
Code 3C standard.

 ■  Construction of taxiway spurs from this runway.

 ■  Construction of a terminal complex and associated 
car parking in the south of the airport site off Lower 
Dandenong Road.

 ■  Protection of airspace in the vicinity of the airport.

The Airports Act 1996 requires that a Major Development 
Plan (MDP) be prepared and submitted for public 
consultation if any of the following activities is proposed 
on the airport site:

(a) Constructing a new runway; or

(b) Extending the length of a runway; or

(c)  Constructing a new building wholly or principally for 
use as a passenger terminal, where the building’s 
gross floor space is greater than 500 square metres; 
or

(d)  Extending a building that is wholly or principally for 
use as a passenger terminal, where the extension 
increases the building’s gross floor space by more 
than 10%; or

(e) Constructing a new building, where:

  (i) The building is not wholly or principally for use as 
a passenger terminal; and

  (ii) The cost of construction exceeds $20 million or 
such higher amount as is prescribed; or

(f) Constructing a new taxiway, where:

  (i) The construction significantly increases the 
capacity of the airport to handle movements of 
passengers, freight or aircraft; and

  (ii) The cost of construction exceeds $20 million or 
such higher amount as is prescribed; or

(g) Extending a taxiway, where: 

  (i) the extension significantly increases the capacity 
of the airport to handle movements of passengers, 
freight or aircraft; and

  (ii) The cost of construction exceeds $20 million or 
such higher amount as is prescribed

An MDP requires extensive public consultation and 
the Minister for Infrastructure, Transport, Regional 
Development and Local Government must consider all 
such comments in his decision regarding approval of 
an MDP.
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7 Airport Protection



7 1 Prescribed Airspace

Prescribed Airspace is defined under the Airports Act 
1996 as airspace where, in the interests of the safety, 
efficiency or regularity of current or future operations 
of the airport the airspace is protected. Prescribed 
Airspace is made up of the Obstacle Limitation Surfaces 
(OLS) and the Procedures for Air Navigation Services – 
Aircraft Operations (PANS-OPS) surfaces.  These are 
illustrated in Figure A4 – Prescribed Airspace (OLS) 
and Figure A5 – Prescribed Airspace (PANS-Ops).

The OLS is a number of reference surfaces in airspace 
which determine when an object may become an 
obstacle to aircraft manoeuvring in the vicinity of 
an Airport or during landing or take-off. In some 
circumstances it can be infringed. The PANS-OPS are 
a second set of surfaces determined by aircraft flight 
operations under instrument conditions that form an 
envelope over the existing obstacle environment. These 
surfaces are established by the instrument procedure 
designer to ensure that an aircraft will have a specified 
minimum clearance above any accountable obstacle 
in situations where the pilot is relying entirely on the 
information derived from cockpit instruments and may 
have no external visual reference to the ground, to 
obstacles or to other aircraft. 

A “controlled activity” is defined under Section 182 of 
the Airports Act.  Any proposal that would result in an 
intrusion into PANS-OPS airspace cannot be approved 
except where the proposal is for a short term activity. 
Regulation r.14.5 of the Airports (Protection of Airspace) 
Regulations 1996 states that The Secretary may approve 
a short term controlled activity where the airport operator 
supports the approval.

Prescribed airspace may also include reference to 
specific airspace, designated in a written declaration 
by the Secretary of the Department of Infrastructure, 
Transport, Regional Development and Local Government 
(“the Department”), being protected in the interests 
of safety, efficiency or regularity of future transport 
operations into and out of an Airport.

The objective of the prescribed airspace is to ensure that 
the Airport is not adversely affected by the building of 
structures or other activities in the area used by aircraft 
arriving or departing Moorabbin Airport. New structures 
should be designed or other activities controlled to 
ensure they fit under the prescribed surfaces.

The existing PANS-OPS surfaces for Moorabbin Airport 
provide airspace protection for the following instrument 
departure and approach procedures published by 
Airservices Australia:

 ■  5 GPS arrival procedures.

 ■  An approach procedure to a circling minima using 
the Moorabbin Non Directional Radio Beacon (NDB) 
as a sole aid or in conjunction with the Melbourne, 
Avalon or Cowes VHF Omni-directional Radio Range 
(VOR), and/or the Melbourne or Avalon Distance 
Measuring Equipment (DME).

 ■  A runway 35R Global Positioning System (GPS) 
approach procedure.
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It is anticipated that the present ground based navigation 
aids will be phased out and that all future instrument 
procedures will be based solely on satellite navigation. 
Future PANS-OPS surfaces have been depicted on this 
assumption and based on the same runway geometry 
as the future OLS. It must be noted that the NDB may 
remain as back-up for Airservices ground based training 
purposes.

Instrument approach procedures based on the US 
military satellite based Global Positioning System (GPS) 
have been introduced throughout Australia. 

The prescribed airspace for the 2010 Master Plan makes 
provision for the protection of the extended 13L/31R 
runway and for IFR operations on runway 17L/35R. 

As outlined in Section 4.1 consideration may be given 
to the development of a central runway (13C/31C) in 
order to achieve a greater runway length. However, 
this is not envisaged within the planning horizon of this 
Master Plan.

The protection of the airfield allows for growth in 
current activity and the possible introduction of RPT jet 
services. This provides the basis for future planning of 
the airport, for both aviation and non-aviation uses, and 
surrounding precincts to meet aviation, commercial and 
legislative demands. 

7 2 Aircraft Noise Measurement and 
Forecasting: the Australian Noise 
Exposure Forecast (ANEF)

An Australian Noise Exposure Forecast (ANEF) is 
a forecasting methodology that is used throughout 
Australia to produce a chart of varying degrees of aircraft 
noise exposure for the areas surrounding an airport. The 
contours produced result from calculations based upon 
forecast aircraft movements.

The contours are not measures of aircraft noise 
expressed in decibels. They are mathematical contours 
based upon a forecast volume of aircraft movements. 
For example, one very noisy aircraft movement in one 
year, whilst it would be loud, would not change the 
model. A large number of movements of quieter aircraft 
would change the model, because of the volume of 
movements.

The ANEF is produced by the Airport Lessee Company 
and endorsed for technical accuracy by Airservices 
Australia. Changes to the Airports Act 1996, which 
took effect on 13 May 2007, now require that the 
endorsement of ANEFs be undertaken in a ‘manner’ 
approved by the Minister for  Infrastructure, Transport, 
Regional Development and Local Government.

MAC has decided to adopt a “Long Range ANEF” for 
Moorabbin Airport rather than retain a rolling 20 year 
forecast. Many airports are now adopting ultimate 
capacity forecasts as this gives a greater planning 
certainty. A Long Range ANEF provides for traffic growth 
beyond the Master Plan horizon (20 years) but not to the 
extent of ultimate capacity.

The Long Range ANEF modelled is for 500,000 
movements. This includes a provision for 12,500 jet 
RPT movements as in the previous 1998 endorsed 
ANEF and as described in Section 6.2 GA Movement 
forecast.  The Long Range ANEF is illustrated in  
Figure A6-1. This is an enlargement of the area affected 
by ANEF contours. The full Endorsed ANEF is provided 
at Appendix A.

An important change is that the operator must now 
demonstrate that the forecast numbers of aircraft 
movements, operating times and the aircraft types 
carrying out operations are not greater than the physical 
ultimate capacity of the existing or proposed runway/s 
using accepted and published methodologies.



Figure A4 – Prescribed Airspace (OLS)
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7.2.1 1998 & 2004 Approved ANEF
This ANEF was included in the 1998 Master Plan but 
had originally been endorsed by Airservices Australia for 
the Federal Airports Corporation prior to the sale of the 
airport. This was a 20 year forecast (2018) which showed 
a total of 440,000 movements plus 12,500 movements 
of RPT jet aircraft. The jet aircraft movements were from 
an extended runway 31L/13R.

MAC retained this 1998 endorsed ANEF in the 2004 
Master Plan (to 2024) as aircraft movements did not 
exceed the existing forecast and were in fact lower.
(348,000)

500,000 movement forecast

The 1998 endorsed ANEF used a traffic forecast of 
452,500 which was the 20 year traffic forecast (2018/19) 
as shown in the Approved Master Plan (1999). Due to 
a downturn in general aviation activity during the life of 
the Master Plan a revised 20 year forecast was provided 
in the Approved Master Plan (2004) of 348,000 for 
2023/24.  No change to the ANEF traffic was made in 
2004.

While it is difficult to forecast with any accuracy when 
Moorabbin Airport may reach capacity, it is appropriate 
to update the Moorabbin ANEF to reflect potential 
traffic growth and to provide a more accurate planning 
baseline, using a later version of the computer modelling 
software (known as Integrated Noise Model). 

While the capacity of Moorabbin is assessed as being 
in the region of 600,000 movements annually, which is 
consistent with a unconstrained demand of 686,000 GA 
movements and 11,000 commuter aircraft movements 
indicated in the Port Phillip Region Airport and Airspace 
Study (1991), it was determined after consultation 
with state and local governments that a Long-Range 
ANEF based on 500,000 annual movements should be 
provided.

The ANEF was calculated in late 2008. Traffic growth 
forecasts of 1.5% were used in the 2004 Master Plan. The 
last full year traffic available, as published by Airservices 
Australia, was 310.244 in 2007, Applying growth of 1.5% 
to this would arrive at 500,000 movements in 2039 or 30 
years out from the 2010 Master Plan. If a higher growth 
rate of 2% was applied, traffic would reach 500,000 in 
2031, or just beyond the Master Plan 20 year horizon. 
Subsequent growth projections of 1.5% pa based upon 
the achieved movements of 350,426 in 2008 show a 
500,000 aircraft movement figure in 2032, still beyond 
the 20 year planning horizon of the Master Plan.



Figure A5 – Prescribed Airspace (PANS-Ops)
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Figure A6 – Long Range ANEF
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The 500,000 movement ANEF forecast includes the 
following:

 ■ 500,000 movement scenario based upon predicated 
maximum capacity of the airport.

 ■ Within this 500,000 movement forecast, are 12,500 
movements for RPT jet aircraft.

 ■ Runway use allocation is according to historical 
wind directions and Airservices Australia operational 
practises and procedures.

 ■ Where possible, within the computer model, aircraft 
types have been described in accordance with 
expected future growth- for instance small VLJ 
aircraft.

 ■ Any jet RPT aircraft would use runway 13L/31R 
exclusively except in emergency.

7.2.2  Impact of the 500,000 movement 
forecast.

Changes to the ANEF contour as compared to the 
1998 endorsed ANEF are illustrated in Figure A6-2, 
Compared to 1998  the endorsed 500,000 movement 
ANEF increases exposure to aircraft noise at the 
following levels:

ANEF20:

The following residential areas now appear within the 
ANEF20 contour:

Some areas of Dingley, the junction of White Street 
and Chute Street, and a small area near Farm Road. 
The ANEF contour also extends into the Epsom estate, 
Kingston Heath estate and the Baltusrol estate but all 
these areas already have measures in place in regard to 
aircraft noise emissions.  

To the West the ANEF boundary extends very slightly, 
reflecting the continuing lesser usage of the Western 
circuit of the airport. A lobe of residential housing around 
Houston Street and Lower Dandenong Road now is not 
included in the 20 ANEF, reflecting the reduction in 
operations from runway 04/22. Other increases in the 
ANEF20 level are confined to commercial and industrial 
areas, and the golf courses. Refer to Section 7.3.2 
below for description of the City of Kingston Airport 
Environs Overlay.

The increase in ANEF coverage, especially the increase in 
the ANEF20 level, is largely attributable to more accurate 
computer modelling but is actually a confirmation of fact 
that Dingley is affected by aircraft noise.

ANEF25

Most increases in the ANEF25 contour are confined to 
golf course or commercial land. In residential areas to 
the South of the airport the contour contracts slightly, 
a result of the more modern software mapping ability. 
There is no increase in exposure to ANEF25 levels to 
the North or East of the airport for residential areas. 
Refer to Section 7.3.2 below for descriptions of the 
City of Kingston Airport Environs Overlay.

ANEF30

Similarly the ANEF30 boundary contracts slightly in 
residential areas affecting Keefer Street and Scarlett 
Street. There is no increase in exposure levels for 
residential housing to the North of the airport.

7 3 Aircraft noise mitigation and 
information 

Section 71 (2) (e) of the Airports Act 1996 requires 
Airport Lessee Companies to detail plans for managing 
aircraft noise intrusion in areas forecast to be subject to 
aircraft noise exposure above significant ANEF levels, 
following consultation with airlines and local government 
bodies.  These measures take two basic forms:

 ■ Noise Abatement procedures, known as “Fly Friendly” 
programmes, and

 ■ Co-operation with Kingston Council in the provision 
of an Airport Environs Overlay.

The only airline operations from Moorabbin involve small 
aircraft such as the 9 seat piper Chieftain. Although 
MAC regularly discusses noise abatement with these 
operators regular passenger and freight aircraft 
movement are overwhelmed by the general aviation 
aircraft movement volumes.

7.3.1 Noise Abatement programmes.
Moorabbin Airport Corporation does not control aircraft 
in flight and this Master Plan cannot address directly 
operational issues or procedures pertaining to aircraft 
noise. However there are a number of existing noise 
abatement measures that constitute a local “Fly 
Friendly” programme that aims to mitigate some areas 
of concern that have been raised. These programmes 
are periodically reviewed and an important part of the 
discussions of the Moorabbin Airport Consultative 
Committee relates to noise issues. The appellation “Fly 
Friendly” is used locally and MAC issues a number of 
educational and advisory posters and other material to 
flying schools and based operators pertaining to noise 
abatement. Noise abatement procedures are published 
in AIP Australia Enroute Supplement (ERSA).

In summary, the current noise abatement procedures 
are as follows:
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Circuit Training

Circuit training is allowed between 8am and 9pm 
(winter) and 10pm (summer) on weekdays and until 8pm 
at weekends year round. During times when the tower 
is closed a maximum of 5 aircraft are allowed in the 
circuit.

Prior to 21st July 2009 a majority of circuit training was 
conducted to the East of the airport with the Western 
circuit only being used during busy periods. The Western 
circuit was normally reserved for aircraft arriving at or 
departing from the airport.

On 21st July 2009 CASA issued a Direction to 
Airservices Australia,  under  Regulation 11.245 of the 
Civil Aviation Regulations 1998. This Direction has the 
following impact:

 ■ A limitation of 6 aircraft in the circuit for one runway. 
If two runways are in operation this would be limited 
to 12. An additional departure may be permitted at 
the discretion of the controller.

 ■ All aircraft must obtain a clearance to enter, cross or 
taxi along any runway.

 ■ Airservices Australia must ensure that the tower is 
operational in all daylight hours by 21st April 2010. 
No reduction in night time tower operations is 
contemplated.

The impact of this Direction has yet to be assessed 
as it was issued after the Draft Master Plan had been 
prepared. It is likely that there will be a re-distribution of 
aircraft movements both in terms of circuit usage and 
utilization of both circuits during the course of a day to 
reflect this limitation of use. A minimum of two years 
experience of operations under this new operational 
procedure would be required to assess any impact on 
circuit usage.

Altitude

Except when in the act of landing or taking off the 
minimum height fixed wing aircraft must fly is 1,000 feet 
over inhabited areas of 500 feet over uninhabited areas 
or the sea. They must be a minimum of 600 metres 
radius from any building.

The altitude of aircraft in the Moorabbin Airport Circuit is 
1,000 feet. Helicopters fly at 700 feet to maintain safety 
separation.

Runway in Use

Aircraft land and take off into the prevailing wind. The 
main North/South runways (17 and 35) are used for 
80% of the time.  Current wind and weather information 
is available from an automatic advice service on (03) 
9580 9637.

The Eastern runway (17L/35R or 13L/31R) are used for 
all jet departures and for noisier aircraft as it faces onto 
industrial and not residential areas. These aircraft are 
not permitted to use the Western runways except for 
safety reasons.

Helicopters

Helicopters operate at a different height (700 feet) to 
fixed wing aircraft to maintain safe separation. Helicopter 
training is performed at the southern end of the airport 
using the non-operational runways and grass areas.

Delayed turns for Noise abatement

Aircraft departing from runway 17Right are requested 
to delay any turn until they have flown past Woodlands 
Golf Club to minimise noise intrusion over residential 
areas of Parkdale.

Aircraft departing from runway 35L are requested to 
delay any turn until over Kingston Centre to minimize 
noise intrusion to residential property immediately to the 
North West of the airport.

Pilots are at all times encouraged to be sensitive to the 
needs of local residents, to minimize throttle setting 
changes and to fly smoothly and to avoid abrupt changes 
of power whilst in the circuit area of Moorabbin Airport.

Ground running of engines

A purpose built engine test cell allows extended running 
of aircraft engines for maintenance and test purposes, 
with noise being channelled across non-residential 
areas.

Noise Enquiry Service

Airspace management is provided by Airservices 
Australia. They operate a Noise Enquiry Service which 
is 1800 802 584.



7.3.2  Kingston Planning Scheme – Airport 
Environs Overlay

Since the middle 1990’s a co-operative agreement 
between Moorabbin Airport and the City of Kingston 
has resulted in the operation of an Airport Environs 
Overlay (AEO)*.  Moorabbin is one of a very few airports 
in Australia to have developed and implemented such 
a scheme in co-operation with the local council. 
Beyond the boundaries of the Moorabbin Airport, the 
Kingston Planning Scheme applies the Airport Environs 
Overlay Control (AEO) to parts of the municipality 
affected by the 25 ANEF contour or greater. 

In AEO1 (25 ANEF and greater), regardless of the zone 
provisions, land must not be used for noise sensitive uses 
such as a childcare centre, school or hospital.  A permit 
is required for a number of nominated uses including a 
dwelling, office and residential hotel.  All applications 
to use land within the Airport Environs Overlay must 
be referred to the Airport Lessee Company and would 
only be approved if the building design incorporates 
appropriate noise attenuation measures complying with 
Australian Standard AS 2021-1994, Acoustics – Aircraft 
Noise Intrusion – Building Siting and Construction.

In areas between 20 and 25 ANEF notice that the land is 
subject to aircraft noise is made available to the public 
through notifications on rates notices issued by the 
Council.

The current Airport Environs Overlay is based upon 
ANEF contours developed for the previous Approved 
Master Plan.  Following endorsement of the long Range 
500,000 movement ANEF a process will be developed in 
consultation with Kingston Council to review the current 
AEO boundaries and develop a new Airport Environs 
Overlay for the airport and surrounding community. A 
plan showing the AEO is included as Appendix C.

7 4 Flight Paths

Section 71(2)(da) of the Airports Act 1996 requires a 
Final Master Plan for Moorabbin Airport to specify:

  Flight paths (in accordance with regulations, if any, 
made for the purpose of this paragraph) at this 
airport.

No regulation currently exists to describe any specific 
requirement under this section.

7.4.1 Introduction
Unlike a large airport such as Melbourne (Tullamarine), 
which has Standard Instrument Departure (SIDS) and 
Standard Arrivals (STARS) flights paths, no specific flight 
paths exist at Moorabbin Airport. However, patterns of 
usage are explained below.

Moorabbin Airport is a General Aviation Aerodrome 
Procedures (GAAP) airport -. This is an airport category 
that allows for high intensity operations of light aircraft. 
While the majority of Moorabbin aircraft movements 
are in the training circuit, aircraft which are flying to or 
from other destinations do so via established reporting 
points.  This provides traffic segregation and enhances 
visual separation between aircraft.

On 21st July 2009 CASA issued a Direction to 
Airservices Australia,  under  Regulation 11.245 of the 
Civil Aviation Regulations 1998. This Direction has the 
following impact:

 ■ A limitation of 6 aircraft in the circuit for one runway. 
If two runways are in operation this would be limited 
to 12. An additional departure may be permitted at 
the discretion of the controller.

 ■ All aircraft must obtain a clearance to enter, cross or 
taxi along any runway.

 ■ Airservices Australia must ensure that the tower is 
operational in all daylight hours by 21st April 2010. 
Night operations are not affected.

The impact of this Direction has yet to be assessed 
as it was issued after the Draft Master Plan had been 
prepared.  The limitation of 6 aircraft in the circuit may 
result in changes to flight paths or inbound reporting 
points but these have yet to be described by Airservices 
Australia. Flight paths described in this section thus 
reflect the procedures in place prior to 21st July 2009.

* Not to be confused with the similarly abbreviated Airports 
Environment Officer (AE Officer)



Figure A7 – Runway 17L, 17R, 35L, 35R – Arrivals, 
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7.4.2 Moorabbin Airspace
The Control Zone (CTR) for Moorabbin Airport is a 
3 nautical mile (approximately 5.5 km) radius from 
Moorabbin airport itself. This extends to Centre Road 
to the north, Reserve Road to the west, Aspendale to 
the south and Chapel Road, Keysborough to the east 
and includes areas of Mentone, Mordialloc, Chelsea, 
Parkdale, Dingley, Springvale, Heatherton Oakleigh, 
Highett and Bentleigh. Within this area, aircraft 
are controlled directly by Moorabbin tower (when 
operational) and are normally in the act of take off, 
landing or operating circuit training.

Aircraft taking off and not operating circuits are expected 
to climb to a minimum of 500 feet before turning on to 
track. At night they must follow the runway centre line to 
1,000 feet before turning on to their track. There are two 
exceptions to this. When operating from runway 17R 
in daytime aircraft are required to delay any turn to the 
West until after they have passed over Woodlands Golf 
Club. Similarly aircraft departing from  runway 31L in 
daytime are required to delay any turn to the West until 
after they have passed over Kingston Centre. These 
requirements are for noise abatement reasons. They are 
not operational at night as neither 17R nor 31L is used 
for night operations as they are not lit.

7.4.3 Moorabbin Flight Paths
Flight paths into and out of Moorabbin are established to 
ensure air traffic is integrated with other aircraft operating 
in the training circuit (refer Figures A7 and A8).  Aircraft 
approaching Moorabbin airport are required to make an 
initial call to Moorabbin tower (or at night an intention is 
broadcast) at four visual reporting points. These points 
are Brighton Marina, Police Academy in Oakleigh, the 
old GMH factory in Dandenong and the Carrum river 
mouth. Depending on other traffic they may be required 
to make further position reports at Moorabbin Oval, 
Monash or Sandown, Parkmore shopping centre or 
Mordialloc pier. These locations are chosen as they are 
easy to detect visually. From these points the arriving 
aircraft is directed in to the Moorabbin circuit.

Aircraft track by visual reference to the ground and 
should maintain track within 1 nm (2 km) either side of 
their nominal flight path.  Most of the flight paths are 
common for all runways, except closer to the airport 
where aircraft manoeuvre to align themselves with the 
active runway

Aircraft approaching Moorabbin under Instrument 
flight rules (IFR) can conduct an instrument approach 
using either the Moorabbin Non Directional Beacon 
(NDB) located on the airport site or by using a Global 
Positioning System (GPS) fitted to an aircraft and 
operated by a suitably qualified pilot. The instrument 
approach path takes an aircraft from a point in Port 
Phillip Bay (Baywest) on a direct track to Moorabbin, 
flying over Black Rock, Beaumaris and Mentone before 
arriving in the airport circuit area.

A GPS approach from the North tracks in from a radio 
beacon 30 km north, named Plenty and then a direct 
track to land. Similarly aircraft approach directly from 
the South. Only runway 17L/35R is currently certified 
for a GPS approach.

Both NDB and GPS approaches are frequently practiced 
in good weather for pilot training.

7 5 Flight Paths: Runway Operations

7.5.1  Circuit Training using Runway 17L, 17R, 
35L, 35R

Aircraft take off and land into wind and this pattern of 
runways is used for approximately 80% of circuit training 
operations (as illustrated in Figure A7). A typical circuit 
involves an initial climb to 500 feet (Upwind leg), a 
turn and further climb through 700 feet to 1,000 feet 
(Crosswind leg) a leg at 1,000 feet as the student 
prepares for landing (downwind leg), a descending turn 
to 500 feet (base leg) and a final turn to approach the 
airport (finals). At all time the intent is to keep the airport 
runways in sight.

The two exceptions within this pattern is a departure 
from 17R in daytime where aircraft are required to delay 
any turn to the West until after they have passed over 
Woodlands Golf Club for noise abatement reasons. 70% 
of operations using this pattern use the Eastern circuit 
and 30% use the Western circuit.

7.5.2  Circuit training using Runway 13L, 13R, 
31L, 31R.

This pattern of runways is used for approximately 20% 
of operations and is illustrated in Figure A8. However 
because of seasonal wind patterns there may be 
extended period (several days) when operations are 
using the 13/31 runways. The procedure for circuit 
training is the same as described above except that 
in this case aircraft departing from 13L are required to 
delay their turn until after passing over Kingston Centre, 
again for noise abatement reasons. 

7.5.3 Operations from runway 04/22
Runway 04/22 is a small emergency use runway 
primarily retained for use when strong South Westerly 
winds preclude operations of light aircraft from other 
runways. It is not available for circuit training and is used 
for less than 50 movements per year, mostly landings 
on runway 22.



Figure A8 – Runway 13L, 13R, 31L, 31R – Arrivals, 
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7.5.4 Helicopter training circuits
Helicopter training circuits are similar to fixed wing 
training in that they take off and land into wind so they 
will follow the runway patter usage allocated for fixed 
wing. Helicopter circuits are conducted inside and 
slightly below to fixed wing circuit for safety reasons (i.e. 
separation of traffic) Figure A9 shows the circuit pattern 
for such movements but a major part of helicopter 
training involving exercises such as simulated engine 
failure and mustering practice takes place entirely within 
the airport site.

7.5.5 Other flight paths
Helicopters arriving or departing Moorabbin Airport will 
follow the Centre Dandenong or Lower Dandenong 
Roads when transiting to/from outside of the tower 
control area. Mainly they then transit to and from 
Melbourne using the coastal route described below.

There is a coastal transit route established just off the 
coastline for aircraft not operating from Moorabbin 
who wish to transit the Moorabbin control area. This 
includes helicopters transiting to/from Melbourne and 
other places.

Although not a Moorabbin Airport related activity, Victoria 
Police helicopter operations can be intense and these 
aircraft frequently operate at low level in the general 
area of the airport. 

7 6 Flight Paths: Moorabbin Training 
Area 

Most aircraft operating from Moorabbin Airport use an 
area to the south east of the airport for general training 
tasks. Within this area standard altitude requirements 
apply, requiring aircraft to maintain a minimum altitude 
of 1,000 feet above ground level over populous areas or 
500 feet above ground level above non-populous areas 
or the sea. The definition of “populous” ” is no structure 
or large gathering of people within a 600 metre lateral 
distance from the aircraft.

Aircraft perform simulated engine failure manoeuvres 
which involve the engine being taken back to idle 
speed whilst the pilot goes through various emergency 
procedures and selects an emergency landing site. If 
in an unpopulated area the aircraft cannot go beneath 
500 feet whilst performing this manoeuvre unless with 
specific permission from CASA. 

An aerobatic area has been established in a lightly 
populated area near Cranbourne for aerobatic 
manoeuvres. However, a pilot can perform such 
manoeuvres in any suitably equipped aircraft in open 
airspace, such as over the sea.



Figure A9 – Departures and Arrivals – Helicopters 
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8 Environmental 
Management



8 1 Introduction

Since purchase of the Airport lease in 1998, Moorabbin 
Airport Corporation Pty Ltd (MAC) has incorporated 
environmental management strategies into the overall 
operation of the Airport and any Airport activities and 
land use.  The 1999 Moorabbin Airport Environment 
Strategy was developed to integrate and provide a 
strategic framework for managing Airport environmental 
issues into the future.  The Environment Strategy is 
updated at least every 5 years.

In 2004, the Moorabbin Airport Environment Strategy 
was updated to reflect the environmental management 
of operations at the Airport for the next 5 year period.  
The 2004 Moorabbin Airport Environment Strategy 
was approved by the Minister on 10 August 2004.  At 
the same time in 2004, the Moorabbin Airport Master 
Plan was also updated to include the assessment 
and management of environmental issues that might 
reasonably be expected to be associated with any land 
use and development proposals, such as a runway 
extension or other major infrastructure and building 
works.  

This is a requirement of the Airports Act 1996 (the Act), 
with Section 71 (2) of the Act indicating that a Master 
Plan must specify the following:

 ■  Environmental issues that might reasonably be 
expected to be associated with implementing the 
Master Plan are to be assessed.

 ■  Plans for dealing with the above-mentioned 
environmental issues (including plans for minimising 
or preventing environmental impacts)

 ■  The date of approval for the current Moorabbin 
Airport Environment Strategy.

Furthermore, where implementation of the Master Plan 
could result in land use changes that may necessitate 
greater environmental protection measures to be 
employed, an expert site examination may be carried 
out following a consultation process with the Airport 
Environment Officer (AE Officer).  This process is 
carried out in accordance with Part 5, Regulation 5.02 
- Contents of Draft or Final Master Plan of the Airports 
Regulations 1997 and Part 6, Regulations 6.07 and 6.09 
of the Airports (Environment Protection) Regulations 
1997.  However, MAC anticipates that there should not 
be any land use changes that would necessitate greater 
environmental protection measures to be adopted.

It must be noted however that this document does 
not, and cannot, address the environmental impacts 
of aircraft noise and pollution associated with aircraft 
operations.  These issues are regulated separately 
under the Commonwealth Air Navigation (Aircraft Engine 
Emissions) Regulations 1995 and the Commonwealth 
Air Navigation (Aircraft Noise) Regulations 1984.

8 2 2010 Final Environment Strategy

The 2010  Draft Environment Strategy was prepared in 
conjunction with the 2010 Master Plan.  The Strategy 
was released at the same time as the 2010 Draft Master 
Plan for public comment.  The Strategy outlines in 
more detail the ongoing environmental management of 
Moorabbin Airport.  This Section 8 of the Master Plan 
outlines Moorabbin Airport’s strategic framework for 
managing the environment relating to land use at the 
Airport.
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8 3 The Management of Potential 
Environmental Impacts related to 
the Master Plan Implementation

8.3.1  Background
The 2004 Moorabbin Airport Master Plan indicated 
that there were no areas of environmental significance 
at the Airport.  Furthermore, for the future land uses 
considered, it was not anticipated that there would be 
any environmentally significant issues that would need 
to be addressed.

In 2008, a reassessment of the flora and fauna values, 
and an update of the cultural heritage assessment were 
carried out at Moorabbin Airport.  The results of the flora 
and fauna survey confirmed previous findings, namely 
that the flora and fauna values of the site are very low, 
consistent with the grossly modified landscape and its 
land-use history.

The results of the updated cultural heritage assessment 
indicated that the present cultural heritage legislation, 
a review of previous reports, evidence of existing 
conditions on site and any future land use, is unlikely 
to require the preparation of a Cultural Heritage 
Management Plan or other cultural heritage statutory 
authorisation for the Airport. 

Furthermore, any proposed works will not have any 
impact on significant Aboriginal or historic cultural 
heritage values.  The report recommended that no 
further archaeological or cultural heritage assessment 
is considered necessary in relation to future land use 
within the Airport.  Furthermore, the Airport Master Plan 
does not need to incorporate measures to manage 
Aboriginal and non-Aboriginal heritage values.

8.3.2  Master Plan Environmental Assessment 
Process

All land uses on the Airport where there is a potential for 
environmental impact, are subject to an environmental 
assessment process that includes ongoing consultation 
with the AE Officer.  This process includes the preparation 
and implementation of Environmental Management 
Plans (EMPs) for both the construction phase of 
the works, and where applicable (due to potential 
environmental impacts), for ongoing operations of the 
infrastructure and/or facilities developed.  This process 
for assessing and managing potential environmental 
impacts associated with implementing the Master Plan 
shall continue to be adopted into the future and shall be 
subject to review and continual improvement.
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Similar to previous Master Plans, this Master Plan 
outlines a range of potential land uses that may take 
place at Moorabbin Airport.  Future activities, including 
potential runway extensions and other associated 
major infrastructure and building works, may have 
environmental issues that might reasonably be expected 
to be associated with their implementation.  Potential 
environmental and/or ecological issues are generally 
taken into account as part of the existing and continually 
evolving environmental management framework at the 
Airport.  This includes implementing EMPs that may be 
project specific or Airport-wide, the MAC Environmental 
Management System and the Moorabbin Airport 
Environment Strategy.  However, potential environmental 
and/or ecological impacts specifically associated with 
the proposed land uses contained in this Master Plan are 
not expressly addressed in the Environment Strategy.  

Nonetheless, both the existing environmental 
management framework and the Master Plan will 
similarly allow MAC to identify potential environmental 
aspects that include the following:

 ■  Air quality

 ■  Soil quality

 ■  Water quality

 ■  Noise emissions

 ■  Waste management

 ■  Climate change

 ■  Ecologically sustainable development

Additionally, the existing environmental management 
framework and the Master Plan will also provide for 
a system of ongoing monitoring and measurement to 
assess environmental performance.  These monitoring 
results will also be used to assess compliance with the 
Environment Strategy and the applicable legislation, in 
particular the Airports Act 1996 and Airports (Environment 
Protection) Regulations 1997.

8.3.3  Master Plan Environmental Assessment 
Consultative Process

To identify specific potential environmental impacts 
associated with implementing the Master Plan (i.e, 
carrying out land uses or activities such as a proposed 
runway extension or a major infrastructure or a significant 
building construction), a consultative process shall 
be adopted.  This consultative process shall involve 
the AE Officer, State regulatory authorities such as 
Melbourne Water, South East Water (SEW) and the 
Victorian Environment Protection Authority (EPA), and 
the City of Kingston.  Other stakeholders will also be 
included in the process through the Moorabbin Airport 
Aviation Consultative Committee.

8 4 Environmental Aspects

The following sections provide an outline of the level 
of management that may be required for the different 
environmental aspects when considering implementing 
the Master Plan.  Alongside MAC’s existing and 
continually evolving environmental operating practices, 
MAC proposes to continue to develop project specific 
EMPs that will involve a consultation process that 
will include the AE Officer amongst other potential 
stakeholders.  Such EMPs will be reviewed and 
assessed for their suitability in identifying all potential 
environmental aspects and having measures in place 
that will be implemented to minimise any potential 
impacts.

8.4.1 Air Quality
The Master Plan details the potential construction of an 
extended runway, major infrastructure such as Airport 
drainage works, and building works.  When undertaking 
the associated construction activity, the potential impact 
to air quality is mainly related to dust emissions, and to 
a lesser degree, plant and machinery fumes.

Prior to commencing construction works, project specific 
EMP(s) will be prepared that will be implemented during 
the works to assess the level of risk and detail suitable 
mitigation measures that will be adopted.  Such EMP(s) 
will incorporate a range of measures that include the 
following:

 ■  Minimising the area of exposed earth and the amount 
used for trafficable purposes.

 ■  Seeding and/or spreading of soil stockpiles.

 ■  Watering soil and earth in a manner that does not 
cause bogging and minimises water use.

 ■  Flexible work scheduling during windy weather 
conditions.

 ■  Maintaining plant and equipment in accordance with 
the manufacturers’ specifications (and providing 
documented proof).

 ■  Monitoring plant and machinery exhaust for visual 
emissions.

Once construction is completed and the land use 
becomes operational, an EMP or another environmental 
management tool may be prepared and implemented to 
effectively manage any associated ongoing potential air 
quality impacts.



8.4.2 Soil Quality
When carrying out construction works associated with 
major land uses in this Master Plan there may also be 
a potential impact to soil quality.  The contamination 
status of the soil (i.e, soil quality) is confirmed through a 
soil sampling and analysis program, and an assessment 
of the historical Airport land use information.

MAC’s normal operating procedures dictate that prior 
to any major construction work being carried out on the 
Airport, including those contained in this Master Plan, 
the contamination status of the soil must be determined.  
The purpose of such an assessment includes the 
following:

 ■  It indicates what the soil quality is prior to the 
works..

 ■  It ensures that the land use is not incompatible with 
the contamination status of the soil.

 ■  Soil containing contaminant(s) exceeding the 
relevant criteria in the Regulations will be assessed 
to determine whether remediation is required and in 
what form.

In addition to determining the contamination status of 
the soil prior to works, including those contained in this 
Master Plan, project specific EMPs will be prepared and 
implemented to prevent inadvertent soil contamination 
or disturbance/erosion as a result of the following:

 ■  The storage and handling of fuel and/or chemicals.

 ■  Overland movement of heavy plant and machinery.

 ■  Importation of soil and/or gravels.

Once the works are completed and the facility 
becomes operational, an EMP or another environmental 
management tool may be prepared and implemented to 
effectively manage the facility’s ongoing potential soil 
quality impacts (e.g, managing the storage and handling 
of any chemicals on site).

8.4.3 Water Quality

Storm water

As was the case with the previous Master Plan, the 
environmental aspect that has required the most 
consideration is water quality, in particular, storm water 
management.  Storm water quality and its discharge 
characteristics have previously been identified as the 
environmental issue that requires the greatest level 
of management should a proposed runway extension 
or other major infrastructure or building works be 
undertaken.  In addition, such works may also result in 
changes to storm water flows across the Airport.

Specific storm water initiatives proposed are included at 
Section 11 – Infrastructure Context.

To address storm water quality and flow through the 
Airport, Master Plan proposals will incorporate a 
Storm water Management Plan that will include Water 
Sensitive Urban Design (WSUD) principles for both the 
construction and the operational phases of the use.  
Furthermore, construction works in a particular Airport 
storm water catchment will result in improvements to the 
existing storm water catchment as part of the proposal’s 
Storm water Management Plan. 

WSUD principles address the key sustainability values of 
water consumption, water recycling, waste minimisation 
and environmental protection.  The Storm water 
Management Plan will be developed in consultation with 
the AE Officer and other potential stakeholders such as 
Melbourne Water.  Such a consultative process already 
occurs at the Airport with previous land uses having 
involved Melbourne Water, who provided input into 
managing storm water drainage issues by highlighting 
and implementing strategies including the following:

 ■  Drain diversions

 ■  Sediment control systems

 ■  Installing retarding basins

 ■  Rainwater tanks

Once construction is completed and the land use 
becomes operational, an EMP or another environmental 
management tool may be prepared and implemented 
to effectively manage any associated ongoing potential 
storm water quality impacts.
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Groundwater

Similar to the previous Master Plan, there is anticipated 
to be no impact on the quality of groundwater resulting 
from the proposed works to be carried out.  During 
the construction phase of such projects, there may 
be storages of minor quantities of fuels and oils, and 
chemicals such as concrete admixtures and paints.  
Construction specific EMPs are, and will continue to 
be developed, to minimise the potential for pollution, 
provide for appropriate spill containment strategies 
and have operating procedures to ensure best 
practice environmental management is adopted.  The 
AE Officer is, and will be continued to be, consulted 
when developing and assessing the implementation of 
EMPs.

During the operational phase of the Master Plan land 
uses, there is expected to be minimal to no impact on 
groundwater quality due to these activities incorporating 
design and operational features that will prevent any 
significant groundwater impact.

Once the land use becomes operational, an EMP 
or another environmental management tool may be 
prepared and implemented to effectively manage any 
potential for groundwater quality impacts.

8.4.4 Noise Emissions
Noise management at the Airport continues to be 
a potentially sensitive issue for the neighbouring 
community.  MAC acknowledges this sensitivity and 
endeavours’ to assure the community that any noise 
generated from ground-based activities for which MAC 
is responsible does not impact the local community.  
The main source of ground-based noise emissions at 
the Airport is the ground-running of aircraft engines.  
However, during construction works such as a runway 
extension or a significant building project, there is 
potential for excessive noise emissions from plant 
and equipment.  As part of MAC’s existing operating 
practices, a project specific EMP would be developed 
and would address construction noise issues in detail.  
There would also be periodic auditing by MAC (typically, 
in conjunction with the AE Officer), to ensure that the 
necessary noise control measures adopted for the 
project are implemented.  Examples of noise control 
measures include the following:

 ■  Muffling all plant and machinery in accordance with 
the manufacturer specifications.

 ■  Restricting the hours of construction - avoiding 
works at night and/or on weekends.

 ■  Should there be a need to carry out noisy work after 
hours, consulting with the local community that may 
be impacted and minimising the impact.

An EMP or another environmental management tool may 
be prepared and implemented to effectively manage the 
potential for excessive noise emissions once the use 
becomes operational.  For example, as a result of a 
runway extension being completed, potential changes 
to ground-running locations and times will be assessed 
as part of the associated Major Development Plan (MDP) 
and the MDP recommendations will be implemented to 
ensure excessive noise emissions are minimised.

8.4.5 Waste Management
The previous Master Plan indicated that construction 
projects such as a runway extension or other significant 
works create a range of waste streams, which would 
still be expected now.

To minimise the environmental impact associated with the 
potential waste generated, a range of reuse, recycling 
and waste disposal options will be encouraged for the 
construction organisation to implement.  These options 
include the following:

 ■  Minimising the potential for the generation of waste.

 ■  Recycling discarded building products such as 
metal and wood.

 ■  Re-using clean soil at other locations within the 
Airport for landscaping purposes.

 ■  Waste requiring off-site disposal is done so 
in accordance with the local Victorian EPA 
requirements.

Details assessing waste management issues, the level 
of environmental risk and control measures such as 
waste segregation will be included in project specific 
EMPs.  The preparation of such EMPs already occurs 
as part of MAC’s existing operating procedures.

Following completion of construction and the 
commencement of operations, best practice waste 
management techniques may be adopted to minimise the 
potential for excessive waste.  Such waste management 
techniques may be incorporated in an operational EMP.



8.4.6 Climate Change
Since the last Master Plan (and Environment Strategy) 
was approved in August 2004, the environmental 
aspect that has become important locally and globally 
is climate change.  MAC will develop initiatives to 
assess and manage its impact with regard to climate 
change associated with implementing the Master Plan 
proposals.  As a first step, MAC will determine its carbon 
footprint and develop a management plan that will seek 
to minimise its greenhouse gas emissions associated 
with planned land uses contained in this Master Plan.

MAC anticipates that the details of its climate change 
initiatives will be included in proposals for specific 
projects and for MAC generally in response to the 
requirements in the National Greenhouse and Energy 
Reporting (NGER) Act 2007 and the subordinate 
Regulations.

8.4.7 Ecologically Sustainable Development
The land uses contained in this Master Plan will be subject 
to an Ecologically Sustainable Development assessment 
at the design phase ensuring that the proposals are 
as energy and resource-efficient as practicable.  The 
assessment process will include exploring options and 
opportunities associated with the following:

 ■  Energy efficiency

 ■  Natural ventilation

 ■  Building orientation

 ■  Glazing and sun shading elements

 ■  Use of recycled materials

 ■  Water harvesting and reuse

 ■  Internal traffic flow and occupant interaction

8.4.8 Bird and Animal Attraction
In the design and during the construction of infrastructure 
provided for in the Master Plan, particular care will be 
taken to ensure that the environment is managed in 
order to minimise bird and animal attraction.  MAC is 
cognisant of the risks of aircraft strike with wildlife. 

8.4.9 Other
In addition to the environmental aspects discussed 
above, there may be other aspects that need to be 
addressed when carrying out construction works such 
as a runway extension or other major infrastructure and 
building works.

MAC’s existing operating practices require that project 
specific EMPs include an assessment of each aspect, 
potential risks and mitigation measures to prevent 
any adverse environmental impact associated with 
construction activities.  As stated earlier, this is applied 
to existing uses, as well as to land uses associated with 
this Master Plan.

When addressing the wide range of environmental 
aspects associated with the Master Plan land uses, 
additional external resources may be employed to have 
them adequately assessed.  This process has proved 
successful in the past in assessing and monitoring 
environmental management processes.  This ensures 
an environmentally sensitive system of work is 
implemented.

In addition to the environmental management of proposals 
detailed above, Part 5, Division 4 (Major Development 
Plans) of the Act, details requirements where MAC is 
required to prepare an MDP and in such cases, this shall 
be carried out.  Examples of such proposed activities 
include the extension of an existing runway or an activity 
of a kind that may have more significant environmental 
and/or ecological impacts.

In preparing an MDP as defined in the Act, MAC shall 
carry out the following:

 ■  Ensure the MDP contents meet the criteria outlined 
in Section 91 of the Act.  Sections 91 (h) and (j) 
stipulate an assessment of environmental impacts 
that might be reasonably expected and the plans for 
addressing them.

 ■  Undertake a public consultation process involving 
regulators, Airport users and tenants, and the 
general community.

 ■  Review and address all comments received prior 
to submitting the draft MDP for approval by the 
Minister.
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8 5 Continual Environmental 
Management Improvement of the 
Airport Community

To facilitate best practice environmental management, 
particularly amongst new tenants, MAC has developed 
the Requirements for Construction, Building and 
Operations at Moorabbin Airport for developers wishing 
to carry out construction works and operations at the 
Airport.  This document has been the subject of a 
recent review by the AE Officer and the Airport Building 
Controller (ABC), and is anticipated to be reviewed 
biennially.

The information contained in the document includes 
a requirement to provide an EMP prior to a proposal’s 
construction phase commencing. The plan must 
address potential environmental impacts and detail 
control measures to prevent an adverse impact 
occurring.  In addition, prior to occupancy, the facility 
owner and/or tenant may need to provide an EMP that 
addresses the environmental aspects associated with 
the occupation of the new facility, depending on its 
potential environmental impact.

EMPs submitted to MAC are reviewed by MAC’s 
environment manager to determine the adequacy of 
each in relation to addressing the environmental aspects 
associated with construction activities and/or facility 
operations.  These plans will be subsequently audited 
by MAC, typically in conjunction with the AE Officer.  
Further improvements will be incorporated into EMPs 
over time and they will be assessed during periodic 
audits by MAC (and potentially the AE Officer).

Based on MAC’s ongoing management and experience 
and advice received from the AE Officer and other 
independent professionals, the areas of the EMPs where 
there is a greater focus continues to be as follows:

 ■  Preventing storm water pollution from exposed earth 
or the poor storage of chemicals.

 ■  Preventing soil pollution from the poor storage of 
chemicals.

 ■  Preventing the generation of dust as a result of 
exposed earth.

 ■  Minimising the potential for noise nuisance.

 ■  Having Emergency Management Plans and equipment 
in place to deal with potential environmental 
incidents.

 ■  Following an internal audit schedule that addresses 
all aspects, and other items that are identified in the 
EMPs.

It should also be noted that if any works are carried 
out and there is an environmentally significant discovery 
made, works will be ceased and suitably qualified 
professionals will be engaged to carry out the appropriate 
ecological and/or cultural heritage assessments with 
recommendations adopted by MAC.  

8 6 Communication and Consultation

Communication and consultation programs with Airport 
stakeholders have been implemented by MAC since the 
purchase of the Airport in 1998.  Such programs were 
first formalised in the first Moorabbin Airport Master Plan 
and Environment Strategy that were both approved in 
1999.

The approved 2010 Environment Strategy requires 
MAC to have formal communication and consultation 
processes in place.

Included in these processes are the following:

 ■  Formal monthly meetings with the AE Officer to 
discuss the progress in achieving and maintaining 
compliance with Part 6 of the Act and the associated 
Regulations, the approved Environment Strategy, 
and any other relevant environmental aspects at the 
Airport.

 ■  Quarterly meetings of the Moorabbin Airport Aviation 
Consultative Committee that includes representatives 
from the Department, Airservices Australia, CASA, 
state and federal MPs, the Victorian Department of 
Infrastructure, the City of Kingston, Airport tenants, 
the Dingley Village Community Association, and the 
Moorabbin Airport Residents Association.

 ■  Ongoing consultation with new land users and tenants 
to outline the Requirements for Construction, Building 
and Operations at Moorabbin Airport document.  
These include the development of EMPs, compliance 
with Part 6 of the Act, the associated Regulations, 
and the approved Environment Strategy.  In addition, 
the AE Officer and the ABC are advised to ensure 
that appropriate statutory planning, building and 
environmental requirements are met.

 ■  Provide the Department with the Annual Environment 
Report as required by the Regulations. This report 
provides an update of the Environmental Register, 
indicates how MAC has performed in meeting 
its Environment Strategy requirements, and lists 
any pollution incidents and/or contraventions of 
Regulations, that may result from implementing the 
Master Plan.

 ■  Reviewing relevant procedures that deal with 
responding to pollution incidents to ensure that all 
relevant emergency and other agencies are promptly 
advised (as required by the Regulations and the 
approved Environment Strategy).

 ■  Reviewing relevant processes that deal with incident 
reporting, public enquiries and complaints.
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9 Ongoing Consultation



Moorabbin Airport Corporation maintains extensive 
involvement in a large number of consultative processes 
between itself, the community, tenants and authorities.

9 1 Moorabbin Airport Aviation  
Consultative Committee

Moorabbin Airport Corporation operates an Airport 
Aviation Consultative Committee (MAACC) which meets 
quarterly. 

Community bodies and government agencies provide 
information to the committee on issues and policies  
that may affect future operations of Moorabbin Airport.

Issues regarding aircraft noise management and flight 
paths are able to be discussed and suggestions made 
to the responsible authorities, CASA and Airservices 
Australia, regarding noise abatement procedures and 
safety measures where these are applicable.  As a 
part of MAC’s Consultative Committee meetings these 
issues are reviewed and discussed.

The Consultative Committee acts as a forum so that key 
participants in the operation of Moorabbin Airport and 
representatives of communities surrounding Moorabbin 
Airport can understand each other’s activities and 
concerns. 

The committee has an independent Chair (currently 
David Hall, formerly Director of Community Affairs 
Victoria) and comprises the following:

 ■ Moorabbin Airport Corporation

 ■ City of Kingston- Councillors and Executive.

 ■ State Government: Local member (currently Janice 
Munt MP)

 ■ State Government: Department of Transport

 ■ Federal Member for Isaacs: (currently Mark Dreyfus 
QC MP)

 ■ Federal Member for Hotham: (currently the Hon 
Simon Crean MP)

 ■ Airservices Australia

 ■ Civil Aviation Safety Authority

 ■ Airport tenants: normally 3-4 flying organisations 
including RVAC.

 ■ Moorabbin Airport Residents Association (MARA)

 ■ Dingley Village Community Association (DVCA)

 ■ Heatherton and Dingley Village Committee.

The terms of reference of the MAACC have regard 
to various issues and concerns of the community at 
large and airport tenants regarding the operation of the 
airport.

Individual members of the committee may raise issues 
that affect them and can be actioned within their area 
of authority. Moorabbin Airport Corporation provides 
information from time to time regarding forthcoming 
plans for land use and activities at the airport. 

A major feature of discussions of the MAACC relates to 
issues of aircraft noise and this is further discussed in 
Sections 7.3 and 8.4.4 of this Master Plan.
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9 2 Additional Consultation

The MAC undertakes extensive consultation with 
industry, local, state and National government in relation 
to a large number of matters affecting aviation safety 
and security as well as land use and land use planning. 
These include:

 ■  MAC having detailed and ongoing consultation 
with local and state service authorities since the 
purchase of the airport.  As a result comprehensive 
infrastructure and road network upgrade plans have 
been developed.  Further information is contained in 
the infrastructure section (Section 11) of this Master 
Plan.

 ■  MAC has had detailed and ongoing consultation with 
federal and state authorities, Airport tenants and 
stakeholders, and the community in relation to the 
Airport Environment Strategy as explained further in 
Section 8.6 of this Master Plan.

 ■  Airport Emergency Planning Committee. Comprising 
membership from airport tenants, airlines, airspace 
authorities and emergency services this committee 
reviews the operation of the Airport Emergency plan 
(AEP). This is a statutory committee required under 
the certification of Moorabbin Airport by CASA.

 ■  Municipal Emergency Management Planning 
Committee. The MAC maintains representation on 
the Municipal Emergency Management Planning 
Committee convened by the City of Kingston that 
deals with all emergency planning matters relating to 
events in the local area.

 ■  Airports Emergency Planning Advisory Group 
(AEPAG). The MAC is a representative of GAAP 
airports on this national advisory group which seeks 
to improve the efficiency of planning at a national 
level for aviation emergencies.

 ■  Airport Security Committee. Convened under the 
terms of the Aviation Transport Security Act 2004, 
this committee represents key stakeholders in the 
security of the airport (airport tenants and airlines), 
airspace authorities and representation from Victoria 
Police.

 ■  Regional Industry Consultative Meeting (RICM). 
The MAC is a representative at RICM which is a 
quarterly industry meeting conducted by the Office 
of Transport Security that examines all aspects of 
aviation transport security.

 ■  Aviation Obstacle Protection. MAC holds delegated 
authority under the Airports (Protection of Airspace) 
Regulations 1996 for approval of temporary 
obstructions affecting Moorabbin Prescribed Airspace 
and is a referral authority under the Kingston Planning 
Scheme for all building proposals within the Aviation 
Obstacle Referral Height Area  to ensure that the flight 
paths associated with Moorabbin Airport are protected 
from the encroachment of inappropriate obstacles 
which may affect the safe and effective operation of 
the airport. This process is undertaken in consultation 
with relevant authorities.



70

10 Strategic Context



This chapter sets out the important local and regional 
strategic relationships for the Moorabbin Airport and 
the ongoing airport management and growth within 
the airport leasehold and its contribution to the wider 
metropolitan region.  A description of the local, regional, 
state and national policy context is included in Section 
12.

10 1 Context

10.1.1 Regional Context
Moorabbin Airport operates as the major general 
aviation hub within the southeast Metropolitan area.  
In this respect the airport provides a diverse range of 
existing and potential direct air connection opportunities 
to regional Victoria, Tasmania and Australian mainland 
regions.

The Kingston Planning Scheme recognises the major 
role that the airport plays within the state’s economic and 
transport infrastructure. The Scheme also acknowledges 
that “the contribution that Moorabbin Airport makes to 
the local and regional  economies is enhanced by the 
associated aviation and industrial/commercial activities 
located on the airport, which supply a significant number 
of jobs to the local economy” (21.02-3 Municipal 
Overview).  

The Airport also plays a broader role in the wider 
regional commercial/business context. In particular, 
the commercial, retails and service elements of Chifley 
Business Park, Direct Factory Outlets and Kingston 
Central Plaza all play an important and successful 
role that fulfils the needs of the airport population, the 
local and wider community and the growing regional 
commercial sector.

Within the wider area there are very limited opportunities 
that can provide for and match the kind of land use that 
can be accommodated within the Airport precinct.  As 
is recognised in the Kingston Planning Scheme, there 
are major physical constraints which currently inhibit 
the efficiency and operation of the municipality’s older 
industrial areas.  Figure A10 – Site Context illustrates 
the location of the Airport in relation to the surrounding 
uses.

As consultants to Kingston City Council, Charter Keck 
Cramer identified in their 2006 report to Council, there is 
a significant gap in the area for a successful sub-regional 
centre, and that DFO combined with Kingston Central 
Plaza now effectively functions as a sub regional centre 
to the surrounding community.  The report recognised 
that the Chifley Business Park provides an opportunity 
to accommodate existing and new corporate tenants in 
a contemporary campus-style environment that offers a 
range of support facilities.  The report also notes “the 
development of the Chifley Business Park represents a 
significant asset for the City of Kingston as it provides the 
opportunity for the city to retain corporate office users 
that may otherwise leave the municipality in search of a 
more contemporary campus-style office environment”.  
(p 12).
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10.1.2 Population and Labour Force Growth
Moorabbin Airport is located in Melbourne’s south east 
region, which in 2006, had a population of approximately 
1,480,000.  This population is forecast to grow by 
342,500 persons to 1,825,000 by 2031.  In addition 
to housing, this increase in population will require a 
considerable number of new jobs to be generated in the 
local and regional economies – equating to an expansion 
of the local labour market by some 172,500 new job 
seekers over the next 25 years (using a labour force 
ratio of 50%).  This equates to an average requirement 
of 6,900 new jobs per annum in the south east region 
to support resident labour force growth over the next 
quarter century.

In a local context, population projections for the City 
of Kingston anticipate an increase from approximately 
139,980 persons in 2006 to 160,530 in 2031.  This 
increase of 20,550 new residents will lead to an 
associated expansion of the local labour market of 
some 10,275 new job seekers over the coming 25 years 
(applying the same 50% labour force ratio).  Importantly 
for the City of Kingston to retain its current 1:1 job 
provision ratio over 400 new jobs per year in addition 
to retaining all existing jobs will need to be created in 
the local economy over the next 25 years to meet local 
resident labour force requirements for jobs.

Moorabbin Airport currently supports in the order 
of 3000 jobs on site, a significant increase from the 
600 employees on site in 1996 achieved through the 
implementation of successive Master Plans over ten 
years.  The Indirect employment supported in the wider 
economy through the multiplier effect is in the order of 
6000 jobs, resulting in a total in excess of 9000 jobs 
arising from current activity at the Airport.

The Airport attracts labour from a large regional 
catchment, with the majority of employees originating 
from the south-eastern and eastern suburbs of 
Melbourne.  The employment catchments from the 
various precincts at the airport differ:

 ■  Aviation workers commute from all areas of 
metropolitan Melbourne

 ■  Most workers at Chifley Business Park live in the 
inner and middle suburbs of the south and south-
eastern regions of Melbourne

 ■  A larger proportion of workers in the retail precincts 
(DFO and Kingston Central Plaza) originate from 
the surrounding local areas, with over half of such 
employees living within 10 kilometres of the Airport.

The indicative resident location of the Airport workforce 
is shown in Figure A11 – Indicative Workforce 
Location.

In this context, the Airport, both as an aviation and 
commercial centre, has an important role to play in 
continuing to support current and growing employment 
opportunities at a local and regional level.  This is 
particularly relevant in the context of the role that Kingston 
currently plays as a significant location for regional job 
provision compared with several municipalities in the 
region which have significant job provision deficits.  Of 
particular importance are the following factors:

 ■  The Airport is strategically located in a central 
position of the south east region, making it an 
attractive and logical location for transport, business 
and employment;

 ■  The site represents one of the few remaining large-
scale land use and employment opportunities in 
Kingston and the surrounding area; and

 ■  The site represents a unique opportunity to deliver 
mixed-use employment outcomes (aviation, office, 
industrial, retail, entertainment etc) which will provide 
relatively high density employment ratios, a diversity 
of employment in terms of activities and sectors, 
and new opportunities for local residents to work 
close to home.

MAC believes the key to the success of the airport relies 
on, and is measured by, the employment opportunities 
created and integrated within the regional context of the 
Kingston commercial environment and the integration, 
growth and support potential it offers for aviation 
operations.



Figure A10 – Site Context
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The PPTN runs along the northern boundary of the 
site, with bus routes (827, 828) on Centre Dandenong 
Road linking in with Cheltenham Station, Dandenong 
Station, Berwick Station and Hampton Station as well as 
Southland Shopping Centre. The PPTN also connects 
to key PPTN bus routes along nearby Warrigal Road 
and Springvale Road.  Opportunities exist and will 
continue to be implemented with the state Department 
of Infrastructure  for further integration of the PPTN 
through the Moorabbin Airport land as land uses and 
road networks are extended and upgraded within and 
outside the Airport.

Rail services are provided by the nearby Frankston 
line.  The closest train stations are Mentone and 
Cheltenham both of which are linked to the site via 
key bus routes. Noble Park and Dandenong Stations 
are also in reasonably close proximity to the east and 
readily accessed by bus on the PPTN. These local 
transport networks are shown in Figure A13 – Local 
Accessibility.

History has determined that the Airport is now located 
within the ‘inner’ south east region of Melbourne. 
Importantly the Airport precinct has close proximity to 
existing inner and Bayside suburbs and to the northern 
extremity of the expanding south east growth corridor. 
As a key employment destination, Moorabbin Airport 
provides jobs for employees from both the existing 
and growing regional residential catchments which 
is essential to help assist the government promoted 
decentralisation of city bound commuters from both 
the road network and the PPTN, to facilitate efficiencies 
within those networks.

10.1.3 Accessibility
Moorabbin Airport is the focus of general aviation 
activity in the southeast Metropolitan area and provides 
a wide range of current and potential air connection 
opportunities to Tasmania, regional Victoria and 
elsewhere on the Australian mainland.

Extensive vehicular transport infrastructure, both 
existing and planned, surrounds the Moorabbin Airport. 
Centre Dandenong, Boundary and Lower Dandenong 
Roads provide major arterial connections to the Nepean 
Highway, Warrigal Road and Monash Freeway.  In 
addition, future reservations for the proposed Mornington 
Peninsula and Dingley Freeways are located within 500 
metres of the Airport.

Recent major improvements to Melbourne’s transport 
network in the region include Eastlink, the South Road 
Extension and the Dandenong Southern Bypass. This 
important arterial and freeway network provides the 
airport precinct with quick and efficient access for all 
vehicle types to the CBD, Metropolitan Melbourne and 
regional Victoria, as illustrated in Figure A12 – Regional 
Accessibility.

The Moorabbin Airport is located on the Principal Public 
Transport Network (PPTN illustrated in Figures A12 
and A13) which, together with other local bus services, 
provides for a comprehensive, efficient and easy to use 
public transport system, connected to the Principal, 
and Major Activity Centres within the area. 
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Figure A11 – Indicative Workforce Location



10.1.4  Improved Links between Employment 
and Housing

Current state planning strategy considers the spatial 
distribution of employment across Melbourne.  It 
emphasises the need to recognise the existing ability for 
new land use at the Airport to provide a major increase 
in local and regional employment in the inner south 
east growth corridor.  Planning strategies, including the 
current “Melbourne @ 5 Million” policy now encourage 
the location of employment opportunities in close 
proximity to where people live.

The location and employment generation potential of 
Moorabbin Airport offers significant advantages in that 
resident job seekers in Kingston and the wider region 
will have the opportunity to work closer to home, rather 
than travel long distances to employment locations 
outside the region.

Sustainability benefits include a significant reduction 
in car usage, congestion and associated exhaust 
emissions; a reduction in road maintenance costs; and 
a reduction in future transport infrastructure costs.  A 
number of lifestyle benefits are also associated with 
local job provision including significantly reduced 
commuting times and costs; and the ability for some 
local employees to walk or cycle to work with the 
resultant health derived benefits.

10.1.5 Urban Infill
Both Melbourne Airport and Moorabbin Airport, despite 
their inherently urban nature have been excluded 
from the Urban Growth Boundary (UGB) due to their 
Commonwealth ownership. 

The exclusion of Moorabbin Airport is anomalous given 
that the Moorabbin Airport precinct provides a mix of 
activities and is surrounded to the west, south and east 
by fully urbanised employment and residential precincts 
and to the north by 2 high quality golf courses. In 
all respects it is an important component of urban 
Melbourne both as an aviation operations hub and a 
business and employment precinct. 

In addition, Moorabbin Airport is located within close 
proximity to the Monash University education and 
knowledge hub. The cluster of technology research and 
employment precincts surrounding Moorabbin Airport 
provides considerable momentum for this aviation and 
business precinct to establish itself as a new high quality 
regional business node.

The recent policy update to Melbourne 2030: “Melbourne 
@ 5 Million”, highlights the emerging employment 
precinct around the Monash/Kingston area and its 
potential for significant jobs growth. The provision of 
more jobs outside the CBD is a major focus of policy, 
with a particular emphasis on employment locations in 
established areas and an improved balance between the 
location of jobs and where people live to bring inherent 
efficiencies to those communities.



Figure A12 – Regional Accessibility
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10 2 Economic Benefits and 
Opportunities

10.2.1 Role of Moorabbin Airport
Moorabbin Airport plays a significant role in aviation 
and transportation, including private and charter aircraft 
operations.  The airport also provides a vital flight 
training role and the continued future of this important 
‘export income’ related element is integral to the future 
growth of the Airport.  The training located at Moorabbin 
provides the largest flight training school in Australia.  
Irrevocably linked with these aviation functions are 
the important aviation support services which include 
maintenance, repairs, and helicopter facilities which 
provide for and will enhance continued aviation growth 
well into the future.

As part of the long term protection and operation of the 
Moorabbin Airport the 1999 and 2004 Master Plans have 
established an integrated mix of aviation and business 
precincts across the site.  In accordance with this 
approved strategy the airport accommodates a range 
of commercial, business and retail premises, with the 
result that the Moorabbin Airport Precinct has become 
a key sub regional centre within this part of Melbourne.  
The Airport provides a form of business accommodation 
and retailing that is currently under-supplied in the region 
and serves a demonstrated need in the community 
(including the Moorabbin Airport community), given the 
current success of the existing business and the lack of 
similar facilities in the surrounding area. 

10.2.2 Business and Employment Opportunities
Moorabbin Airport is located in a regionally significant 
and well established industrial and commercial area. 
There is strong market demand for a greater supply of 
land providing for new format industrial, commercial, 
office and retailing requirements. 

Moorabbin Airport’s inherent capacity and location at the 
inner end of the vast South Eastern Growth Area makes 
the Airport one of the best located sites in Melbourne’s 
south east for strategic commercial and business use. 
Additional opportunities for this mix of land use will 
support and enhance the existing aviation functions of 
the airport and contribute to the economic growth of the 
region as a major industrial and commercial employment 
node.

The Airport’s central role in the south eastern region of 
Melbourne offers a range of opportunities for aviation 
and transport related business and employment.  In 
particular, significant opportunities exist in relation to:

 ■  Commercial aviation and flight training;

 ■  Corporate and recreational aviation;

 ■  Potential regular public transport;

 ■  Aircraft maintenance and avionics support;

 ■  Navigational services and

 ■  Avionics services and aviation related business 
services.

Since 1999 land surplus to long term airfield requirements 
has been identified, providing a significant opportunity 
to realise a series of coordinated land use proposals to 
address the commercial aspects in context with regional 
strategies for both aviation and commercial use.



Figure A13 – Local Accessibility
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Moorabbin Airport aims to reinforce its role as a key high 
end business park in large scale, campus style format, 
as demonstrated by the existing Chifley Business Park. 
The site has a major strategic economic advantage 
with the opportunity to create a mix of employment and 
land use outcomes without imposing on the airport, 
surrounds or infrastructure.

Evidence of the high end nature and quality of the 
existing business park is demonstrated on site.  This 
has enabled the airport to attract significant businesses, 
including multi-national companies.  This area 
incorporates industrial and commercial office land use 
and includes tenants such as Commonwealth Bank, 
Visy, Caltex Petroleum, Simplot, Patties Foods, Coca-
Cola, Ultra Pack, Rayovac, Cross Over IT, Storpak and 
Jayrow Helicopters amongst others.  This business 
precinct provides 120,000 sqm of industrial floor 
space and 12,000 sqm of office space, including a 
range of corporate services and distribution facilities.  
Chifley Business Park has supported established local 
companies looking for expansion which could not be 
provided elsewhere in the municipality and otherwise 
would have been lost from the sub-region, potentially to 
the west of Melbourne.  The business park provides a 
key employment function and helps to retain employment 
within the municipality.  In addition it provides for large 
corporations who utilise airport facilities for corporate 
aircraft both fixed wing and helicopter, as well as charter 
flights, mainly for intrastate travel.

Kingston Central Plaza was initially established prior to 
the 1999 Master Plan and includes discount retailing 
through the Direct Factory Outlet (DFO).  The DFO 
draws from a wide catchment and provides employment 
and brings significant expenditure into the municipality.  
In addition, a number of other premises have located 
around the DFO complex including Aldi, The Good Guys 
and Sam’s Warehouse.  Overall this precinct directly 
provides around 870 jobs on site. 

In nearby industrial and commercial areas the mix of 
business uses creates a significant employment pool 
which benefits from a wide range of supporting services 
and facilities at the Moorabbin Airport Precinct. Current 
employment at the airport is in the order of 3,000 
employees, having grown from 600 employees in 1996.  
With the realisation of future aviation and commercial 
opportunities this employment base is likely to enjoy 
significant growth, with associated growth in off-site, 
indirect employment throughout the region.

Particular employment opportunities to be pursued at 
Moorabbin Airport include:

 ■ Continued growth in aviation training and charter 
and private flights as well as support for leisure-
based flying will account for significant employment 
in aviation related activities.

 ■ Services in support of aviation activities will also 
provide continuing employment opportunities.

 ■ The airport has the capacity to include sites for the 
provision of industrial and commercial/business 
uses.  Increasing such capacity will assist in the 
retention and increased provision of employment 
opportunities in the region.

 ■ The site also has significant capacity to respond to 
market demand for business park and campus style 
office floor space and to support land use which may 
not otherwise be developed in the Kingston area.

 ■ Land use which supports regional, local and airport 
population demands will also be encouraged.

 ■ Both the previous and current approved Master 
Plans for the airport have provided for increased 
retail provision in the key commercial precincts.  This 
theme is continued in the 2010 Master Plan.

In the near term (5 years), there is potential for this 
to occur in the north-east of the site as has been 
envisaged since the (first) 1999 Master Plan. The type 
of retail to be promoted in this area could include a 
proposal for a Coles Group development with uses 
such as supermarket, discount department store and 
restricted retail premises. Should this development 
proceed it will be the subject of detailed planning 
assessment in accordance with the Master Plan 
Implementation Framework and will constitute a major 
airport development for the purpose of Division 4 of Part 
5 of the Airports Act 1996 and will be carried out in 
accordance with an approved major development plan 
approved by the Minister pursuant to Section 94 of the 
Airports Act 1996.

10.2.3 Economic and Community Benefits
In addition to the significant amount of employment 
generation likely to occur from aviation and business 
uses on site, there are a range of benefits to the local 
and regional economy from business activity at the 
Airport.  These benefits include but are not limited to;

 ■ improved regional aviation and training services 

 ■ new business opportunities in a range of aviation, 
industrial, commercial and business activities;

 ■ aviation growth through business linkages and use of 
on-airport facilities rather than travel to other airports 
outside the sub-region

 ■ business opportunities for local and small business 
operators; 

 ■ improved service provision to the community via 
both business and infrastructure improvements and 
opportunities

 ■ contribution to sustainable outcomes through 
significant new local employment opportunities and 
an associated reduction in commuting levels for 
some workers.
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10 3 Economic Activity and Master 
Plans

Moorabbin Airport is an important transport, business 
and activity precinct within Kingston and the South East 
region. It provides substantial economic benefits with 
links locally and within a national and global context. 

The successive Moorabbin Airport Master Plans have 
provided the framework to;

1.  Maintain and enhance the significant aviation and 
transport role of the Airport.

2.  Build on the existing range of commercial, business 
and service provision and provide a sub-regional 
role to the wider area through its role as an Activity 
Centre.

3.  Provide significant employment to a sub-regional 
catchment by providing jobs where people live in 
accordance with recent state planning policy. 

4.  Enhance the land use opportunities whilst supporting 
the continued provision and growth of excellent 
aviation and associated services.

5.  Facilitate land use which provides for uses to 
integrate with aviation activity at the airport and 
existing uses in the vicinity.

6.  Encourage land use which would otherwise not be 
provided within the municipality, which has facilitated 
local employment and significant spending within 
the sub-region and has reduced both  escape 
expenditure and employment loss.

This 2010 Master Plan continues to support the previously 
approved mix of land use outcomes and enable them to 
be achieved in accordance with the long term vision for 
the precinct. The Master Plan framework brings together 
the key issues identified through previous Master Plans 
to ensure that the long term aviation function of the 
precinct is protected and enhanced. 

The 2010 Master Plan also ensures that land use will 
continue to proceed in a coordinated manner to enable 
the best possible built form and land use outcomes, 
so that the vision for Moorabbin Airport is realised. As 
Moorabbin Airport develops and evolves it will continue 
to act as a specialised activity centre that provides a mix 
of activities and services which support and enhance 
the Airport and the south east regional economy and 
community.

10 4 Strategic Locational Advantages

Moorabbin Airport is located in a regionally significant 
and well established transport, industrial and commercial 
area.  The ongoing role of the airport as an aviation and 
transport node is reinforced by strong market demand 
for suitable land to provide for new format integrated 
industrial, commercial, office and retailing requirements.  
Moorabbin Airport’s location at the inner end of the vast 
south eastern Growth Area makes the Airport one of 
the best located sites in Melbourne’s south east for 
further commercial and business activity to meet that 
demand.

There is a wide range of existing development within 
proximity to the Moorabbin Airport. These developments 
include industrial, commercial, business, retail, 
mixed-use and residential activities. 

The ongoing and planned use of the Moorabbin Airport 
will maximise the advantages provided by the site’s 
location in an established area well served by transport 
and physical infrastructure, and increasing jobs provision 
to the growing labour market in the south east region of 
Melbourne.  Growth in activity at the airport will have no 
detrimental impact upon existing nearby development 
due to the increasing demand for commercial, industrial 
and business space within Kingston and the south east.  
Such demand will continue to support the use of the 
business precincts being established in accordance 
with the 1999, 2004 and now this 2010 Master Plan.

Importantly, rather than competing with these regional 
development markets, Moorabbin Airport will enhance 
the business opportunities in the vast south eastern 
corridor.  As well, opportunities for alternative styles 
in business accommodation will cater for changing 
demands and hence assist in the retention and attraction 
of businesses which would otherwise locate elsewhere 
in Melbourne.  Commercial and business activity at the 
airport will help to consolidate and focus the aviation 
support role of the site  by integrating aviation use and 
related development and activity in the one central 
sub-regional location.
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11 Infrastructure 
Context



11 1 Background

Moorabbin Airport is serviced by an extensive existing 
infrastructure network comprising roads, drainage, 
water supply, sewerage, power, gas, fibre optics and 
telecommunications and extensive private service 
networks (owned by the airport) plus various public 
authority assets traversing the airport land to provide 
services to adjoining off airport commercial and 
residential zones, located in a fully urbanised area 
of the City of Kingston.  This urban systems network 
will continue to be upgraded over time to meet the 
expected growth demands both on and off the Airport 
in a structured infrastructure plan.

Existing infrastructure reticulation to the Airport was 
predominantly installed in the 1950’s to service aviation 
users and various on-site aviation support operations.  
Although the network capacity on and surrounding 
the Airport was available, since this infrastructure was 
installed it has gone through localised incremental 
upgrades, rather than a coordinated whole of site 
strategy.

On purchase of the airport lease by MAC, Moorabbin 
Airports Infrastructure could be characterised as 
follows:

 ■  Airfield infrastructure (runways, taxi-ways, aprons 
etc.) in good condition, but nonetheless requiring 
on-going regular maintenance and operational 
improvement programs. 

 ■  Ageing in-ground assets servicing existing aviation 
activities with limited ability to increase capacity for 
existing uses and expanded areas without upgrade 
of incoming authority services.

 ■  Large scale public authority assets primarily 
servicing significant off airport community functions, 
including:

 ■  The main north south Clayton Branch sewer (authority 
owned) servicing authority assets off-airport to the 
north, south and east of the airfield.

 ■  Authority electrical, telecommunications and gas 
lines, running through the airport, servicing off-airport 
locations on the western and eastern side of the 
airport. 

 ■  The airport acts as a storm water drainage 
transmission site for significant areas off airport 
through the two wider network drainage systems 
managed by Melbourne Water Corporation, known 
as the Moorabbin Drain (previously the Sibthorpe 
Drain) and the Mordialloc Settlement Drain, which 
together transmit some 70 cumecs (70,000 litres 
per second) through the airport during a 1:100 year 
storm event from the upstream catchments.  At the 
time MAC purchased the airport lease, in storm 
events as small as 1:10 years, storm water run-off 
would breach existing drains running through the 
airport, and in a number of areas run uncontrolled 
through the site, including large airside areas, the 
former Kingston golf course as well as off-airport 
adjoining properties to the south. The opportunity 
exists to both provide for storm water capacity to 
the wider network off-airport as well as remove the 
impact of on-airport storm water flow across the 
airfield in significant storm event periods. 

 ■  Aging but maintained privately owned (by the airport) 
road networks running through the site requiring 
upgrading, with limited accessibility to the south and 
east of the airport site, primarily due to road closures 
in order to lesson impact on adjoining residential 
areas.

 ■  Aging but maintained privately owned (by the airport) 
feeder assets such as sewer pumping stations, 
over head electrical and communication distribution 
assets, back up power supplies and the like.

 ■  Extensive wider network road system form the 
three sides of the airport exposed to the adjoining 
arterial road system, located on the Principle Public 
Transport Network, connecting to public transport 
nodes and the major arterial road and freeway 
networks. There is a continuing need to ensure that 
the airports connectivity to this wider network was 
properly planned and provide for relevant upgrades 
for the future efficient operation of the airport and 
its integration with the network. Further detail with 
respect to wider road and public transport network 
surrounding the airfield is contained in Section 
10.1.3 of this Master Plan.

 ■  Extensive public authority assets and services 
with sufficient feeder capacity off-airport, which 
could be utilised to augment new and  upgraded/
improved infrastructure to the airfield, including 
sewer, electrical, telecommunications, fibre optics, 
gas, drainage and water, thus lessening (in some 
cases removing) the need to utilise existing public 
assets supporting off-site residential and commercial 
areas. 
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11 2 Former Moorabbin Airport Golf 
Course

The Moorabbin Airport golf course land was leased by 
the Commonwealth in 1965 to the Kingston City Council. 
The course was leased for a period of twenty years with 
no options for renewal and was occupied by Council 
for some years on a month to month basis at the end 
of the initial lease in 1985. In 1989 the Commonwealth 
agreed to lease the course for a further 10 years. It was 
understood by all parties that the intention was that the 
land would eventually be required for a number of airfield 
purposes and as such, Council would be prudent to 
explore and find a permanent home for the golf course 
on Council land off-airport. In 1995, the Commonwealth 
provided one final lease extension to the golf course to 
November 2008 with no options for renewal.

Given that future airfield planning recognised by the 
Commonwealth required the golf course land for a 
number of airport purposes, this final lease extension 
of ten years contained hand-back provisions requiring 
Council to vacate the golf course land within six months 
of notice from the airport, if the airport required the land 
for airport uses.

On purchase of the airport lease in June 1999, and after 
various consultations with Council, Moorabbin Airport 
clearly articulated the need to utilise the golf course area 
at expiry of the lease for a number of airport initiatives; 
however, Moorabbin Airport would endeavor to retain 
the course until the expiry date (November 2008) 
without activating the six month hand back provisions 
available under the lease. This provided Council with an 
opportunity to seek alternate golf course facilities by the 
expiry date of the lease

The golf course lease expired in November 2008. Council 
and the Moorabbin Airport agreed to short term month 
to month extension of the golf course lease including 
up to six month occupation of the front nine holes of 
the course from 1 December 2008 to 31 May 2009. 
Council vacated the golf course on 31 May 2009.

The closure of the golf course had been planned for 
some years both prior to purchase and post purchase 
of the Airport Lease by Moorabbin Airport Corporation. 
The closure of the golf course enables a number of 
important initiatives to be implemented, including:

 ■  Provision of clear and expanded runway end areas 
to runways 31L and 31R, securing the significant 
area recognised for future protection and growth of 
the airfield.

 ■  Facilitate future airfield, landside aviation use/
facilities and runway expansion. 

 ■  Provide for the upgrade of the main storm water 
drain and construction of a dry retarding basin. This 
will mitigate flooding across the airport including 
runway operational areas in significant storm events 
allowing for safer operation of the airport, protecting 
aviation operational zones and infrastructure from 
flood damage and assist in the environmental 
management of water quality coming from upstream 
off-site inflows into the Airport as a part of the Airport 
Environment Strategy.

 ■  Ancillary to this, the upgrade of the main storm water 
drain will provide significant benefit to downstream 
off airport properties and public assets by alleviating 
potential flood events.

 ■  Maintain a visual link to the airport and considerable 
safety benefits for airport operators, with members 
of the public no longer able to access runway end 
zones.

 ■  Provide for access to a large area of proposed 
aviation use land in Precinct B, previously land 
locked by the golf course.

 ■  Provide a significant landscaped drainage channel 
and open thresholds from Centre Dandenong Road 
to the North of the airport to the drainage outfall 
to the south.  The project will incorporate water 
sensitive urban design features in accordance with 
Moorabbin Airport’s Environment Strategy.

The closure of the  golf course will provide expansion 
land allocated under this Master Plan as follows:

 ■  Approximately 70,000 square metres (seven 
hectares) of additional land for expansion of aviation 
facilities, being Precinct B south, previously land 
locked by the golf course use. 

 ■  Approximately 55% of the former golf course land will 
be utilised for airfield, runway end, aviation facilities 
expansion and storm water drain initiatives.

 ■  Approximately 45% of the former golf course land 
will form part of Precincts D and E (as described in 
the Precincts section of Part B of this Master Plan) 
including aviation and aviation support uses.



Figure A14 – Proposed Site Infrastructure
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11 3 Infrastructure Works

Primarily, given the mix of existing infrastructure, the 
Moorabbin Airport operations’ main objectives, strategies 
and works programs have centred on preventative 
maintenance, systematic works programs and planning 
in order to incrementally upgrade and provide for 
improved infrastructure to both landside and airfield 
aviation assets.  These works are generally illustrated in 
Figure A14 – Proposed Site Infrastructure.

11.3.1  Aviation Landside and Airfield 
Infrastructure

Over the past 10 years the development of airport 
facilities has proceeded at a measured pace, in part 
due to the reasonable condition the airport infrastructure 
was in prior to the original 1998 sale, and in part due 
to the large number of buildings owned  by airport 
customers, but on land leased from MAC. Development 
and re-development of these older facilities is controlled 
by the economic circumstances of the customer and 
not MAC, however MAC has supported customers 
with a number of airport initiatives in order to maximise 
continuing investment in and growth of the Airport. A 
summary of progress to date includes:

 ■  Runways 17L/35R, 17R/35L, 13L/31R and 13R/31L 
have all been resealed and repainted. A planned 
programme of runway re-surfacing will start with 
17L/35R in 2010. This will include new runway and 
associated taxiway lighting for this runway.

 ■  A number of taxiways have been extended or 
widened. These include the central apron taxiways 
and taxiway G1.

 ■  New parking helipads have been constructed for 
customer use adjacent to the northern taxiway G1 
and southern taxiway J. The operational Southern 
helipad has been relocated approximately 100m to 
the South to allow for additional aircraft parking and 
to move it closer to the main users in the area.

 ■  Additional asphalt aircraft parking has been 
constructed near the central apron. Further parking 
will be constructed dependant on customer 
demand.

 ■  An engine test cell was constructed in the south 
eastern corner of the airport to allow for ground 
testing of aircraft engines, channelling the sound 
produced well away from housing.

 ■  Lighting to the main apron has been upgraded to 
current ICAO standards.

 ■  The airport perimeter road has now been upgraded 
to a permanent sealed road capable of handling all 
MFB fire engines. This involved approximately 8km 
of sealing.

 ■  After consultation with CASA, Airservices and 
an industry working group taxiway A2 has been 
permanently closed to reduce the risk of runway 
incursions.

 ■  In conjunction with the Bureau of Meteorology 
MAC moved the airport weather station to a more 
central location. Construction costs and the cost 
of connection to the Telstra network were paid by 
MAC.

 ■  To comply with the Aviation Transport Security Act 
2004 over 8km of fence line, 34 CCTV cameras and  
10 controlled access points have been installed, at 
a total cost in excess of $1.5 Million.

 ■  The CASA Victoria/Tasmania regional office was 
constructed by MAC and leased to CASA.

 ■  Two fuel facilities have been extensively refurbished 
by customers (Mobil and Shell) and a new facility 
has been constructed by Air BP.

 ■  A number of airport customers have extensively 
refurbished their facilities, including the Royal 
Victorian Aero Club, Microflite, EADS, and 
General flying Services (Flight Safety division) who 
constructed a new hangar.

 ■  MAC maintains a hangar refurbishment programme 
for the 11 Bellman hangars and a number of other 
buildings directly owned by MAC.

 ■  The main terminal facility and parking has been 
refurbished and upgraded.

 ■  The internal road network is subject to a regular 
care and maintenance programme which includes 
reseal and profiling as well as lighting and other 
maintenance.

 ■  Clearing and re-construction of existing sections of 
the drainage network and provision of temporary dry 
retention zones as an interim short term measure to 
alleviate existing drainage issues.  

 ■  Preventative maintenance, upgrade and new 
infrastructure provision of services to airport facilities 
utilising the existing infrastructure framework, 
including sewer, water, storm water drainage, 
electrical and roads throughout the airport.

 ■  Provision of new infrastructure and upgrade of local 
area infrastructure and road networks to the eastern 
and western side of the airport to facilitate use of 
these zones.
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 ■  To prepare for whole of site improvements, 
consultation and infrastructure planning within the 
airport site to reticulate new assets and services 
on the airport, plus extensive consultation and joint 
planning with all State authorities relating to the 
future upgrade of authority assets and incoming 
services. This initiative has been undertaken both as 
a precursor to installation of new assets, upgrading 
of existing assets (both airport owned and State 
assets), and the decommissioning of older or 
redundant assets in order to reduce or eliminate 
reliance on various Council/public assets utilised by 
the airport site as a part of historic  infrastructure 
planning and installations.

 ■  Extensive planning with State authorities has occurred 
for new and upgraded road networks though-out 
the airport and adjoining arterial roads in order to 
ensure the impact of airport traffic is minimised.  
The road upgrades will also provide for growth of 
the airport and improve existing and future access 
conditions and facilitate new infrastructure delivery 
strategy, consistent with the service requirements 
and specifically planned with the multiple access 
arrangements determined for the site.

MAC has undertaken comprehensive studies, and 
worked in consultation with the service supply authorities, 
to develop a strategy for coordinating the future supply 
needs and incorporating those demands efficiently 
within the existing network. These ongoing initiatives 
both support the ongoing growth of the Airport, as well 
as complementing adjoining infrastructure and providing 
significant local community benefits.  These initiatives 
are described in the sections below.

11.3.2 Land Use Initiatives:
On purchase of the airport, a number of zones had 
already been reserved on airport land across the site 
including in and around aviation support facilities; 
many of which have either been excluded from Leasing 
arrangements or included within existing land leases as 
future reserves and/or development zones for the future 
provision of road widening, infrastructure reticulation and 
expansion of existing airport terminal and operational 
facilities. 

Moorabbin Airport has maintained these important land 
reserves and expanded those reserves in line with 
planned or potential aviation land side, road, services 
and other aviation requirements such as terminal 
expansion and operational facilities in concert with this 
Master Plan. 

Moorabbin Airport has also expanded Airfield 
reservations since purchase of the airport to cater for 
planned or potential future aviation growth in order to 
ensure that sufficient land is set aside and available to 
meet that growth and regulatory requirements for the 
safe operation of the airfield into the future.

11.3.3 Electrical Supply
The Airport is connected to the electricity grid at several 
locations notably, via Grange Road, Lower Dandenong 
Road and Boundary Road, and local distribution is 
managed through a number of transformers located 
within the site. The electricity provider has confirmed 
that there is sufficient power infrastructure and capacity 
in the surrounding network to support and address the 
needs of the local community and the airport.

To accommodate expected growth in the area the 
power authorities will install new 22 kV supply cabling 
to improve main network capacity and construct 
substations located at strategic positions to complement 
and service the existing distribution system. Moorabbin 
Airport and Jemena (previously United Energy - Alinta) 
have commenced coordination of the future supply 
requirements. 

The airport is also coordinating with Jemena, upgrade 
and reticulation of authority electricity assets which run 
through the airport and service off airport locations. 

Standby power in the form of diesel generator back-up 
is provided for the airport’s essential aviation services 
and is located within the vicinity of the control tower to 
maintain supplies to airport facilities requiring support 
in the event of power blackouts. These services 
will be upgraded to meet aviation and site land use 
imperatives.



11.3.4 Water Supply
Moorabbin Airport’s water is supplied via mains 
operated by South-East Water within the surrounding 
road network. Existing mains will be extended to meet 
supply requirements and site location entry points and 
new water mains will be provided, coinciding with road 
improvements within and on the perimeter of the site as 
airport growth and road network upgrade proceeds.

The mains along Centre Dandenong and Boundary 
Roads need to be extended to service the eastern 
sector of the airport in conjunction with the mains 
servicing Chifley Business Park. Existing mains to Lower 
Dandenong and Grange Roads have capacity to service 
the western half of the airport via Bundora Parade, 
Northern and Second Avenues and will be reticulated 
in conjunction with future road works to this part of the 
airport site.

The provision of a third pipeline containing recycled water 
has been explored, however the airport site is remote 
from existing public recycled water infrastructure and 
at this time such supply is not available. The airport will 
be undertaking long term water conservation measures 
including sustainable building design, the provision of 
water storage, sub-terrain wells and landscape initiatives 
as part of the planning and land use process. 

11.3.5 Sewerage
South-East Water also oversees all existing sewer 
mains servicing and traversing the site.  Following 
consultation, they have confirmed that sewage from 
the airport site can be serviced by the existing adjacent 
sewer infrastructure.

Sewerage from the western half of the airport is 
discharged via a gravity feed to a private Moorabbin 
Airport sewer pump station in Bundora Parade and 
ultimately discharged to the sewer network south-west 
of the site. This is not considered a long term and 
sustainable solution for sewerage outfall on this part of 
the site.

As a result a new gravity distribution sewer infrastructure 
will be reticulated on the western side of the airport 
for connection to the existing sewer main in Lower 
Dandenong Road. This will be coordinated with new road 
infrastructure and access arrangements. An ancillary 
benefit of this initiative will be mitigation of reliance on 
existing public assets off airport.

South East Water has confirmed that the eastern half of 
the airport can be serviced by a new distribution system 
connected to the Clayton Branch sewer main within the 
existing easement parallel to Boundary Road.

11.3.6 Gas
Natural Gas is provided to the site by Multinet/Alinta 
from significant existing networks. The surrounding 
network is to be extended within the airport site in 
accordance with the evolving nature of airport land use 
to meet requirements of future businesses with gas 
needs.  The site is currently well supplied by Gas mains 
located along Centre Dandenong Road, Grange Road, 
Lower Dandenong Road, Bundora Parade and Northern 
Avenue.

Future gas reticulation will be provided as the airport 
road network extends and upgrades and sites requiring 
gas services are prepared for land use.

Existing Mordialloc Settlement drain in flood – December 2007
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11.3.7 Storm water Drainage
Extensive storm water infrastructure exists over the 
entire Airport and predominantly runs though the airfield. 
The original drainage system throughout the airport 
site is subject to significant flows from the north of the 
airport and off airport.  The airfield has a number of 
overland and underground drainage channels fed from 
two Melbourne Water drainage networks, being the 
Moorabbin Drain (previously known as the Sibthorpe 
drain) and the Mordialloc Settlement Drain with incoming 
flows in a number of locations flowing into the Airport off 
Centre Dandenong Road to the north of the site. 

Given the volume of off airport flow through the airfield, 
significant upgrading works have been planned with 
Melbourne Water in order to cope with normal and up 
to 1 in 100 year storm events, thus mitigating flooding 
across the airport, including runway operational areas, 
allowing for safer operation of the airfield/landside 
facilities and protection of operational zones and 
infrastructure from flood damage. 

The Melbourne Water main drain (known as the 
Mordialloc Settlement Drain) traverses the site on 
a north-south axis located on the eastern half of the 
Airport on the former golf course land. It carries large 
quantities of storm water through the site, originating 
north beyond the Moorabbin Airport land.  

This drain is currently an open undersized channel that 
is poorly defined, inadequate and subject to flooding in 
relatively minor rainfall events. Approximately only 15% 
of all water flowing through this drain is accumulated 
from Moorabbin Airport land itself with the other 85% 
originating from land and Melbourne Water drainage 
systems north of the site.  

As a short term interim response, Moorabbin Airport 
has already undertaken such works as the clearing 
and re-construction of existing sections of the drainage 
network and provision of temporary dry retention 
zones.  

As a long term response to drains being at capacity 
within the airport, the main Mordialloc Settlement Drain, 
at the cost of Moorabbin Airport Corporation, is to be 
upgraded to ensure the capacity can cope with up to a 
1 in 100 year storm event.  

A major new drainage system to accommodate the 
Melbourne Water  design flow will be constructed and 
connect to a new “dry” retarding basin on the south-
eastern corner of the airfield which will store and control 
release of storm water into the southern Mordialloc 
Settlement existing drainage network, beyond Lower 
Dandenong Road, south of the airport. This is designed 
to mitigate the effects of flood events and provide 
substantial benefit both on and off airport.

These works will include a new 34 metre wide open, 
fully landscaped drainage channel running north south 
through the eastern side of the airport incorporating 
water sensitive urban design features, over the former 
golf course land and the provision of a dry retarding basin 
with capacity to retard 160,000 cubic meters of storm/
flood water in a 1 in 100 year storm event. The area 
designated for these major drainage works encompass 
a large proportion of the former golf course land and 
enables civil engineering planning and construction to 
proceed for this fundamental drainage infrastructure 
project. A number of benefits are evident to both the 
airport and wider community as discussed in Section 
11.2, explaining intended initiatives and land uses and 
benefits which will accrue from these works.

The Melbourne Water described Moorabbin Drain 
(previously known as the Sibthorpe Drain) runs east 
west along the airport southern boundary parallel 
to Lower Dandenong Road and is supplied via the 
drainage system along Centre Dandenong Road with a 
number of in-coming/supply points from off airport land 
uses to the north of the airport and traverses the airfield 
north-south through under-ground and overland drains. 
This drainage network is also at capacity from existing 
inflows into the airport.

As a short term interim response, Moorabbin Airport 
has already undertaken such works as the clearing 
and re-construction of existing sections of the drainage 
network on airport. 

Opportunities to divert part of this drain outfall into the 
Mordialloc Settlement system and/or provide for further 
retention on the western side of the airfield are being 
explored with Melbourne Water.

Moorabbin Airport has worked extensively with Melbourne 
Water in co-coordinating and assessing the concept 
and design of the proposed storm water network.  Aside 
from physical design and planning, Moorabbin Airport 
has worked with Melbourne Water and other authorities 
in order to achieve a drainage network design which 
will provide for a significant open and fully landscaped 
network that caters for the operational and land use 
needs of the airport and mitigates potential flooding to 
Melbourne Water assets off airport. The cost of these 
initiatives will be primarily borne by the airport.



11.3.8 Telecommunications
Telstra currently services the site via landline, cable and 
fibre optic network. Telecommunication infrastructure 
is available to meet requirements for future land use. 
The site has one mobile phone tower located near the 
eastern boundary of the site for all major carriers.  New 
fibre optic cabling is likely to be installed as part of 
future activity in the airport precincts via existing cabling 
and conduit along Centre & Lower Dandenong Road, 
Grange Road, Bundora Parade, Northern Avenue and 
Boundary Road.

New telecommunication infrastructure within the site will 
be provided with road network upgrades serving each 
precinct.

11.3.9 Roads
Moorabbin Airport, strategically placed within the existing 
road network serving the south eastern suburbs of 
Melbourne, is some 21km from the CBD and is located 
on the Principle Public Transport Network (PPTN).  
Section 10.1.3 includes a review of the road network 
surrounding the airport.

Vic Roads is the principle State authority with respect 
to planning of road networks. Planning by MAC and 
extensive consultation to improve the road and traffic 
network servicing, including within the airport site 
has been undertaken and agreed in principle with Vic 
Roads. Also the City of Kingston has been consulted 
and acknowledged acceptance of specific projects.

A number of “internal” service roads traverse Moorabbin 
Airport site providing access to the various uses located 
within the airport, both landside and airside.  In addition 
to upgrade of this existing road network, a number of 
new roads and upgraded roads are proposed by the 
Moorabbin Airport.

To date Moorabbin Airport has undertaken a number of 
road works including:

 ■  Extensive upgrade works to Centre Dandenong Road 
off airport to the north including the construction 
of four intersections, two signalised and two 
un-signalised. 

 ■  Construction of a new internal road network servicing 
Chifley Business Park.

 ■  Improved and upgraded all Airfield circulation roads

 ■  Improved and upgraded a number of sections of 
the road system on the Western half of the airport 
running through the Landside aviation zone

Over the next planning period a number of initiatives are 
proposed including:

 ■  An important new north-south connector road on 
the western side of the site providing a through 
connection from Lower Dandenong Road, linking 
into Second Avenue and Grange Road to the north. 
This road, entirely located upon Moorabbin Airport 
land, is to be open to the public, and provide an 
essential north-south road link between Centre 
Dandenong Road and Lower Dandenong Road and 
importantly a south/western entry point into the 
airport providing improved access to terminal and 
operational facilities. The previous south/western 
link (the continuation of Bundora Parade) was closed 
as it circulated through residential uses off airport 
to Lower Dandenong Road. This new internal link 
will assist traffic flow accessing the airport from the 
south and east on Boundary and Centre Dandenong 
Roads. 

 ■  The future extension of Chifley Drive is planned 
together with upgrade works to Boundary and Centre 
Dandenong Roads which will provide public access 
between Centre Dandenong Road and Boundary 
Road, along with access to land uses within this 
precinct. 

 ■ Together with these new works, Moorabbin 
Airport has reviewed with Vic Roads a number of 
intersection upgrade and alternatives for possible 
new intersections accessing the airport in order 
to ensure that potential impacts are eliminated or 
substantially minimised or where possible improve 
the existing network operation.  Many of these works 
have approval in principle from Vic Roads and will be 
implemented as a part of the orderly planning of the 
airport site as required.

The proposed new road works, intersections and 
the upgrade of interfaces to existing roads, including 
Lower Dandenong Road, Centre Dandenong Road and 
Boundary Road, along with internal upgrades on airport 
will provide ongoing benefits to both the Moorabbin 
Airport and the wider community.  At completion, it is 
proposed that the Airport works with relevant authorities 
and the Commonwealth in order that the main network 
roads located within the airport are reserved and handed 
over to the appropriate public authorities.

Figure A14 generally illustrates significant existing and 
proposed Site Infrastructure at Moorabbin Airport.
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11 4 Infrastructure Consultation 
Summary

Moorabbin Airport Corporation, in assessing and 
developing the detailed concepts to respond to future 
infrastructure needs and requirements, both on and off 
airport property, has undertaken extensive consultation 
with the relevant authorities having jurisdiction over 
those public services and assets.

Moorabbin Airport is well positioned to take advantage of 
and at the same time complement the excellent service 
regime, access and infrastructure network that is key 
to the functioning of the wider region. In implementing 
successive Master plans, Moorabbin Airport Corporation 
has engaged all major authorities in order to develop a 
comprehensive infrastructure strategy for the long term. 
This strategy will be continued to ensure the timely 
delivery of upgraded infrastructure on and off the airport 
land.

MAC has comprehensively consulted with all relevant 
Authorities to ensure that the efficient use of local 
networks is achieved as they exist and for inclusion of 
the future growth of the airport. In this sense, services to 
the site can be upgraded without impacting on regional 
infrastructure. Furthermore, the adoption of Ecologically 
Sustainable Development principles as applicable 
across the airfield will in time flow on to a reduction 
in net impacts both on the site and to the surrounding 
region.

All infrastructure construction to date has been designed 
and undertaken on the basis of best practice and in 
accordance with authority requirements. Moorabbin 
Airport has contributed to the local area infrastructure 
network by undertaking works at their cost and making 
authority contributions for the works both on and off 
airport.

Key services infrastructure needs assessment and 
development of concepts has also been undertaken 
in consultation with the relevant service providers and 
similarly concept plans and capacity requirements 
prepared. The detailed consultation by Moorabbin 
Airport has included relevant authorities including:

Airport Infrastructure  
General:   Air Services Australia

    Civil Aviation Services 
Authority

    State Departments of 
Transport, Infrastructure and 
Safety/Emergency Services

   Kingston Council

Power:  Jemena (United Energy)

Telecommunications: Telstra

Gas Services:  Alinta

Sewer Services:  South East Water

Water Supply:  South East Water

Drainage/Storm water:  Melbourne Water and 
Kingston City Council

Roads:   Vic Roads and Kingston City 
Council

MAC will continue to consult and prepare upgrade 
programs with authorities in order to develop a cohesive 
strategy and works program for airport and off airport 
infrastructure. 

More detail regarding the consultation processes 
undertaken by MAC is provided in Section 9 of this 
Master Plan.
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12 Planning Context



This chapter sets out the key planning objectives for 
use of the Airport land in the context of strategic policy 
at local, regional, state  and national levels.

12 1 Airports Act 1996

Section 31 (Part 2 – Leasing & management of airports, 
Division 5 Obligation to use airport site as an airport, 
Subsection 2) of the Airports Act 1996 states that:

 Airports other than joint-user airports

  (2) In the case of an airport other than a joint-user 
airport, the company has, by force of this subsection, 
an obligation to use the airport site concerned as an 
airport.

This provision establishes the overarching requirement 
that the MAC is obliged to use the site as an airport.  
Accordingly in each of the 1999, 2004 approved 
Master Plans and this 2010 Master Plan, MAC has and 
continues to protect and enhance the aviation role of 
Moorabbin Airport.

The Airports Act 1996 Section 71(Part 6) specifies 
that:

  “In specifying a particular objective or proposal 
covered by paragraph (2)(a) or (c) or (3)(a) or (c), a 
draft or final master plan must address the extent (if 
any) of consistency with planning schemes in force 
under a law of the State or Territory in which the 
airport is located”.  

The sections below describe the planning policy context 
relevant to Moorabbin Airport and hence addresses this 
aspect of the Act.

12 2 National Policy Context

The Australian Government is developing an Aviation 
White Paper to guide the aviation industry’s growth over 
the next decade and beyond.  The Government’s aim is 
to give the aviation industry the certainty and incentive 
to plan and invest for the long term, to maintain and 
improve Australia’s aviation safety record, and to give 
clear commitments to travellers and airport users and 
the communities affected by aviation activity.

In December 2008 the Government released an Aviation 
Green Paper which describes the initiatives and policy 
settings the Government is proposing to enable a 
vibrant and prosperous aviation industry; one that 
delivers the highest standards of safety and security, 
competitive aviation markets and services, investment 
in infrastructure and environmental responsibility.

The Green Paper proposes a range of initiatives for short, 
medium and long-term policy and regulatory reform and 
direction.  The initiatives follow four key principles:

1.  Safety is the number one priority for the Australian 
aviation industry and the Government.

2.  The aviation industry is a key driver of broader 
economic prosperity and a strategic approach 
based on properly-functioning, competitive markets 
is required to secure the industry’s future and 
promote the best interests of the travelling public 
and businesses that rely on the aviation sector.

3.  A coordinated approach to airport infrastructure 
investment is required to allow the industry to reach 
its potential.

4.  A responsible approach is required to managing the 
impacts of aviation, including emissions and noise, 
and the environmental impacts of airport land uses.

The directions espoused in this Master Plan for 
Moorabbin Airport are consistent with these principles.  
In particular, the Master Plan identifies the ongoing 
protection of airfield and aviation support services as 
being integral to the long term success of the airport.  
The Master Plan also provides for industrial, business 
and commercial activities which reinforce the significant 
employment role that the airport plays in the region.  
Similarly, the Plan ensures the continuing provision of 
airfield and landside infrastructure to enable the efficient 
and productive ongoing operation of the Airport as an 
aviation and employment hub and detailed consultation 
and coordination processes.
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12 3 State Planning Context

12.3.1 Victoria Planning Provisions – State 
Planning Policy Framework (SPPF)
The Moorabbin Airport leasehold is regulated by the 
Commonwealth Airports Act 1996.  Accordingly, the 
Victorian Planning provisions do not apply to the land.

Planning for the site is governed by successive Master 
Plans approved by the Federal Minister under the 
Airports Act 1996 every 5 years.

Following the introduction of an Urban Growth Boundary 
(UGB) for Metropolitan Melbourne, the then Department 
of Sustainability and Environment advised the MAC that 
the land is not subject to Victorian planning controls 
and was therefore left out of the growth area boundary.  
A copy of correspondence from the Department of 
Sustainability and Environment regarding the Airport and 
the UGB is attached as Appendix B.

The local strategic context for Moorabbin Airport is the 
mix of significant urban and industrial uses that exist 
on land surrounding the Moorabbin Airport to the east, 
west and south.  This major employment role of the 
area is being complemented through the mix of aviatory, 
commercial and business employment uses being 
encouraged in various precincts of the land.  Overall 
the mix of uses will continue to protect and support the 
ongoing operation of aviation activities at the airport.  

A range of aviation related and other commercial land 
uses are encouraged at Moorabbin Airport to support 
aviation activities, business, transport and broader 
economic policy.  In particular, MAC seeks to build on the 
existing opportunities in the aviation precinct and wider 
region provided by access to transport infrastructure 
and a strong and growing labour force.

State Planning Policy at Clause 12 relates to Metropolitan 
Development and implements the directions of the 
metropolitan strategy, Melbourne 2030.  Clause 12.04 
A more prosperous city includes the following strategy 
in relation to Moorabbin Airport:

  Recognising Moorabbin Airport as an important 
regional and State aviation asset by supporting its 
continued uses as a general aviation airport, ensuring 
future development at the site encourages uses that 
support and enhance the State’s aviation industry 
and supporting opportunities to extend activities at 
the airport that improve access to regional Victoria.

The State Planning Policy relating to Airfields (SPPF 
Clause 18.04) seeks to facilitate the siting of airfields 
and extensions to airfields, restrict incompatible land 
use and development in the vicinity of airfields, and 
recognise and strengthen the role of airfields as focal 
points within the State’s economic and transport 
infrastructure.  The Clause states that planning for areas 
around airfields should:

 ■  Preclude any new use or development which could 
prejudice the safety or efficiency of an airfield.

 ■  Take into account the detrimental effects of aircraft 
operations (such as noise) in regulating and restricting 
the use and development of affected land.

 ■  Preclude any new use or development which could 
prejudice future extensions to an existing airfield 
or aeronautical operations in accordance with an 
approved strategy or master plan for that airfield.

This Master Plan establishes clear directions for the 
continuing operation of the Airport in a manner which 
ensures the safety and efficiency of airfield operations in 
accordance with the requirements of this Clause.

SPPF Clause 17.02 Business encourages the 
concentration of land uses which will meet the community’s 
retail, entertainment, office and other commercial 
services, providing accessibility, aggregation, efficient 
infrastructure use and sustainability.  

In that context and addressing all those key attributes 
relating to land use on the site, the Moorabbin Airport 
leasehold provides both an established and developing 
mix of activity centre, business and commercial 
employment activities in the inner southeast of 
Melbourne.

12.3.2  Melbourne 2030 Planning for 
Sustainable Growth 

Direction 4 “A More Prosperous City” recognises 
that Melbourne’s airports are major assets, given that 
increases in air travel for business and tourist purposes 
are expected to continue ..…Their capabilities must be 
enhanced and their operations and associated services 
maintained at world standard.  Planning of airports 
should identify and encourage those activities which 
can complement the role of the airport and ensure the 
operator is able to effectively develop the airport to be 
efficient, functional and meet the aviation needs of the 
State (p84).  The region’s ports and airports and their 
associated rail and road networks are crucial elements 
of Victoria’s competitive capability.  They provide a 
strong foundation for the innovation economy (p83).
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Melbourne 2030 encourages the concentration of 
activity in designated centres which vary in size and 
function and in the size of the catchment they serve.  
Activity centres are described as being the focus of 
major change in metropolitan Melbourne over the next 
30 years.  They are well served by public transport 
and offer a range of services and facilities and will be 
developed for business, shopping, working and leisure.  
Within Kingston the main activity centres are designated 
as:

 ■  Principal Activity Centre – Southland Shopping 
Centre

 ■  Major Activity Centre – Cheltenham, Mentone, 
Moorabbin and Mordialloc

Given the nature of existing and potential land use and 
activity at the airport, and its value to the region in terms 
of employment and transport, the Airport effectively 
functions as an activity centre, consistent with similar 
specialised activity centres including Essendon 
and Melbourne Airports; or other major research, 
development and employment nodes.

The consolidation of activity at the airport is consistent 
with the state policy directions which encourage the 
concentration of activity at established centres.

Moorabbin Airport is identified in Melbourne 2030 as a 
General Aviation Airport and is referred to in Direction 4 
as follows:

Moorabbin Airport is an important regional and 
State aviation asset and its continued use as a 
general aviation airport is vital.  The Government 
will work with the airport operators to ensure that 
future development of the site encourages uses that 
support and enhance the State’s aviation industry 
generally and take into account potential growth that 
could result from the closure of Essendon (airport).  
Opportunities to extend the activities of the airport to 
improve access to regional Victoria are supported.  
The Moorabbin Airport Master Plan should reflect the 
principles of key Government strategies, including 
Melbourne 2030 (p85)

The protection and growth of the aviation role of 
Moorabbin Airport as described in this Master Plan is 
consistent with these policies in Melbourne 2030 which 
seek to ensure the retention of this significant aviation 
asset.



12.3.3  Melbourne 2030: A Planning Update, 
Melbourne @ 5 Million

Whilst Melbourne 2030 provides a long-term plan for 
Melbourne and the surrounding region, the recently 
released Melbourne @ 5 million Strategy provides key 
policy initiatives that are complementary to the directions 
of Melbourne 2030 and the two documents now need 
to be considered together.

Melbourne @ 5 Million outlines the implications of the 
Victoria in Future 2008 growth projections for Melbourne, 
which indicate that the city’s population is now likely 
to reach 5 million before 2030. Actively managing this 
growth and change is an important part of enhancing 
Melbourne’s future liveability.

The Victorian Government, in addition to considering 
other key issues, will focus on employment corridors 
that support the new Central Activities Districts by linking 
activity centres, universities, research and technology 
precincts, medical precincts, and areas with high 
employment. Three employment corridors will be given 
priority attention by the government, including the two 
nearby areas of Caulfield to Dandenong, and Monash 
University/Chadstone to Box Hill.

The report highlights the emerging employment precinct 
around the Monash/Kingston area and its potential 
for significant jobs growth. The provision of more 
jobs outside the CBD is a major focus of future policy 
development, with a particular emphasis on employment 
locations in established areas and an improved balance 
between the location of jobs and where people reside.

The consolidation of aviation, business and employment 
activity at the airport is consistent with this policy 
statement as it actively facilitates the provision of 
employment opportunities in an established area and in 
proximity to a strong and growing labour market whilst 
also providing a diverse range of services to a growing 
employment and residential base.

12.3.4 The Victorian Transport Plan
The Victorian Transport Plan (VTP) links future transport 
investment to land development so that more people 
will live closer to jobs and other opportunities.  The 
Plan also seeks to build a more sustainable transport 
system by reducing the need to travel without sacrificing 
people’s access to opportunities and industry’s need to 
move goods.

The VTP seeks to strengthen the connections between 
regional, rural and metropolitan Victoria, including 
upgrades to regional airports across the state.  As 
well, the VTP includes strategies to improve transport 
links within Melbourne, including construction of the 
Dingley Arterial (3 km east of Moorabbin Airport) and 
extensions to SmartBus Routes throughout Melbourne.  
Moorabbin Airport is strategically located between two 
existing SmartBus routes: 888/9 Springvale Road and 
700 Box Hill to Mordialloc, both of which are to be 
extended (to Werribee and Altona respectively), thereby 
improving accessibility to and from the Airport by public 
transport.

The VTP also highlights the transport benefits of 
supporting activity in established areas:

 ■  Shorter trips for people to access more jobs

 ■  Greater potential use of walking and cycling

 ■  Targeting public transport investment to routes with 
high capacity

Increased employment opportunities at the Airport will 
assist in the implementation of the VTP by consolidating 
jobs and other opportunities in an established and 
accessible location, both by vehicle and public 
transport, close to an increasing local and regional 
labour market.
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12.3.5  Freight Futures - Victorian Freight 
Network Strategy

The overarching purpose of Freight Futures is to drive the 
development of an efficient, sustainable freight network 
for the future that balances the needs of the growing 
Victorian economy and population with the quality of life 
aspirations of the Victorian community.

The Strategy complements and provides detailed support 
in relation to freight matters for the Victorian Transport 
Plan and is an important element in the Government’s 
agenda to maintain Victoria as a competitive place to do 
business and an attractive place to live.

Freight Futures identifies a number of objectives and 
priorities based on the goals of efficiency, capacity and 
sustainability which seek to:

1. Facilitate the efficient movement of freight in 
Victoria

2. Reduce the cost and improve the reliability of 
supply chains

3. Manage and mitigate any adverse impacts of freight 
planning and operations on communities and the 
environment

4. Optimise the use of existing network infrastructure

5. Provide appropriate priority for freight on the network 
in the context of competing demands

6. Plan and deliver new network infrastructure in a 
timely manner

7. Identify and protect freight network options where 
necessary to ensure future capacity, flexibility and 
certainty

8. Provide a policy environment that encourages 
private sector investment

The Strategy then identifies strategic directions which 
are intended to ensure that the freight network is well 
placed to meet the long term needs of a growing 
population and expanding economy.  Of particular 
relevance are the following directions:

Direction 1: Identify and develop a Principal Freight 
Network for Victoria

Direction 2: Identify and develop freight activity centres

Direction 3: Plan and protect future freight corridors and 
activity centres

Moorabbin Airport is well located with respect to the 
Principal Freight Network (PFN) outlined in this direction 
– the airport abuts Boundary Road (which is part of the 
PFN) and has easy access to other roads forming part 
of the network.  As well, the Airport adjoins the Braeside 
freight activity area (FAC) and is in close proximity to 
Dandenong (which is a major freight activity area).

Freight Futures recognises that it is desirable that 
locational planning of other land use activities, such as 
commercial and retail outlets, educational facilities and 
residential areas be integrated with planning for FACs 
and metropolitan freight terminals.  The Government 
is working to develop the concept of ‘logistics cities’, 
comprehensively planned mixed use precincts 
surrounding key FACs to create viable communities 
and act as a catalyst for local and regional economic 
development and employment generation (p. 28).  
Moorabbin Airport is ideally suited to perform the role 
of a logistics city given its location in relation to the 
Braeside and Dandenong FACs, the PFN and the range 
of existing and proposed land use and development 
opportunities at the Airport.

Direction 4: Plan and develop a metropolitan freight 
terminal network

This direction identifies the south east industrial area 
and metro freight terminal east of Moorabbin Airport as 
being part of a more sustainable pattern of metropolitan 
freight flows.  The location and range of activities at 
Moorabbin Airport would enable the provision of 
appropriate support services for these freight hubs and 
help to facilitate efficient supply chain movements. 



12 4 Regional Planning Context

12.4.1  Port Phillip Region Airport and Airspace 
Study

The 1991 Port Phillip Region Airport and Airspace 
Study examined the airport and airspace needs of the 
Port Phillip region by analysing the historical context of 
existing airports and the findings of previous aviation/
airport studies.

In relation to Moorabbin Airport, the study recommended 
that the Airport continue in its existing role as the primary 
focus for medium and light air transport and general 
aviation in the region and noted that the Airport fulfilled 
an aviation and economic role of regional and state 
importance.  The study also recognised the commercial 
potential of the site for non-movement (landside) 
activity, a potential realised through the implementation 
of previous Master Plans and the directions espoused 
in this current Master Plan.

12.4.2  Retail Policy Review: Discussion Paper – 
Department of Planning and Community 
Development (October 2008)

The DPCD recently released their discussion paper for 
the Retail Policy Review, which arose from the State 
Government’s recent Melbourne 2030 Audit. 

The Review notes that the retail industry is one of 
Victoria’s most important industry sectors in terms of 
its contribution to employment and economic activity.  
In addition to providing job opportunities and wages 
income, the retail sector also generates significant 
indirect economic effects as a result of the impact of 
employment and income multipliers.

The Review also identifies that there will be significant 
demand for additional retail floors pace across both 
metropolitan Melbourne and regional Victoria over the 
next 25 years.  Metropolitan Melbourne is estimated to 
require around three million square metres or retail floor 
space, and regional Victoria an estimated one million 
square metres.  This equates to growth of approximately 
40 per cent on current retail floor space.  The Review 
notes that a large proportion of this growth will need to 
be located in existing suburbs and demand for around 
one fifth of this is likely to be for bulky goods type 
retailing.
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The Victorian Government is committed to sustainable 
development.  To achieve this the Government seeks to 
encourage development at those locations best able to 
accommodate growth and change, offering a wide range 
of services and facilities and that are well served by 
public transport.  This approach is given effect principally 
through an activity centre policy.  Planning policies 
generally seek to support commercial development that 
meets community needs and consolidates activities – 
including major retail developments – within established 
or planned activity centres that provide a variety of land 
uses and are highly accessible.

The review acknowledges that different activity centres 
have different functions depending on their scale and 
the catchments they serve.  The mix of retailing will vary 
from centre to centre.  Not all centres need or should 
have all types of retailing.  However it is important that 
the network of centres as a whole provides for all types 
and scales of retailing, particularly by ensuring that 
appropriate opportunities are available for a range of 
retailing to establish.

It is also noted that for metropolitan Melbourne, trends 
suggest that of the required growth in retail floors 
pace, approximately two thirds will be serving regional 
or sub-regional catchments, and should be located at 
principal and major activity centres.  However current 
indications are that planning for these centres will 
not provide the opportunities to meet the scale of the 
demand.

Another critical message arising out of the Review is that 
there is a need to improve planning and development 
approvals processes in and around activity centres and 
strategic development sites.

Other key principles identified in the Review are also 
relevant to this Master Plan:

 ■ Principle 2: Planning policies and controls should 
allow capacity for growth and change in retailing, 
and

 ■ Principle 3: Planning policies and controls should not 
limit retail competition or innovation, or distinguish 
between or favour particular forms of retailing unless 
there is a clear public policy case for doing so.

The Review explains the considerable role that retailing 
plays in our society and the essential part it plays in 
the population’s every day activities. In particular, as the 
population and wealth increases, the need to provide 
increased retail floor space also increases significantly. 
DPCD research indicates that there will be significant 
levels of demand for retail floor space over the next 25 
years. Further to this, the Review notes that:

“There is a clear public policy rationale for supporting 
competition and innovation in retailing and, subject 
to meeting appropriate locational and design criteria, 
no commensurate public policy case for restricting 
or favouring particular types of retailing. Innovation 
and change in retailing should be driven by consumer 
preferences and not by planning policies which favour 
or limit particular types of retail development. (Further), 
a desire to protect existing retailers from competition is 
not in itself a valid basis for restricting retail investment 
or innovation”.

The discussion of the issue of retail mix notes that;

 ■ The retail sector is very dynamic and generally 
responsive to consumer needs

 ■ Planning authorities are unlikely to have the 
knowledge or be sufficiently responsive to determine 
an optimal mix for particular centres which can 
change over time

 ■ Centres will differ and a degree of variety and 
specialisation in centres is desirable as it helps 
increase the choices available to consumers

It is clear that the dynamic nature of retailing activity has 
changed and that planning policies should make every 
effort to recognise the existing activity centre role that 
the Moorabbin Airport plays within the region.  

As identified above, the consolidation of activity at 
the airport is consistent with state policy directions 
regarding concentrated activity in established centres, 
and the importance of facilitating development which 
provides service and choice for the consumer.  The 
location and function of the airport as an activity centre 
also make it ideally placed to respond to changing 
market demands whilst also acknowledging the different 
roles that various centres within the region have and 
will continue to play.  Significantly, Moorabbin Airport is 
able to accommodate a reasonable, and workable but 
justifiable portion of the identified growth in metropolitan 
retail floor space, an attribute not commonly found at 
other existing centres.  In this context, increased activity 
at the airport will reinforce the existing role played by 
retail and other land uses on-site whilst also assisting in 
meeting the metropolitan need for significant additional 
retail floor space over the next 25 years.



12 5 Local Planning Context

12.5.1  Kingston Planning Scheme  - Local 
Planning Policy

Moorabbin Airport is identified in the Kingston Municipal 
Strategic Statement (MSS) as playing a major role 
within the State’s economic and transport infrastructure.  
Long term protection of its flight paths is required to 
optimise its potential for future growth (Clause 21.02).  
The MSS recognises that land which is not required 
for aviation purposes at the Moorabbin Airport is 
becoming increasingly utilised for a diversity of retail 
and commercial activities.

Clause 21.02 also notes the contribution that Moorabbin 
Airport makes to the local and regional economies 
is enhanced by the associated aviation and aviation 
related industrial/commercial activities located on the 
airport, which supply a significant number of jobs to the 
local economy.

Kingston’s Retail and Commercial Land Use policy 
(Clause 21.06) recognises that over the past decade 
substantial retail and commercial development has 
occurred, including “substantive expansion of retail 
and commercial activities at the Moorabbin Airport” and 
that a key challenge is the need to ensure the ongoing 
sustainability of Kingston’s established activity centres.  
The Clause also identifies the changing education and 
employment profile of Kingston residents, presenting 
an opportunity to further diversify the already strong 
employment options present in the municipality.

The policy seeks to:

 ■  Ensure the consolidation of retailing activity within 
existing commercial centres

 ■  Ensure that planning decisions at all levels have 
regard to the continual growth of non aviation related 
activities at the Moorabbin Airport. 

 ■  Recognise the continual development of the 
establishing office precincts at the Parkview Estate 
and Moorabbin Airport

 ■  Monitor future planning and development of 
restricted retail activities at the Moorabbin Airport 
and take account of those developments in planning 
for Kingston’s restricted retail precincts

 ■  Continue to evaluate the Moorabbin Airport Master 
Plan to ensure that planning decisions at all levels 
have regard to the continual growth of non aviation 
related activities at the Moorabbin Airport

The Moorabbin Airport Master Plan 2004 is included in 
Clause 21.06 as a Reference document.

The Industrial Land Use policy (Clause 21.07) 
acknowledges that industry in Kingston is better placed 
than in other areas to respond to global economic 
restructuring due to the area’s diverse manufacturing 
base, high concentrations of industrial activity, central 
location to markets and a skilled labour force, and good 
access to transport and infrastructure.  The policy also 
recognises that the potential future development of 
industry at Moorabbin Airport is likely to increase the 
availability of industrial land in the region.

As demonstrated by the success of the Chifley 
Business Park, the Airport is well positioned to provide 
for high amenity, well landscaped settings for new 
industrial estate development, which is a specifically 
identified niche identified in the policy as enhancing the 
attractiveness of the municipality as a destination for 
office/industrial headquarters.

The potential for high quality land use at the Airport 
is in contrast to the significant areas of ageing, small 
industrial premises with restricted potential for growth 
due to land and building size, ageing infrastructure and 
poor access, loading and parking facilities described in 
the policy.  Similarly, the policy recognises the sustained 
demand for new high quality integrated industrial estates 
and the limited supply of new land and buildings to 
meet the needs of expanding and new manufacturing 
operations.

The Industrial Framework Plan forming part of this policy 
encourages the development of surplus land at the 
Airport as a high quality business park, such as Chifley 
Business Park.  (A copy of the Industrial Framework 
Plan is included as Figure A15).  The Chifley Business 
Park has proven to be very successful.  It is continuing 
to provide a range of new premises for very substantial 
tenants and grow further through the establishment 
of local business support services such as food and 
drink uses, a child care facility and gymnasium.  This 
integrated business park format is consistent with the 
regional industry requirements identified in the local 
policy and future land use of this type will accommodate 
the documented demand for quality commercial and 
industrial premises.
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Figure A15 – Extract from Industrial Land Use Policy – Kingston Planning Scheme



Clause 21.10 Non Urban Areas aims to “protect the 
economic and operational viability of key industries 
and infrastructure in the non urban area including ….. 
Moorabbin Airport aircraft activities”.  The Clause aims 
to:

 ■  Protect the aircraft operations of the Moorabbin 
Airport from intrusion of inappropriate development. 

 ■  Protect the Moorabbin Airport flight paths and their 
immediate environs from development or use which 
may compromise the long term viability of the airport 
or prejudice its safety and efficiency. 

 ■  Ensure that appropriate buffers (both in terms of land 
use and distance) are established and maintained 
around aircraft related activities at the Moorabbin 
Airport.

The Moorabbin Airport Environs Policy (Clause 22.05) 
confirms the significant role played by the Moorabbin 
Airport in the local and regional economy and in the 
state’s transport infrastructure.  The policy is based on 
the Airport Environs Overlay and has arisen from the need 
to ensure that the use and development of land around 
the airport is sensitive to the long term operation of the 
airport.  The policy includes the following objectives:

 ■  To identify areas which are or will be subject to high 
levels of aircraft noise, including areas where the 
use of land for uses sensitive to aircraft noise will 
need to be restricted.

 ■  To ensure that the use and development of land within 
the policy area is compatible with the operation of 
airports in respect to the impact of aircraft noise on 
sensitive uses, and is consistent with any approved 
Australian Noise Exposure Forecast (ANEF) as 
contained in the appropriate airport strategy or 
master plan for the airport.

 ■  To assist in shielding people from the impact 
of aircraft noise by requiring appropriate noise 
attenuation measures in new dwellings and other 
noise sensitive buildings.

 ■  To limit the number of people residing in the area 
or likely to be subject to significant levels of aircraft 
noise.

12.5.2  Kingston Planning Scheme – Airport 
Environs Overlay

Since the middle 1990’s a co-operative agreement 
between Moorabbin Airport and the City of Kingston 
has resulted in the operation of an Airport Environs 
Overlay (AEO).  Moorabbin is one of a very few airports 
in Australia to have developed and implemented such a 
scheme in co-operation with the local council.

Beyond the boundaries of the Moorabbin Airport, the 
Kingston Planning Scheme applies the Airport Environs 
Overlay Control (AEO) to parts of the municipality 
affected by the 25 ANEF contour or greater. 

In AEO1, regardless of the zone provisions, land must 
not be used for noise sensitive uses such as a childcare 
centre, school or hospital.  A permit is required for a 
number of nominated uses including a dwelling, office 
and residential hotel.  All applications to use land within 
the AEO must be referred to the Airport owner and would 
only be approved if the building design incorporates 
appropriate noise attenuation measures complying with 
Australian Standard AS 2021-1994, Acoustics – Aircraft 
Noise Intrusion – Building Siting and Construction.

In areas between 20 and 25 ANEF notice is made 
available to the public through notifications on rates 
notices issued by the Council.

The current AEO is based upon ANEF contours 
developed for the previous Master Plan.  In future it may 
be appropriate for new AEO boundaries to be agreed 
based on the endorsed 2009 ANEF contours prepared 
for this Master Plan. A plan showing the AEO is included 
as Appendix C.

12.5.3  Retail/Commercial Development 
Strategy – Charter Keck Cramer July 
2006

Since the publication of the 2004 Airport Master Plan, 
the City of Kingston commissioned Charter Keck Cramer 
(CKC) to produce its Retail/Commercial Development 
Strategy.  The Strategy was developed to help guide 
the future direction of retail, commercial and office 
investment in the City of Kingston and reviews the retailing 
and commercial office sectors in Kingston in relation 
to existing status as well as trends and opportunities.  
Reference to the Moorabbin Airport in the CKC report 
is in the context of the document’s identification of the 
Airport’s role as a “key strategic development site”.  
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Of particular relevance to this 2010 Master Plan for 
Moorabbin Airport are the following observations:

 ■  Kingston’s office market is currently in a transition 
phase as the requirements of key office users 
continue to change.  Increasingly, corporate clients 
are choosing new business park environments over 
traditional office precincts while strong growth in the 
business services sector has increased demand 
for smaller strata office suites close to facilities in 
activity centres. (p10)

 ■  The Chifley Business Park at Moorabbin provides 
an opportunity to accommodate existing and new 
corporate tenants in a contemporary campus-style 
environment that offers a range of support facilities 
(p10)

 ■  Recognition should be given to the potential for 
additional bulky goods retailing floors pace to be 
developed at the Moorabbin Airport (p11) (The 
potential for additional bulky goods floors pace is 
also acknowledged in Figure 2 on p20 of the CKC 
report)

 ■  For Kingston to remain competitive in the office 
market, attracting a greater share of new tenant 
absorption, it will need to compete with major office 
precincts in other suburbs.  The construction of new 
suburban office floors pace is generally dependent 
on established businesses seeking higher quality 
accommodation (p108)

 ■  Business parks represent a new format of office 
accommodation in response to the changing needs 
of larger office users. Larger corporations are 
increasingly considering locating in business parks 
closer to the epicentre of their workforce catchment.  
In addition, business parks offer a campus style 
environment incorporating support facilities such as 
childcare services, cafes, car parking facilities etc 
(p109)

 ■  The potential for larger scale showroom uses in 
association with existing retail activities at the 
Airport as described in the approved Master Plan is 
recognised, as is the opportunity for the development 
of restricted retail and showrooms along its Boundary 
Road frontage.  The attractiveness of the Moorabbin 
Airport for bulky goods retailers is reflected by the 
Good Guys recently establishing a new store there.  
The opportunity to gain exposure to shoppers visiting 
other retailers will act to attract further bulky goods 
retailers and exert competitive pressure on other 
bulky goods precincts (p138).

The Strategy acknowledges that the Chifley Business 
Park represents a significant asset for the City of 
Kingston as it provides the opportunity for the city to 
retain corporate office users that may otherwise leave the 
municipality in search of a more contemporary campus-
style office environment. (p12).  Chifley Business Park 
is considered likely to attract further corporate office 
occupiers in the future and the business park is likely to 
benefit from a future retail use proposed for the corner 
of Centre Dandenong and Boundary Roads (p114).



The Strategy recommends that Council review the role 
of the Chifley Business Park with a view towards further 
strengthening its ability to attract larger corporate tenants.  
It will also be necessary to ensure that necessary 
supportive services are provided proximate to areas 
that contain substantial office floor space to assist in 
maintaining the viability of the floor space. (p118).  This 
position is reiterated later in the document where it is 
stated that the emergence of the Chifley Business Park 
represents an opportunity for the needs of larger office 
uses to be accommodated within the City of Kingston.  
The experience of Simplot is typical of expanding firms 
seeking higher quality office accommodation within 
a modern campus-style environment offering good 
parking facilities (p160).

Similarly, the Strategy identifies that the Chifley Business 
Park represents an opportunity for Kingston to offer 
higher quality campus-style office accommodation that 
cannot be provided within existing office precincts such 
as Cheltenham and Moorabbin.  The Chifley Business 
Park is unlikely to have any significant overall impact 
on existing office precincts other than that which may 
otherwise occur, but instead may enable firms seeking 
to upgrade their office accommodation to remain within 
the City of Kingston (p161).

Moorabbin Airport is uniquely positioned to capitalise on 
the opportunities identified in this strategy.  In particular, 
the site is able to accommodate large development 
sites and floor plates, on-site car parking facilities 
and non-office floor space for secondary storage and 
distribution functions which are requirements difficult to 
accommodate in traditional activity centres (p110).

The Strategy also identifies the strong likelihood that 
Moorabbin Airport will further strengthen its existing 
bulky goods offer and generate potentially substantial 
bulky goods floors pace consistent with the Moorabbin 
Airport Master Plan (p138).

The other component of activity at the Airport which is 
identified in the Strategy is the Moorabbin DFO (Direct 
Factory Outlet).  As the Strategy states, DFO established 
an outlet centre at Moorabbin Airport in 1997 comprising 
8000 sq metres. of floors pace and 45 retailers.  The 
centre has since expanded to 23,000 sq metres and 
116 retailers.  The centre offers an extensive range of 
products, attracts approximately 2.5 million customers 
per year and generates turnover in excess of $100 
million.  It is noted that DFO represents a relatively 
unique retail format and as a result draws visitors from 
a very wide catchment area that extends beyond that 
of even the Southland Shopping Centre (p161).  The 
Strategy also identifies that Melbourne’s bayside area is 
not serviced by a sub-regional centre and that DFO may 
represent an appropriate response to this gap in retail 
provision (p161).

Moorabbin Airport is identified in the Strategy as a 
Strategic Development Site, that is, a site that could 
support future economic activity.  The Strategy 
acknowledges the potential for activity at the Airport as 
foreshadowed by the existing approved Master Plan.
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12.5.4  Amendment C75 Kingston Planning 
Scheme

Planning Panels Victoria was appointed by the Minister 
for Planning to consider Amendment C75 to the 
Kingston Planning Scheme. The Amendment introduced 
a number of changes to the Kingston Planning Scheme 
as a result of the Retail and Commercial Strategy 
prepared by Charter Keck Cramer and was combined 
with two planning permit applications for supermarkets. 
It also included the Retail and Commercial Development 
Strategy 2006 and the Moorabbin Airport Master Plan 
2004 into the Kingston Planning Scheme as policy 
references.

The panel noted the Retail and Commercial Development 
Strategy and recommended Council’s MSS recognise 
the growth of non-aviation activities at the Airport;

  “The Panel notes that retail and other developments 
that have occurred at Moorabbin Airport are not 
subject to the Victoria Planning Provisions. That 
such development has occurred that may be 
inconsistent with the goals and objectives of Council 
and therefore ‘unplanned’ in a municipal context is 
however beside the point. The fact is developments 
at Moorabbin Airport now play a significant role in 
the retail framework of the municipality and beyond 
and should be recognised accordingly.”

The amendment varies Clause 21 of the Kingston 
Planning Scheme to recognise the aviation related 
employment generated at Moorabbin Airport and the 
importance of protecting aircraft operations.

Amendment C75 was gazetted on 15 January 2009.

12 6 Consistency with the Airports Act 
1996

The discussion above regarding the planning context 
in which Moorabbin Airport operates, demonstrates the 
role and function of the various activities at the Airport 
and the ways in which each are consistent with the 
relevant and most recent planning directions.  In this 
context, the 2010 Master Plan for Moorabbin Airport 
addresses the requirements of Section 71 (Part 6) of the 
Airports Act 1996 which requires that the master plan 
“must address the extent (if any) of any consistency with 
planning schemes in force under a law of the State or 
Territory in which the airport is located”. 
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The Moorabbin Airport Master Plan is divided into two 
distinct sections:

 ■  Part A Moorabbin Airport Master Plan Context; and

 ■  Part B Moorabbin Airport Master Plan Implementation 
Framework

Part A describes the Airport and the practical and 
policy frameworks within which it operates. It includes a 
description of the existing operation at the Airport and 
likely changes in the nature and form of aviation and 
other activity at the Airport. It sets out the context of the 
airport in relation to strategic policy at local, regional 
and state level.

This part (Part B) sets out the framework within which 
decision making about future activity at the Airport 
is made.  This part articulates the Moorabbin Airport 
Corporation’s (MACs) vision for the Airport in the form of 
a Land Use Policy and includes controls and decision 
making criteria for land use and development at the 
Airport.
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1 1 Implementation Framework 
Structure

The Airports Act 1996 (hereinafter referred to as “The 
Act”) requires airports on Commonwealth land, such 
as Moorabbin Airport to prepare a Master Plan to set 
out the overall land use policy and structure planning 
to guide future land use. This Part B Implementation 
Framework responds to this requirement.

The Land Use Policy is given effect through the 
Implementation Framework which establishes guidelines 
for land use and development decisions.

This Framework comprises:

 ■  Section 2 Land Use Policy including:

 ▬  Strategic Policy Considerations (Section 2.1)

 ▬  Vision and Objectives (Section 2.2); and

 ▬  Land Use Strategy (Section 2.3);

 ■  Section 3 Precincts;

 ■  Section 4 Land Use and Development including:

 ▬  Special Use Zone (Section 4.1)

 ▬  Advertising Signs (Section 4.2)

 ▬  Car Parking (Section 4.3)

 ▬  Loading and Unloading of Vehicles (Section 
4.4)

 ▬  Design Principles for New Development 
(Section 4.5)

 ▬  Definitions (Section 4.6)

Section 2 – Land Use Policy provides an overview of 
the strategic policy considerations and objectives to be 
taken into account in decision making, particularly in the 
context of the Indicative Land Use plan (Figure B2).

A Precinct Plan has been prepared to support the 
implementation of the Indicative Land Use plan.  As 
described in Section 3, the Precinct Plan details 
the overall policy objectives for each precinct on the 
Airport, which are then implemented through the zoning 
framework.

The Land Use Policy includes broad land uses within 
the relevant land use precincts and Schedules to the 
Special Use zone on the basis that such uses will 
advance the objectives and strategic intent of the 
Land Use Policy.  The Land Use Policy seeks to only 
prohibit those specifically listed uses which have been 
determined as not being consistent with the objectives 
and strategic intent of the Land Use Policy.  The Land 
Use Policy has deliberately used land use terms which 
seek to maximize the potential scope for new commercial 
and retail operations in order to be able to respond to 
changes in market directions and forces and to facilitate 
appropriate new commercial, business and retail uses 
and formats under the Land Use Policy.

The zoning framework ensures that there is a strategic 
approach to the overall use of land throughout the 
Airport leasehold area.  The detailed Special Use zone 
controls facilitate the operation of the implementation 
framework through requirements for the preparation 
and consideration of planning proposal across the 
Moorabbin Airport.

Additional controls are provided in the form of signage, 
parking, and loading and unloading of vehicles as well 
as the description of design principles for consideration 
in the design and siting of new buildings at the Airport.
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1 2 Land Use and Development 
Approvals

1.2.1  The Role of the Moorabbin Airport 
Corporation as Approval Authority

The Moorabbin Airport is Commonwealth land and 
ownership of the land remains with the Federal 
Government, specifically the Department of 
Infrastructure, Transport, Regional Development and 
Local Government.  Accordingly the Moorabbin Airport 
Corporation is the Airport Lessee Company as defined 
by The Act.  Consequently the land is not subject to 
state planning controls and the approval role rests with 
the Moorabbin Airport Corporation (MAC).

The MAC is required to provide for the strategic and 
coordinated planning of the use of the Airport, in keeping 
with the objectives of the Land Use Policy, Precinct Plan 
and the Special Use Zone requirements. This involves 
the assessment of proposals to determine whether 
they are consistent with the overall Implementation 
Framework.

Land use and development proposals are assessed 
against the Land Use Policy. Particular guidance can be 
found in the Strategic Policy Considerations described 
in Section 2.1, the Vision and Objectives described in 
Section 2.2, the Land Use Strategy outlined in Section 
2.3, and the Precincts described in Section 3.  Additional 
direction is provided in the decision guidelines included 
in the Special Use zones applying to the Airport land.

In assessing applications the MAC may seek specialist 
input from planning, economic, architectural and 
engineering advisors as necessary.  

A more detailed description of the approvals process is 
described below in Section 1.3.

1.2.2  The Role of the Airport Building 
Controller

The Airport Building Controller is responsible for the 
technical approval of all buildings and works on the 
Airport.  The Airport Building Controller must make an 
assessment of all proposed buildings and works against 
the requirements of the Building Code of Australia and 
the Airports Act and issue approvals/certifications for 
new buildings and structures.
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1 3 Approvals Process

The MAC has established a comprehensive and 
systematically run process for the assessment of land 
use and development proposals.  The steps in the 
process are set out below and summarised in a flow 
chart in Figure B1.

Where necessary this process is followed for external 
applications to MAC and is also followed by MAC when 
preparing and reviewing their own proposals.

i) Applicant Preliminary Information Review 

The initial stage of the approval process involves the 
applicant collating the preliminary information including 
any preliminary plans, explanation of works and 
proposed use.  The purpose of this stage is to ensure 
enough appropriate information is collated prior to a 
pre-assessment review.

ii) Pre-assessment Discussion

Once the applicant has collated the preliminary 
information material, a pre-assessment meeting with 
the MAC is recommended.  The aim of this meeting is 
to enable an open forum to take place and resolve any 
relevant issues that become apparent at an early stage 
of the approvals process.  

iii) Lodgement of the Application

Following the pre-assessment review and once the 
required information has generally been agreed upon 
the application is lodged with the MAC at the following 
address;

 

 Moorabbin Airport Corporation

  Airport Management Centre 
Bundora Parade 
Moorabbin Airport  
Mentone Vic 3194

1.2.3  The Role of the Airport Environment 
Officer

The Airport Environment Officer (AE Officer) fulfils the 
role of Environmental Regulator on the airport site.  
The AE Officer is responsible for reviewing land 
use proposals against environmental criteria and 
investigating incidents which have, or may have caused 
pollution or issues of contamination.  Where necessary, 
the AE Officer can issue an infringement notice to any 
operator on the Moorabbin Airport site, if the operator 
has committed an offence against the Regulations. 

1.2.4 Consultation
As necessary and as part of the approvals process, 
MAC will consult with:

Council and State Government

Where appropriate, the City of Kingston and state 
authorities are advised of land use proposals at the 
Airport by the MAC.  MAC may then consider any 
comments received (within 14 days) in determining an 
application.

The Moorabbin Airport Consultative Committee

The Moorabbin Airport Consultative Committee will 
continue to play an important role in reviewing issues 
associated with the Airport.  The MAC recognises that 
this forum provides an excellent vehicle for regular 
consultation with key stakeholders, and will therefore 
ensure that regular reports are made to the committee 
on the progress of land use at the Airport. MAC will 
report on a regular basis (e.g. quarterly) to the MACC in 
relation to planning matters. 

Authorities

MAC envisages that various precincts on the site may be 
divided into ‘lots’ for the purposes of subleasing, which 
will be represented on an overall subleasing plan for the 
precinct.  This plan will be required to address a wide 
range of access, infrastructure and servicing issues 
similar to a subdivision proposal.  On this basis, MAC 
will continue to consult and work with relevant public 
authorities, where appropriate, in regards to proposals 
for the creation of major ‘subleasing’ areas.  



1. Applicant Preliminary Information Review

2. Pre-Assessment Discussion with MAC

3. Lodgement of the Application

4. Consultation regarding the Application

   5. Consideration of the Application

6. Decision on the Application

This Figure is for illustrative purposes only as part of the Moorabbin
Airport Masterplan. It is not intended, nor should it be relied upon, 
for any other purpose

Application Assessment ProcessFigure B1 – 

Collation of preliminary information regarding the application including:
- An understanding of the relevant controls
- Preliminary plans
- A description of the proposed use and/or any buildings and works

A discussion with MAC at this stage will highlight any particular issues or
information requirements that should be addressed prior to lodgment of
the application

MAC will distribute the application to relevant authorities for review
where appropriate. Such authorities will include State Government 
authorities, the City of Kingston, and infrastructure service providers
(eg. road, water, drainage, sewer, power, telecommunications)

The application lodged with MAC must include information as specified
in the Implementation Framework and as required under the provisions of
the Special Use zone. Such informations may include items such as:
- Completed application form
- A description of the proposed use and/or any buildings and works
- Any use-specific assessments required under the zone
- Plans, elevations and details of materials, colours, etc.
- External treatments (eg. landscaping and car parking)
Further information may be requested by MAC upon further consultation

MAC reviews the application content, all comments received, the relevant
Land Use Policy, Precinct Policy, Zoning, Decision Guidelines and other
provisions in the determination of the application.

MAC will issue a decision to the applicant either approving, approving
with conditions or rejecting the application. Any approval granted generally
includes a number of conditions which may relate to matters such as:
- Building design
- Access and parking
- Landscaping
- Infrastructure provisions; and the like
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An application must be accompanied by the following 
information:

 ■  A site plan drawn to scale.

 ■ Application form filled out and detailing what use/
development the applicant is applying specifically 
for.

 ■  Scaled elevation drawings to identify the colour and 
materials of all buildings and works.

 ■  Construction details of all drainage works, driveways, 
vehicle parking and loading areas.

 ■  A landscape layout which includes the description of 
vegetation to be planted, its source, the surfaces to 
be constructed, site works specification and method 
of preparing, draining, watering, maintaining and 
monitoring the landscape area.

 ■  Details relating to access, building materials and 
colour, vehicle parking, noise amenity, visual amenity 
and height limitations.

 ■  Pre and post-construction environmental and works 
plan.

 ■  Any other information required by MAC to assist in 
its decision making process in relation to a particular 
application. This may include, but is not limited to, 
an assessment of traffic impacts, infrastructure 
requirements etc.

The Special Use zone schedules applying to the Airport 
also include application requirements.

A preliminary assessment of the proposal will be 
undertaken and any further requirements that may be 
required will be requested in writing at this stage to the 
applicant.

iv) Consultation regarding the application

Upon lodgement of the application MAC may distribute it 
to relevant authorities for their review where necessary.  
Such authorities may include:

 ■  Various state government authorities

 ■  Various aviation authorities

 ■  The City of Kingston

 ■  South-East Water (water and sewer)

 ■  Jemena (electricity)

 ■  Telstra (telecommunications)

 ■  Vic Roads (roads)

 ■  Melbourne Water (storm water and drainage)

v) Consideration of the application

In considering the application, the MAC takes into 
account the Land Use Policy (Section 2), precinct 
policy (Section 3) and the relevant zoning and other 
provisions (Section 4).

vi) Decision on the application

The MAC will issue a decision to the applicant either 
approving or rejecting the application.  Any approval 
granted generally contains a number of conditions 
which relate to matters such as:

 ■  Building Design;

 ■  Access & Parking;

 ■  Landscaping;

 ■  Amenity;

 ■  Infrastructure provision and the like.

Standard conditions are imposed on most approvals 
however a number of application specific conditions are 
also included.  All decisions are made in writing.  Where 
an approval is issued plans must also be finalised and 
endorsed prior to any proposal proceeding.

This process is summarised in Figure B1.
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2 Land Use Policy



2 1 Strategic Policy Considerations

The third Master Plan prepared by Moorabbin Airport 
Corporation (MAC) aims to build on the strong vision to 
continue the operation and future use of an airport of major 
importance to the State of Victoria.  MAC will continue 
to provide key aviation services to the community in 
Victoria and importantly provide a major source of local 
employment in a wide variety of activities.

In formulating the vision and objectives and preparing 
the Land Use Policy MAC has had regard to a range 
of considerations.  These matters provide the basis of 
the implementation framework and decision guidelines 
for the assessment of future use and development 
applications at the airport.

The key strategic considerations are:

1.  The need to identify precincts to accommodate the 
specified uses in the context of the ongoing and 
significant aviation role of the airport;

2.  The need to regulate the height and siting of 
buildings to ensure the ongoing safety of airport 
operations;

3.  The need to consider environmental conditions and 
the environmental impact of airport operations and 
uses;

4.  The need for transport infrastructure to cater for 
the proposed uses, with a particular focus on the 
use of and accessibility to public transport;

5.  The need to provide reticulated services and other 
services infrastructure to provide for future airport 
operations and uses;

6.  The mix of uses that may be appropriately developed 
at the airport.

7.  The demand for commercial, retail and other 
facilities to service the growing on-airport, local 
and regional populations;

8.  The need to ensure quality built form in accordance 
with identified design, siting and environmental 
guidelines; 

9.  The likely amenity impacts of any proposed uses; 
and

10.  The need to continue to consult with relevant 
authorities in line with established consultation 
processes.

2 2 Vision and Objectives 

The Moorabbin Airport Corporation’s vision for Moorabbin 
Airport is:

To continue to develop an efficient and fully functioning 
Airport of Regional and State significance, supported 
and enhanced by quality land use, which will significantly 
contribute to and improve and support the operation and 
growth of the airport and the economic and social base 
of south eastern metropolitan Melbourne, particularly its 
local community.

In response to the strategic considerations and to 
achieve the overall vision to provide key aviation 
services to the community and provide a major source 
of local employment in a wide variety of activities, 
the Moorabbin Airport Corporation will implement the 
following objectives;

 ■  To protect airspace and safety zone requirements,
 ■  To consolidate and support the current primary roles 

of aviation and commercial flying training well into the 
future, by the retention and expansion of the current 
aviation infrastructure including runways, taxiways, 
navigational aids and hangar complexes;

 ■  To provide for and encourage an efficient and 
capable base for all aviation functions, including the 
developing corporate and business market, as well 
as providing for existing aviation uses;

 ■  To plan for a possible future regular public transport 
role;

 ■  To recognise and protect ancillary services such 
as aircraft maintenance and avionics support, fuel 
supply and navigational services;

 ■  To support the co-location of engineering and 
avionics services and other aviation business related 
land use;

 ■  To encourage the provision of high quality, user 
friendly public services and facilities;

 ■  To build on opportunities in the aviation precinct and 
the wider region to facilitate appropriate research and 
land uses through links with key industry education 
and training organisations;

 ■  To build on and advance the airport precincts’ 
established employment role;

 ■  To encourage land use which enhances the core 
aviation function of the airport and integrates with 
airport operations and the local sub-region;
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1. Airside

Airside land is defined by The Act as the part of the 
Airport grounds, and the part of the Airport buildings, 
to which the non-travelling public does not have free 
access.

The airside land use area provides for airport operations 
and consists solely of aviation infrastructure   This land 
primarily refers to runway and taxiways, helipads, the 
control tower, lighting and navigation areas, apron areas 
and fuel refilling operations.  Access to airside areas is 
restricted to those with specific permission.

This area also incorporates land set aside and protected 
for both future runways and other aviation infrastructure 
that may be required in the future.

The purpose of this land use area is to preserve the 
Airport’s key aviation function not only for commercial 
flights and other air movements but also to preserve 
the essential flight training facilities and services that 
the Airport offers and to provide for the future growth 
of the Airport.

Land use that can be located within this land use area 
is detailed in Schedule 1 to the Special Use zone as set 
out in Section 4.1.1.

2. Landside 

Landside land is defined by The Act as the part of the 
Airport grounds, and the part of the Airport buildings, to 
which the non-travelling public has free access.

This land includes passenger terminals, aircraft hangars, 
maintenance depots, fuel depots, airline and aviation 
related businesses; aviation support and ancillary 
uses as well as a number of other commercial, retail 
and business operations.  Access to landside areas 
is partly restricted within secured aviation support and 
operational areas and is otherwise not restricted and 
available for public access.

This land use area provides land for aviation operational 
facilities and the myriad of support services that are 
involved in the aviation industry and serve an essential 
role in the continued operations of the Airport itself. It is 
important that these associated services are co-located 
with the airside land use area to ensure ease of use, 
access and efficiency.

Landside areas include Kingston Central Plaza, the 
Chifley Business Park and vacant former golf course 
land

There are opportunities within these landside areas for 
a significant increase in employment numbers as the 
area develops and provides activities and services 
which support and enhance the Airport and south east 
regional economy and community.

The zoning controls for the landside area are set out in 
Schedules 2 and 3 to the Special Use zone at Sections 
4.1.2 and 4.1.3 respectively.

 ■  To encourage land use and development which 
is safe, efficient, flexible and environmentally 
sustainable;

 ■  To provide services and facilities for the growing 
employee population at the airport;

 ■ To provide activities and services, including office, 
industrial, retail and commercial/business uses;

 ■ Support and enhance the south east regional 
economy and community;

 ■ To strengthen the range of existing uses and 
compatibility of these and new land uses;

 ■ To recognise the role of the Australian National 
Aviation Museum to the Moorabbin Airport, the local 
community and the State of Victoria;

 ■ To support land use which, other than for Moorabbin 
Airport, could not generally be developed within the 
wider Kingston region;

 ■ To maximise the opportunity presented by the airport 
precincts’ excellent access to the surrounding road 
network and proximity to a strong (and growing) labour 
force to improve the supply of local employment 
opportunities;

 ■ To build upon and improve key traffic, drainage and 
other infrastructure in the immediate environs of the 
airport;

 ■ To provide a high quality location and environment for 
a mix of aviation business and range of employment 
opportunities to be established;

 ■ To continue established programmes of consultation 
with state authorities and the local community, both 
at the immediate local level and also within the region 
and the State;

2 3 Land Use Strategy

The future planning and use of Moorabbin Airport is 
guided by the strategic policy considerations and 
objectives for the airport as described above which are 
shown indicatively on the Land Use plan, Figure B2.

The Indicative Land Use plan identifies areas set 
aside for airfield and landside activities.  Furthermore, 
the Plan recognises the infrastructure required to 
protect the current function of the airport, including 
infrastructure items that will benefit the wider community 
which are illustrated in Figure A14 – Proposed Site 
Infrastructure.

As with the 1999 and 2004 approved Master Plans, 
specified land use areas are shown as precincts which 
are described in Section 3.  Consistent with these 
approved Master Plans for the airport, Moorabbin Airport 
will continue to provide for increased retail provision in 
order to cater for the growing airport population in the 
key commercial and business precincts.  Land uses 
which complement wider population (local and regional) 
and airport population needs will also be encouraged.

The key land use areas are identified under the titles 
‘Airside’ and ‘Landside’ as follows:



Figure B1 – Moorabbin Airport Indicative Land Use
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3 Precinct Policy
The Airport land is divided into a number of precincts 
based on the primary focus of activity in each.  These 
precincts are shown in the Airport Precinct Plan (Figure 
B3) and in the description of each precinct forming part 
of this section. 

The Precinct Plan forms part of the implementation 
framework for the Land Use Policy and provides an 
indicative land use framework to respond to varied land 
use requirements. The definition of precincts provides for 
flexibility to enable the unique opportunities for landside 
and airside activities to be achieved in response to 
changes in market directions and forces.  The Precinct 
Plan also provides a broad direction in respect to the 
land uses to be contemplated in each precinct.

The Special Use zone provisions and other controls 
included in Section 4 add further detail to the regulatory 
framework to guide the planning and implementation 
of land uses in each of these precincts at Moorabbin 
Airport.



Figure B2 – Airport Precinct Plan
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3 1 Precinct A – Airside Operations

Precinct A encompasses land directly required for 
airside activities.  Since the first Master Plan of 1999 
was prepared and approved the long term protection 
of this precinct has been acknowledged as essential to 
the long-term sustainability of airport operations.

The Land Use Policy allows for an increased airside area 
which is accommodated in this precinct.  In particular, 
the addition of increased areas at the southern end of the 
airfield  will ensure the long term protection of aviation 
activities at the Airport.  Precinct A also includes the 
construction of a dry flood retention basin on the south-
east corner of the site which amongst other things, will 
alleviate flooding to airfield infrastructure.

Both of these initiatives will benefit airside operations 
and future growth and are significant proposals which 
will be fully coordinated with the adjoining landside 
zones.

Objective

To protect airspace and safety zone requirements.

To provide the basis for the growth and development of 
the airport’s core aviation support infrastructure including 
aviation operations, both fixed wing and helicopter 
operations, aviation buildings, parking, navigational aids 
and other core aviation support services. To provide for 
the development and operation of runways, taxiways, 
training areas, aircraft parking areas, apron areas, 
aviation buildings and runway clearance and protection 
areas.

To provide for and encourage an efficient and capable 
base for a range of aviation functions.

Strategies to achieve this objective
 ■  Protect areas directly required for airside activities 

together with appropriate buffers to meet safety 
requirements.

 ■ Reserve appropriate areas for runways, taxiways, 
aviation buildings, aircraft parking and other 
infrastructure to enable forecast growth levels to be 
realised.

 ■  Ensure that new activity takes account of issues 
related to sustainable aviation business growth.

 ■  Reserve the south-east corner of the precinct in 
order to provide for future runway protection, clear 
runway end, runway extension and for the provision 
of a ‘dry’ flood retention basin which will alleviate 
flooding of runways and airport infrastructure in the 
event of significant storm activity.

Precinct A is shown in Figure B4.



Figure B3 – Precinct A – Airside Operations
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3 2 Precinct B – Airport Support 
Services

Precinct B encompasses land to the west and south 
of the existing runways and taxiways.  The primary role 
of this precinct is to provide for the accommodation 
of aviation industry employment and support facilities, 
including aviation hangars, aviation related business, 
offices and aircraft parking.

The precinct will accommodate expanded aviation 
activities including hangars for corporate and general 
aviation as well as dedicated helicopter hangars, 
additional aircraft parking and support uses.  The 
southern part of this precinct is to accommodate 
aviation expansion and the potential for future Regular 
Public Transport operations and terminal facilities.  It is 
expected that non-aviation business and support uses 
may also locate within this precinct.

Objective

To provide for aviation and non-aviation business 
facilities and employment growth.

To support the long-term aviation needs of the airport 
including aviation expansion, Regular Public Transport 
operations and terminal areas.

To provide for and encourage an efficient and capable 
base for a range of aviation functions.

To encourage linkages with aviation support services in 
the adjacent Precinct E.

To provide additional employment opportunities for the 
region and local area.

Strategies to achieve this objective
 ■  Protect airside and aviation activities by ensuring the 

appropriate siting and design of buildings.

 ■ Encourage the use of the precinct for the 
development of transport terminals, hangars, aircraft 
parking areas, apron areas, fuel depots, taxiways 
and maintenance facilities.

 ■ Support opportunities for a range of engineering, 
avionic and other aviation business related land 
use as well as non aviation industries, businesses, 
support services, offices and other activities.

 ■  Encourage the upgrading of existing buildings and 
facilities on the site which enhance the function, 
amenity and overall integration of land use within the 
precinct and to adjoining precincts.

 ■  Encourage the agglomeration of aviation related 
industry which contributes to research, education 
and the development and application of aviation 
technology. 

 ■  Encourage journey to work opportunities via existing 
public transport through the establishment of clear 
pathways and signage that link the site with the 
Principal Public Transport Network along Centre 
Dandenong Road.

Figure B5 shows the extent of Precinct B.



Figure B4 – Precinct B – Airport Support Services
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3 3 Precinct C – Existing Retail & 
Commercial

Precinct C comprises land in the north-west corner 
of the site which is occupied by the Direct Factory 
Outlets Centre and other retail activities, a service 
station complex and associated car parking areas.  
This precinct will continue to encourage the location 
of retailing outlets (including non-traditional forms) and 
other business and commercial uses.  Additional retail 
uses are envisaged to occur in Precinct D.

Objective

To maintain and enhance the existing role of the 
precinct.

To promote retailing activity and uses which support the 
role of the Airport as a key regional destination.

To provide additional retail, business and commercial 
employment opportunities for the airport, region and 
local area.

To maximise usage of the Principal Public Transport 
Network.

Strategies to achieve this objective
 ■ Encourage the provision of retail premises, including 

discount and traditional forms of retailing.

 ■ Encourage activities and services which support 
and enhance the local and regional economies and 
provide locally based retail, business and commercial 
employment opportunities.

 ■ Promote opportunities for a range of retail services, 
take-away food, restaurant and convenience food 
and drink premises to enhance the role of the 
precinct and service this and adjoining precincts.

 ■ Encourage pedestrian linkages to and use of the 
Principal Public Transport Network along Centre 
Dandenong Road abutting this precinct.

Precinct C is shown in Figure B6.



Figure B5 – Precinct C – Existing Retail & Commercial
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3 4 Precinct D – Industrial, Office, 
Retail, Commercial and Aviation 
Support

This precinct comprises land described as Precincts D 
and E in the 1999 and 2004 Master Plan.

This precinct encompasses land to the east of the 
existing runways which enjoys expansive frontages to 
Centre Dandenong and Boundary Roads.  Since the 
approval of the 1999 Master Plan this precinct has been 
extensively developed with warehouses and campus 
style office activities at Chifley Business Park.

Within this precinct significant infrastructure development 
is to occur including the major redevelopment of the 
Mordialloc Settlement drain connecting off-airport 
drainage infrastructure to the north and running south 
though this precinct to a dry retention basis and the 
existing drainage outfall in Precinct A.  It is also proposed 
to construct a new connector road between Centre 
Dandenong Road and Boundary Road as an extension 
to the existing Chifley Drive.  Other infrastructure works 
proposed for this precinct are described in Section 11 
of the Master Plan Context.

Uses will include industrial, warehouse, office, retail, 
restricted retail, showrooms, business and corporate 
related facilities, and conference and hotel facilities.  
Retail uses contemplated in this precinct are in addition 
to those contemplated in Precinct C.  Activity in this 
precinct will continue to support employment and 
the growing airport, local and regional population.  
Business growth and activity will increase employment 
opportunities for the growing local and regional 
labour market.  Higher intensity uses with a stronger 
employment focus will locate in the eastern portion of 
this precinct.

Activity in this precinct will provide activities and services 
which support and enhance the Airport, provide services 
to the airport employee population and enhance the 
south east regional economy and community.

The development of synergies between new commercial 
land uses and airside activities will also be promoted 
throughout this precinct, with support for high tech 
aviation industries and aviation support where precinct 
land abuts the periphery of aviation land.

Objectives

To provide additional employment opportunities for the 
region linked to the Principal Public Transport Network.

To develop a strong employment activity node which may 
include office, warehouse, business, retail, restricted 
retail, showrooms, business, corporate, conference 
and hotel facilities.

To promote opportunities for employment in a manner that 
contributes to the high profile, high quality landscaped 
environment already in part established on the site.

To encourage opportunities for high tech aviation 
industries and aviation support on land abutting Precinct 
A.

To encourage development to provide strong pedestrian 
linkages to the Principal Public Transport Network.

Strategies to achieve this objective
 ■ Promote opportunities for new land use to integrate 

with and expand on the existing high quality business 
and commercial activities. 

 ■ Recognise and support the existing industry, 
warehouse, office and commercial activities.

 ■ Promote this precinct for commercial, business, retail, 
industrial, office and corporate related facilities.

 ■  Encourage journey to work opportunities via the 
Principal Public Transport Network along Centre 
Dandenong Road.

 ■  Protect airside and aviation activities by ensuring 
the appropriate siting and design of all buildings and 
infrastructure.

 ■  Promote opportunities in appropriate locations for 
high tech aviation industries and aviation support 
activities.

 ■  Encourage high quality urban design and built form, 
attractive landscape entry treatments, generous 
boulevards, sensitive treatment of key site frontages 
and balanced site coverage.

 ■  Provide services and facilities for the growing 
employee population at the airport and in the 
region..

 ■  Ensure that activities within this precinct have regard 
to the interfaces with other precincts and non-airport 
land.

 ■  Reserve land for the Mordialloc Settlement Drain 
reserve.

 ■  Reserve land associated with the proposed 
connector road between Centre Dandenong Road 
and Boundary Road and other infrastructure works.

Figure B7 illustrates the extent of Precinct D.



Figure B6 – Precinct D – Office, Retail, Commercial, Industrial and Aviation Support
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3 5 Precinct E – Business and 
Commercial including Aviation 
Support

This precinct comprises land described as Precincts F 
and G in the 1999 and 2004 Master Plans.

This precinct encompasses land to the west and south 
of the airport support services area (Precinct B).  The 
precinct includes a range of aviation support and related 
activities (such as the Air Museum).  A small area of land 
in the south-east corner of the site is also included in this 
precinct with frontage to Lower Dandenong Road.  This 
land is occupied by an existing BP service station which 
was established prior to privatisation of the airport

The new access road proposed through this precinct 
will re-establish an important link into the Airport terminal 
and aviation facilities from the south east and will 
improve access both within the precinct and beyond.  
The opportunity also exists for bus routes to link with 
the Moorabbin Airport terminal and business precincts.

The precinct will include industrial, business, office, 
restricted retail and warehouse uses as well as 
appropriate support services.  Such uses should 
be compatible with the existing aviation and related 
activities, and with land use both within the precinct and 
to the south of Lower Dandenong Road.  Higher intensity 
uses with a stronger employment focus will locate in the 
southern portion of this precinct whilst aviation support 
services may locate in areas abutting the airfield.

Objective

To enhance the range of aviation support services 
and related business activities, particularly in locations 
adjoining Precinct B.

To promote opportunities for industrial, commercial and 
business land use which builds upon strategic linkages 
to existing industrial precincts to the west of the site.

To provide additional employment opportunities for the 
region.

Strategies to achieve this objective
 ■ Promote a range of industrial, office, business, 

commercial, restricted retail and warehouse uses.

 ■ Promote uses which support the expanding Airport, 
local and regional populations.

 ■ Provide the opportunity for new aviation uses and 
support services to business uses.

 ■ Provide the opportunity to link existing and new 
uses.

 ■ Ensure that activities within this precinct have regard 
to the interfaces with other precincts and non-airport 
land.

 ■ Recognise and enhance the visual prominence of 
that part of the precinct fronting Lower Dandenong 
Road through strong landscaping and well designed 
urban form.

 ■ Ensure that activities within this precinct have regard 
to the identified location of the new access road 
linking the precinct (and land to the north) with Lower 
Dandenong Road.

 ■ Retain the opportunity for a new road connection 
from Southern Road through to Second Avenue and 
Grange Road.

Precinct E is shown in Figure B8.



Figure B7 – Precinct E – Business and Commercial including Aviation Support
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4 Land Use and 
 Development

The Moorabbin Airport land is zoned Special Use 
Zone which is divided into three schedule control 
areas – numbers 1, 2 and 3.  These schedules 
establish the land use zoning framework for the 
site and control land use and development.  

Each zone includes a description of its purpose 
and the requirements that apply regarding land 
use, subdivision, leasing and the construction 
and carrying out of buildings and works.  All 
three zones specify a number of uses and their 
approval requirements.

The distribution of these zones across the site is 
illustrated in Figure B9 – Zoning Plan.

The three zone schedule tables set out sections 
which specify the particular uses within each zone 
that are as-of right, those that require approval 
and those that are prohibited.  Specific land uses 
that are not listed are considered to be Section 2 
Uses that require MAC approval.

Each zone lists land uses in three sections:

 ■  Section 1 Uses that do not require approval.  
Any condition opposite the use must be met. If 
the condition is not met, the use is in Section 
2 and requires approval.

 ■  Section 2 Uses that require approval.  Any 
condition opposite the use must be met. If the 
condition is not met, the use is prohibited.

 ■  Section 3 Uses that are prohibited.

The zones are to be read in conjunction with 
the balance of this Implementation Framework, 
specifically the Land Use Policy and Precinct 
Policy which provide guidance to decision making 
in the zone.

The approval requirements described in this 
Implementation Framework are in addition to any 
approvals or consents that are required under 
the Airports Act.



Figure B8 – Zoning Plan
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4 1 Special Use Zone

Shown on the Zoning Plan (Figure B9) as SUZ with a 
number.

Purpose

To implement the Moorabbin Airport Land Use Policy 
and the Moorabbin Airport Environment Strategy.

To recognise or provide for the use and development of 
land for specific purposes as identified in a schedule to 
this zone.

4.1-1 Table of Uses

Section 1 - Approval not required

Use Condition

Any use in Section 1 of the schedule to this 
zone

Must comply with any condition in Section 1 of the schedule 
to this zone. If a condition is not met then the use becomes a 
Section 2 Use.

Section 2 - Approval required

Use Condition

Any use in Section 2 of the schedule to this zone Must comply with any condition in Section 2 of the schedule to this zone.

Any other use not in Section 1 or 3 of the schedule to 
this zone

Section 3 – Prohibited

Use

Any use in Section 3 of the schedule to this 
zone
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4.1-2 Use of land
Any requirement in the schedule to this zone must be 
met. 

Application requirements

An application to use land must be accompanied by any 
information specified by the Airport Operator and/or in 
the schedule to this zone.

Decision Guidelines

Before deciding on an application, the Moorabbin Airport 
Corporation must consider, as appropriate, 

 ■  The consistency of the proposal with the:

 ■  Moorabbin Airport Land Use Policy; and

 ■  Moorabbin Airport Environment Strategy.

 ■  The Airports Act 1996 and Regulations.

4.1-3 Leasing
As all Airport land is owned by the Commonwealth of 
Australia and leased to the Airport Operator, land is 
subject to either a lease, sub-lease, licence or other 
occupancy agreement.

4.1-4 Buildings and works
Approval is required to develop land including to 
construct a building or construct or carry out works 
unless the schedule to this zone specifies otherwise.

Any requirement of the Airport Building Controller and/or 
in the schedule to this zone must be met.

If buildings or works are of a nature specified in 
Section 89 of the Airports Act 1996, then the relevant 
requirements of Sections 90 to 94 of the Airports Act 
1996 apply.

Maximum height of buildings or works must not exceed 
the relevant Obstacle Limitations Surface standards.

Application requirements

An application to construct a building or construct 
or carry out works must be accompanied by any 
information specified by the Airport Operator and/or in 
the schedule 

Decision guidelines

Before deciding on an application, the Moorabbin Airport 
Corporation must consider, as appropriate, 

 ■  The consistency of the proposal with the:

 ■  Moorabbin Airport Land Use Policy;

 ■  Moorabbin Airport Environment Strategy;

 ■  The Airports Act 1996 and Regulations.

4.1-5 Advertising signs
Advertising sign requirements are at Section 4.2 of this 
Implementation Framework.

4.1-6 Car Parking
Car parking requirements are at Section 4.3 of this 
Implementation Framework.

4.1-7 Loading and Unloading Vehicles
Requirements for the loading and unloading of vehicles 
are at Section 4.4 of this Implementation Framework.

4.1-8 Design Principles
Design Principles for New Development are at Section 
4.5 of this Implementation Framework.



4.1.1 Special Use Zone – Schedule 1
Shown on the Zoning Plan (Figure B9) as SUZ1

Moorabbin Airport Airside

Purpose
 ■  To provide for the use and development of the land 

in accordance with the Moorabbin Airport Land Use 
Policy

 ■  To protect airside land and uses for aviation 
operations

 ■  To preserve and enhance the aviation capacity and 
functions of Moorabbin Airport

 ■  To facilitate Regular Public Transport operations.

 ■  To minimise flooding risk to airport operations.

4.1.1-1 Table of Uses

Section 1 - Planning Approval not required

Use Condition

Air traffic control facility

Aircraft operations

Airport operations facilities

Apron

Helipad

Heliport

Minor utility installation

Navigational aids including weather station

Road

Runway

Runway approach aids

Taxiway
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Section 2 - Planning Approval required

Use Condition

Advertising signs

Aviation maintenance facility

Aviation support facility

Car park

Fuel facility

Passenger terminal and associated facilities

Transport terminal

Utility installation (other than Minor utility 
installation)

Any other use not in Section 1

Section 3 – Prohibited

Use

Nil

4.1.1-2 Use of land

Application requirements

An application to change the use of land or any part 
thereof must be accompanied by, amongst other 
information, the following, as appropriate:

 ■  The purpose of the use and the types of activities 
which will be carried out.

 ■  A site plan drawn to scale showing the location of 
the proposed uses and activities.

 ■  A traffic management plan.

 ■  Details of any car parking required and provided in 
conjunction with the proposed use.

 ■  Details of any amenity impacts arising as a 
consequence of the proposed use.

 ■  An economic assessment.

4.1.1-3 Buildings and works

Application requirements

An application must be accompanied by, amongst other 
information, the following, as appropriate:

 ■  A site plan drawn to scale.

 ■  Scaled elevation drawings to identify the colour and 
materials of all buildings and works.

 ■  Construction details of all drainage works, driveways, 
vehicle parking and loading areas.

 ■  A landscape layout which includes the description of 
vegetation to be planted, its source, the surfaces to 
be constructed, site works specification and method 
of preparing, draining, watering, maintaining and 
monitoring the landscape area.

 ■  Details relating to access, building materials and 
colour, vehicle parking, and height limitations.

 ■  Pre and post-construction environmental and works 
plan.



4.1.2 Special Use Zone – Schedule 2
Shown on the Zoning Plan (Figure B9) as SUZ2

Moorabbin Airport Commercial Development

Purpose
 ■  To provide for the use and development of the land 

in accordance with the Moorabbin Airport Land Use 
Policy.

 ■  To encourage the development of aviation related 
uses.

 ■  To encourage the development of commercial, retail, 
business and office uses.

 ■  To establish strong employment and business 
precincts and maximise employment opportunities.
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4.1.2-1 Table of Uses

Section 1 - Planning Approval not required

Use Condition

Air traffic control facility

Aircraft operations

Aircraft operations facilities

Apron

ATC associated facilities

Aviation education facility

Aviation fuel facility

Aviation maintenance facility

Aviation support facility

Convenience shop

Helipad

Heliport

Industry Must be appropriately designed and located so as not to cause 
offence or unacceptable risk to the neighbourhood

Leisure and recreation other than Major sports 
and recreation facility and Motor racing track

Minor utility installation

Navigational aids including weather station

Office

Passenger terminal and associated facilities

Retail premises (other than Gambling 
premises)

Road

Runway approach aid

Service industry

Service station

Shop (other than Department store and Adult 
sex bookshop)

An economic assessment and planning policy assessment is 
required for any proposal over 1,000 square metres

Taxiway

Transport terminal

Warehouse



Section 2 - Planning Approval required

Use Condition

Advertising signs

Car park

Caretakers dwelling

Food and drink premises

Freight handling facility

Function centre

Hotel

Residential hotel

Restricted retail premises

Utility installation (other than Minor utility 
installation

Any other uses not in Section 1 or 3

Section 3 – Prohibited

Use

Adult sex bookshop

Dwelling (other than Caretakers dwelling)

Department store

Extractive industry

Gambling premises

Intensive animal husbandry

Major sports and recreation facility
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4.1.2-2 Use of land

Application requirements

An application to change the use of land or any part 
thereof must be accompanied by, amongst other 
information, the following, as appropriate:

 ■  The purpose of the use and the types of activities 
which will be carried out.

 ■  A site plan drawn to scale showing the location of 
the proposed uses and activities.

 ■  A traffic management plan

 ■  Details of any car parking required and provided in 
conjunction with the proposed use.

 ■  Details of any amenity impacts arising as a 
consequence of the proposed use.

 ■  An economic assessment.

4.1.2-3 Buildings and works

Application requirements

An application must be accompanied by, amongst other 
information, the following, as appropriate:

 ■  A site plan drawn to scale.

 ■  Scaled elevation drawings to identify the colour and 
materials of all buildings and works.

 ■  Construction details of all drainage works, driveways, 
vehicle parking and loading areas.

 ■  A landscape layout which includes the description of 
vegetation to be planted, its source, the surfaces to 
be constructed, site works specification and method 
of preparing, draining, watering, maintaining and 
monitoring the landscape area.

 ■  Details relating to access, building materials and 
colour, vehicle parking, and height limitations.

 ■  Pre and post-construction environmental and works 
plan.



4.1.3-1 Table of Uses

Section 1 - Planning Approval not required

Use Condition

Leisure and recreation (other than Major 
sports and recreation facility, and Motor 
racing track)

Minor utility installation

Office

Place of assembly

Retail premises (other than Gambling 
premises)

Road

Service industry

Service station

Shop (other than Department store and 
Adult sex bookshop)

An economic assessment and planning policy assessment is required 
for any proposal over 1,000 square metres

Warehouse

4.1.3 Special Use Zone – Schedule 3
Shown on the Zoning Plan (Figure B9) as SUZ3

Moorabbin Airport Commercial and Retail Activity

Purpose

 ■  To provide for the use and development of the land 
in accordance with the Moorabbin Airport Land Use 
Policy.

 ■  To encourage a range of retail and commercial 
uses.

 ■  To provide additional employment opportunities.
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Section 3 - Prohibited

Use Condition

Adult sex bookshop

Corrective institution

Department store 

Dwelling

Gambling premises

Extractive industry

Intensive animal husbandry

Major sports and recreation facility

Motor racing track

Section 2 - Planning Approval required

Use Condition

Advertising sign

Utility installation

Industry

Restricted retail premises

Utility installation (other than a Minor utility 
installation)

Any other use not in Section 1 or 3

4.1.3-2 Use of land
Application requirements

An application to change the use of land or any part 
thereof must be accompanied by, amongst other 
information, the following, as appropriate:

 ■  The purpose of the use and the types of activities 
which will be carried out.

 ■  A site plan drawn to scale showing the location of 
the proposed uses and activities.

 ■  A traffic management plan.

 ■  Details of any car parking required and provided in 
conjunction with the proposed use.

 ■  Details of the amenity impacts arising as a 
consequence of the proposed use.

 ■  An economic assessment.

4.1.3-3 Buildings and works
Application requirements

An application must be accompanied by, amongst other 
information, the following, as appropriate:

 ■  A site plan drawn to scale.

 ■  Scaled elevation drawings to identify the colour and 
materials of all buildings and works.

 ■  Construction details of all drainage works, driveways, 
vehicle parking and loading areas.

 ■  A landscape layout which includes the description of 
vegetation to be planted, its source, the surfaces to 
be constructed, site works specification and method 
of preparing, draining, watering, maintaining and 
monitoring the landscape area.

 ■  Details relating to access, building materials and 
colour, vehicle parking, and height limitations.

 ■  Pre and post-construction environmental and works 
plan.



4 2 Advertising Signs

The Purpose of this section is;

 ■ To allow adequate and effective signage at Moorabbin 
Airport.

 ■ To ensure signs do not contribute to excessive visual 
clutter or visual disorder.

 ■ To ensure that signs do not cause loss of amenity or 
adversely affect the natural or built environment or 
the safety, appearance or efficiency of the Airport.

4.2.1 Requirements
Advertising controls

The control for the display of advertising signs is divided 
into three sections.

 ■ A sign in Section 1 may be displayed without 
approval, but a condition opposite the sign must be 
met. If the condition is not met , the sign requires 
approval unless specifically included in Section 3 as 
a sign that does not meet the Section 1 condition.

 ■ A sign in Section 2 may be displayed only with 
approval and a condition opposite the sign must 
be met. If the condition is not met, the sign is 
prohibited.

 ■ A sign in Section 3 is prohibited and must not be 
displayed.

 ■ If a sign can be interpreted in more than one way, 
the most restrictive requirement must be met.

Expiry of approval

Approval for a sign other than a major promotion sign 
expires on the date specified in the approval. If no date 
is specified, the expiry date is 15 years from the date of 
issue of the approval.
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4.2.2 Advertising Sign Controls 

Section 1 - Approval not required

Sign Condition

Business identification sign The total advertisement area of all signs to each premises must not 
exceed 8 sq metres. This does not include a direction sign.

Direction sign Only one to each premises.

Section 2 - Approval required

Sign Condition

Floodlit sign  
Internally-illuminated sign

Must comply with the requirements of the Airports Act and 
regulations in relation to lighting around airports.

Any other sign not in Section 1

Section 3 - Prohibited

Sign Condition

Nil



4.2.3 Application requirements
An application to display an advertising sign must be 
accompanied by the following information, as appropriate 
and to the satisfaction of the MAC:

 ■  A site context report, using a site plan, photographs 
or other methods to accurately describe:

 ▬  The location of the proposed sign on the site or 
building and distance from property boundaries.

 ▬  The location and size of existing signage on the 
site including details of any signs to be retained 
or removed.

 ▬  The location and form of existing signage on 
abutting properties and in the locality.

 ▬  The location of closest traffic control signs.

 ■  The dimensions, height above ground level and 
extent of projection of the proposed sign,

 ■  The height, width, depth of the total sign structure 
including method of support and any associated 
structures such as safety devices and service 
platforms.

 ■  Details of associated on-site works.

 ■  Details on any form of illumination including details 
of baffles and the times at which the sign would be 
illuminated.

 ■  The colour, lettering style and materials of the 
proposed sign.

 ■  The size of the display (total advertising area including 
all sides of a multi-sided sign).

 ■  The location of any corporate logo box and proportion 
of display area occupied by such a logo box.

 ■  For animated or electronic signs, a report addressing 
the decision guidelines at Clause 4.2.1-4 relating to 
aviation and road safety.

 ■  Any landscaping details.

 ■  For any sign over 18 square metres in area:

 ▬  A description of the existing character of the 
area including built form and landscapes.

 ▬  The location of any other signs over 18 square 
metres, or scrolling, electronic or animated 
signs within 200 metres of the site.

 ▬  Any existing identifiable advertising theme in the 
area.

 ▬  Photo montages or a streetscape perspective of 
the proposed sign.

 ▬  Level of illumination including:

 ▬ Lux levels

 ▬ The dwell and change time for any non-static 
images.

 ■  The relationship to any significant or prominent views 
and vistas.

4.2.4 Decision Guidelines
Before deciding on an application to display a sign, the 
MAC must consider, as appropriate:

 ■  The requirements of the Airports Act and regulations 
in relation to lighting around airports.

 ■  The impact on aircraft movements and safety.

 ■  The relationship to the streetscape, setting or 
landscape.

 ■  The relationship to the site and building.

 ■  The impact of structures associated with the sign.

 ■  The impact of glare and illumination.

 ■  The need for identification and the opportunities for 
adequate identification on the site or locality.

 ■  The impact on aviation and road safety.

4.2.5 Signs not requiring approval
Approval is not required to display the following signs:

 ■  A sign identifying the functions or property of a 
government department, public authority or municipal 
council, but not a promotion sign displayed at the 
direction of any of these bodies.

 ■  A sign controlling traffic on a public road, railway, 
tramway, water or in the air, provided it is displayed 
at the direction of MAC, a government department, 
public authority or municipal council.

 ■ A sign in a road reserve which gives direction or 
guidance about a tourist attraction, service or facility 
of interest to road users. The sign must be displayed 
to the satisfaction of the MAC and any relevant road 
authority.

 ■  A sign required by statute or regulation, provided it is 
strictly in accordance with the requirement.

 ■  A sign inside a building that cannot generally be 
seen outside.

 ■  A sign with an advertising area not exceeding 5 
square metres publicising a local educational, 
cultural, political, religious, social or recreational 
event not held for commercial purposes. Only one 
sign may be displayed on the land, it must not be 
an animated or internally-illuminated sign and it 
must be not displayed longer than 14 days after the 
event is held or 3 months, whichever is sooner. A 
sign publicising a local political event may include 
information about a candidate for an election.

 ■  A sign publishing a special event on the land or in 
the building on which it is displayed, provided no 
more than 8 signs are displayed in a calendar year 
and the total number of days the signs are displayed 
does not exceed 28 in that calendar year. The sign 
must be removed when the event is finished.
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 ■  A sign with an advertisement area not exceeding 
2 square metres publicising the sale of goods or 
livestock on the land or in the building on which it 
is displayed, provided the land or building is not 
normally used for that purpose. Only one sign may be 
displayed, it must not be an animated or internally-
illuminated sign and it must not be displayed longer 
than 3 months without approval.

 ■  A sign with an advertisement area not exceeding 10 
square metres publicising the sale or letting of the 
property on which it is displayed. Only one sign may 
be displayed, it must not be an animated sign and it 
must not be displayed longer than 7 days after the 
sale date. Approval may be granted for:

 ■  The advertisement area to exceed 10 square metres 
if the sign concerns more than 20 lots.

 ■  The sign to be displayed on land excised from 
the subdivision and transferred to the municipal 
council.

 ■  The sign to be displayed longer than 7 days after 
the sale date.

No approval is required to fly the Australian flag or to 
display the flag on a building, painted or otherwise 
represented, provided it is correctly dimensioned and 
coloured in accordance with the Flags Act 1953. 

4.2.6 Existing Signs
A sign that was lawfully displayed on the approval date 
of the Implementation Framework or that was being 
constructed on that date may be displayed or continued 
to be displayed and may be repaired and maintained.

A lawfully displayed advertisement may be renewed or 
replaced. However, approval is required:

 ■  To renew or replace the advertisement of an animated 
or internally-illuminated sign.

 ■  If the advertisement area is to be increased.

 ■  If the renewal or replacement would result in a 
different type of sign.

A sign that is reconstructed must meet the relevant 
advertising sign requirements.

4 3 Car Parking

The purpose of this control is to ensure that appropriate 
car parking facilities are provided at Moorabbin Airport.

4.3.1 Car Spaces

Provision of car spaces

A new use must not commence or the floor area of an 
existing use must not be increased until the required car 
spaces have been provided on the land.

Where the floor area occupied by an existing use is 
increased, the parking requirement only applies to the 
floor area of any extension of the use or site area provided 
the existing number of car spaces is not reduced.

Number of car spaces required

The table at Section 4.3.4 sets out the number of car 
spaces required for particular uses. The requirement for 
car spaces for a use listed in column 1 of the table is 
the product of columns 2 and 3 of the table.

Approval may be granted to reduce or to waive the 
number of car spaces required by the table. 

Where a use is not specified in the table at Section 
4.3.4, an adequate number of car spaces must be 
provided to the satisfaction of the MAC.

Decision guidelines

Before a requirement for car spaces is reduced or 
waived, the applicant must satisfy the MAC that the 
reduced provision is justified due to:

 ■  An assessment of the existing and future number of 
persons working at or visiting the premises

 ■ An empirical assessment of car parking demand.

 ■ The availability of car parking in the locality.

 ■ The proximity of public transport.

 ■ Any reduction in car parking demand due to the 
sharing of car spaces by multiple uses, either 
because of variation of car parking demand over 
time or because of efficiencies gained from the 
consolidation of shared car parking spaces.

 ■ Any car parking deficiency or surplus associated 
with the existing use of the land.

 ■ Any credit which should be allowed for a car 
parking demand deemed to have been provided 
in association with a use which existed before the 
change of parking requirement. 

 ■ Local traffic management.

 ■ Local amenity including pedestrian amenity.

 ■ Any other relevant consideration as determined by 
the MAC.



4.3.2 Design and construction

Car parking plan

Before any use commences or any new building is 
occupied, the car spaces, access lanes, driveways and 
associated works and landscaping shown on the plan 
must, to the satisfaction of the MAC, be provided and 
available for use and be:

 ■ Formed to such levels and drained so that they can 
be used in accordance with the plan.

 ■ Treated with an all-weather seal or some other 
durable surface.

 ■ Line-marked or provided with some other adequate 
means of showing the car spaces.

Decision guidelines

Before deciding that any plan is satisfactory, the MAC 
must consider:

 ■ Whether the layout of car spaces and access lanes 
are consistent with Section 4.3.3 or a variation 
generally in accordance with Australian Standard 
AS2890.1 – 1993, Parking facilities, Part 1: Off-street 
car parking; or a variation agreed with the MAC.

 ■ The protection and enhancement of the 
streetscape.

 ■ The provision of landscaping for screening and 
shade.

 ■ The design and construction standards proposed 
for paving, drainage, line marking, signage, lighting 
and other relevant matters.

 ■ The provision for pedestrian movement within and 
around the parking area.

 ■ The measures proposed to enhance the security of 
people using the parking area.

 ■ The provision of parking facilities for cyclists and 
disabled people.

 ■ The type and size of vehicle likely to use the parking 
area.

 ■ The ease and safety with which vehicles gain access 
to the site and circulate within the parking area.

 ■ The need for the required car spaces to adjoin 
the premises used by each occupier, if the land is 
occupied by more than one occupier.

4.3.3 Design of car spaces and access ways

Design requirements

Access ways should:

 ■ Be at least 3 metres wide.

 ■ Provide a turning space so that cars can exit the site 
in a forward direction as necessary to the satisfaction 
of MAC.

Car spaces and access ways should have the following 
minimum dimensions:  

Angle of Car 
Spaces to 
Access way

Access 
way Width

Car park 
Width

Car park 
Length

Parallel 3.6m 2.3m 6.7m

45˚ 3.5m 2.6m 4.9m

60˚ 4.9m 2.6m 4.9m

90˚ 6.4m 
5.8m 
5.2m 
4.8m

2.6m 
2.8m 
3.0m 
3.2m

4.9m 
4.9m 
4.9m 
4.9m

A building may project into the space if it is at least 2.1 
metres above the space.

If entry to the car space is from a road, the width of the 
access way may include the road.

Variation of requirement

Approval may be granted to vary any dimension or 
requirement of this clause. 
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4.3.4 Car parking table
The application of the rates described in this table will be subject to the decision guidelines contained in Section 
4.3.

Use Car Space Measure Rate

Residential building, other than specified in this 
table

Car spaces to each lodging room 1

Caretaker’s house Car spaces to each dwelling 1

Shop other than specified in this table Car spaces to each 100 sq metres of leasable floor area 8

Restaurant Car spaces to each seat available to the public 0.6

Office 
Postal agency

Car spaces to each 100 sq metres of net floor 3.5

Hotel or Tavern Car spaces to each 100 sq metres of bar floor area available to the 
public, plus
Car spaces to each 100 sq metres of lounge floor area available to 
the public

60 
 
 
30

Motel Car spaces to each unit, plus
Car spaces to each resident employee, plus
Car spaces to each 100 sq metres of motel service floor area not 
available for use by guests

1
1
2

Industry other than specified in this table
Mail centre

Car spaces to each 100 sq metres of net floor area 2.9

Materials recycling
Fuel depot
Milk depot
Motor repairs

Percentage of site area to be set aside for car spaces and access 
lanes, but not driveways

10

Restricted Retail premises Percentage of site area to be set aside for car spaces and access 
lanes, but not driveways

10

Warehouse Car spaces to each 100 sq metres of net floor area 1.5

Place of assembly
Funeral parlour

Car spaces to each seat or to each sq metres of net floor area, 
whichever is greater

0.3

Convenience shop Car spaces to each premises 10



4 4 Loading and Unloading of Vehicles

Purpose

To set aside land for loading and unloading commercial 
vehicles to prevent loss of amenity and adverse effect 
on traffic flow and road safety. 

Requirements to be met

No building of works may be constructed for the 
manufacture, servicing, storage or sale of goods or 
materials unless:

 ■ Space if provided on the land for loading and 
unloading vehicles as specified in the table below.

 ■ The road that provides access to the loading bay is 
at least 3.6 metres wide.

Approval may be granted to reduce or waive these 
requirements if either:

 ■ The land area is insufficient.

 ■ Adequate provision is made for loading and unloading 
vehicles to the satisfaction of the MAC. 

Floor Area of Building Minimum Loading Bay Dimensions

2,600 sq metres or less in single occupation Area
Length
Width
Height clearance

27.4 sq metres 
7.6 metres
3.6 metres
4.0 metres 

For every additional 1,800 sq metres or part Additional 18 sq metres

4 5 Design Principles for New 
Development

In addition to other matters, all applications submitted 
to the Moorabbin Airport Corporation are considered 
having regard where appropriate to the following design 
guidelines:

Objective

To achieve high quality urban design and architecture 
that: 

 ■ Reflects the role, operation and safety requirements 
of the Airport

 ■ Enhances liveability, visual amenity and safety of the 
public realm

 ■ Minimises detrimental impact on neighbouring 
properties

Context

All development should take account of its natural and 
man-made setting, particularly in the context of its 
location in the vicinity of an airport.

A detailed site analysis should accompany an 
application for development and should form the basis 
of consideration of the height, scale and massing of 
new development.

Public Realm

All development should seek to respect and enhance 
the visual amenity and safety of the public realm.

Enjoyment of the public realm should be enhanced by 
an appropriate balance of sunlight and shade.
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Entry Nodes and Streetscape Design

Proposals should present a sense of clear public entry 
to the site.

Streetscape and site landscaping should be coordinated 
to present a consistent appearance and assist in the 
identification of site access. .

Building design should have regard to neighbouring 
building height and proportion.  Where more than one 
building is proposed, buildings should be sited relative 
to one another in order to ensure a modulation and 
rhythm of streetscape, which is harmonious with the 
context.

Streetscape elevations should be designed in a manner 
which reinforces the order of the street network.  
Principal building elevations should, accordingly, be 
aligned parallel to streets.

Site Coverage

Building footprints should allow sufficient land on 
the balance of the site to accommodate appropriate 
landscaping and setbacks, including the provision of 
appropriate footpaths and other pedestrian spaces.

Building Height

Building heights are limited in terms of airport runway 
clearance and aviation safety.  All building proposals are 
assessed and referred specifically to MAC’s Operations 
and Technical Manager for separate approval to ensure 
they are within height limitation parameters.

Setbacks

Setbacks should take into account the setbacks of 
adjoining buildings, the opportunity for streetscape 
modulation, and ensure that sufficient land is available 
for landscaping.

Car parking areas should setback relative to all road 
frontages in a manner which ensures a generous 
landscape buffer to carparks and the public domain.

Building Design, Details and Materials

New development should aspire to high standards in 
architecture and urban design.

Any rooftop plant, lift over-runs, service entries, 
communication devices and other technical attachments 
should be treated as part of the overall building design.

Where proposed buildings are located adjacent to 
existing buildings, designs should be well proportioned 
and scaled in terms of architectural positions.

Building materials should be ‘clean’ and contemporary 
in nature such as metal panel, baked paint finished 
particle panel, anodized or powdercoat metal window 
framing, light glass tones and well articulated precast 
concrete forms.

Where required for compliance with relevant aviation 
safety regulations cladding, roofing materials and 
glass for materials should be chosen to minimise the 
possibility of reflectivity and glare.

Energy and Resource Efficiency

All building and engineering works should promote the 
more efficient use of resources and energy efficiency.  
Buildings should demonstrate the application of 
Ecologically Sustainable Design (ESD).

Lighting

All external lighting standards must comply with Section 
94 (Dangerous Lights) of the Civil Aviation Regulations 
1988 and Section 9.2.1 of the Manual of Standards 
CASR139.

Car parking

Appropriate levels of car parking must be provided in 
conjunction with all new land uses to the satisfaction of 
the Moorabbin Airport Corporation.

Loading Bays

Loading areas should be located to be easily accessed, 
yet should be designed to be screened or remote from 
unsightly public view.

Landscape Architecture

Landscape architecture should be considered as an 
integral part of site and building design.

Landscaping plans must include specifications, and 
planting species schedules should be submitted as part 
of any application.  Generally landscaped areas should 
be water efficient and include a mixture of mature tree 
planting, low-medium shrubs, lawns and planting beds 
as appropriate.

In terms of aviation safety, mature tree heights must 
conform to mandatory building height limits in terms of 
runway clearance zones and all plant species should be 
selected to discourage bird life on site.

Aviation Risk Assessment

Developments on the airport site are subject to an 
aviation risk assessment through the Moorabbin Airport 
Safety Management System (SMS) where appropriate.  
Developments are assessed to ensure safe aircraft 
operations are maintained and that any risk mitigation 
action is taken prior to the development commencing 
where appropriate.



4 6 Definitions

The following table lists terms which apply through this 
Implementation Framework in relation to the use of 
airport land.  This list is not exhaustive.

Meaning of terms

A term listed in the first column, under the heading 
“Term”, has the meaning set out beside that term.

Table 3 –  Meaning of Terms

Term Meaning

Advertising sign Any kind of graphics created to display information to a particular 
audience typically on streets, outside or inside of buildings.

Aviation support facility Premises used to support aviation, aircraft and airport operations

Air traffic control facility A facility from which ground based controllers direct aircraft on the 
ground and in the air.

Airport operations Areas or objects set aside for the function of the airport.  These include 
the following;

(a) Air traffic control

(b) Traffic patterns

(c) Navigational aids

(d) Guidance 

(e) Lighting

(f) Airstrip

Aviation maintenance facility Facility in which aircraft maintenance is undertaken.

Business identification sign A sign that provides business identification information about a business 
or industry on the land where it is displayed.  The information may 
include the name of the business or building, the street number of the 
business premises, the nature of the business, a business logo or other 
business identification information.

Car park Land used to park motor vehicles.

Convenience shop A building used to sell food, drinks, and other convenience goods.  It 
may also be used to hire convenience goods.

Corrective institution Land used to hold and reform persons committed it by the courts, such 
as a prison, remand centre, and other type of detention facility.

Direction sign A sign not exceeding 0.3 square metre that directs aircraft, vehicles 
or pedestrians.  It does not include a sign that contains commercial 
information.

Economic Assessment A detailed analysis of demand for the proposed land use including 
an assessment of the potential economic effects on the existing 
Activity Centres within the relevant trade catchments and the potential 
employment and other economic benefits arising from the proposed 
development.

Floodlit sign A sign illuminated by external lighting provided for that purpose.
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Term Meaning

Food and drink premises Land used to prepare and sell food and drink for immediate 
consumption on, or off, the premises.

Fuel facility Land used to store, sell and distribute fuel.

Function centre Land used, by arrangement to cater for private functions, and in which 
food and drink may be served.  It may include entertainment and 
dancing.  It includes conference centre and reception centre.

Helipad A landing place or area for helicopters.

Heliport A small airport suitable only for use by helicopters and generally 
containing one or more helipads.

Hotel Land used to sell liquor for consumption on and off the premises.  It 
may include accommodation, food for consumption on the premises, 
entertainment and dancing.

Industry Land used for operations such as but not limited to:

(a) any process of manufacture;

(b) dismantling or breaking up of any article;

(c) treating waste materials;

(d) winning clay, gravel, rock, sand, soil, stone, or other 
materials (other than Mineral, stone, or soil extraction);

(e) laundering, repairing, servicing or washing any article, 
machinery, or vehicle, other than on-site work on a building, 
works or land; or

(f) any process of testing or analysis
If on the same land as any of these operations, it also activities such as:

(a) storing goods use in the operation or resulting from it;

(b) providing amenities for people engaged in the operation;

(c) selling by wholesale, goods resulting from the operation; 
and

(d) accounting or administration in connection with the 
operation.

If Materials recycling, goods resulting from the operation may be sold by 
retail.

Internally illuminated sign A sign illuminated by internal lighting or which contains lights or 
illuminated tubes arranged as an advertisement.

Leisure and recreation facility Land used for leisure and recreation, or sport.

Minor utility installation Land used for a utility installation such as but not limited to:

(a) sewerage or water mains;

(b) storm or flood water drains or retarding basins;

(c) gas mains providing gas directly to consumers;

(d) power lines designed to operate at less than 220,000 
volts;

(e) a sewerage treatment plant, and any associated disposal 
works, required to serve a neighbourhood,

(f) a pumping station required to serve a neighbourhood; or

(g) an electrical sub-station designed to operate at no more 
than 66,000 volts.



Term Meaning

Office Land used for activities including administration, or clerical, technical, 
professional or other like business activity.  No goods or materials 
intended for manufacture, sale, or hire may be stored on the land.

Passenger terminal and associated 
facilities

A facility at which passengers may board and/or alight from an aircraft.

Planning Policy Assessment A detailed assessment of the proposal against the Master Plan including 
the visions, objectives, land use policy, precinct policy, implementation 
framework and the strategic, infrastructure and planning context.

Residential building Land used to accommodate persons, but does not include camping 
and caravan park, corrective institution, dependant person’s unit, 
dwelling, group accommodation, host farm, residential village or 
retirement village.

Residential hotel Land used to provide accommodation in serviced rooms for persons 
away from their normal place of residence.  If it has at least 20 
bedrooms, it may include the sale of liquor for consumption on, or off, 
the premises, function or conference rooms, entertainment dancing, 
amusement machines, and gambling.

Restricted retail premises Land used to sell or hire goods such as but not limited to:

(a) Automotive parts and accessories

(b) Camping equipment

(c) Electric light fittings

(d) Equestrian supplies

(e) Floor and window coverings

(f) Furniture, bedding, furnishings, fabric and Manchester

(g) Household appliances, household electrical goods and 
home entertainment goods

(h) Party supplies

(i) Swimming pools; or

(j) Office equipment and supplies.

Retail premises Land used to:

(a) sell goods by retail, or by retail and wholesale;

(b) sell services; or

(c) hire goods.
It includes but is not limited to:

 ■ Food and drink premises

 ■ Gambling premises

 ■ Landscape gardening supplies

 ■ Manufacturing sales

 ■ Market

 ■ Motor vehicle, boat or caravan sales

 ■ Postal agency

 ■ Primary produce sales

 ■ Trade supplies
It does not include:

 ■ Shop
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Term Meaning

Road A road is a way or path between places and is typically paved or 
prepared to allow easy travel.

Shop Land used to sell goods by retail, sell services, or to hire goods.
It includes but is not limited to:

 ■ The selling of bread, pastries, cakes or other products 
baked on the premises

 ■ Adult sex bookshop

 ■ Beauty salon

 ■ Bottle shop

 ■ Convenience shop

 ■ Department store (a Myer or David Jones store over 10,000 
square metres)

 ■ Discount department store

 ■ Hairdresser

 ■ Restricted retail premises

 ■ Supermarket
It does not include:

 ■ Food and drink premises

 ■ Gambling premises

 ■ Landscape gardening supplies

 ■ Manufacturing sales

 ■ Market

 ■ Motor vehicle, boat or caravan sales

 ■ Postal agency

 ■ Primary produce sales

 ■ Trade supplies

Utility installation Land used:

(a) for telecommunications;

(b) to transmit or distribute gas, oil, or power;

(c) to collect, treat, transmit, store, or distribute water; or to 
collect treat, or dispose of storm or flood water, sewerage 
or sullage.

Warehouse Land used to store or display goods.  It may include the distribution and 
the wholesale selling of goods.
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Part C  
Appendices
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Endorsed ANEF
Appendix A
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from Department of 
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Appendix B
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Extract from 
Kingston Planning 

Scheme - Airport 
Environs Overlay (AEO)

Appendix C
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Abbreviations
Appendix D



Abbreviations

ABC Airport Building Controller

ACN Aircraft Classification Number

AE Officer Airport Environmental Officer

AEO Airport Environs Overlay

AEP Airport Emergency Plan

AIRBIZ Airbiz Aviation Strategies Pty Ltd

ANEF Australian Noise Exposure Forecast

ARFFS  Aerodrome Rescue and Fire Fighting Services

ARFL Aeroplane Reference Field Length

ASIC Aviation Security Identification Card

ATC Air Traffic Control

CASA Civil Aviation Safety Authority

CTR Control Zone

DME Distance Measuring Equipment

DVCA  Dingley Village Community Association 

ERSA Enroute Supplement Australia

GA General Aviation

GAAP  General Aviation Aerodrome Procedures

GPS Global Positioning System

ICAO  International Civil Aviation Organisation

IFR Instrument Flight Rules

INM Integrated Noise Model

MAC Moorabbin Airport Corporation

MAACC Moorabbin Airport Aviation Consultative Committee

MARA  Moorabbin Airport Residents Association

MDP Major Development Plan

MOS 139 CASA Manual of Standards Part 139 – Aerodromes

NDB Non Directional Radio Beacon

OLS Obstacle Limitation Surface

PANS-OPS Procedures for Air Navigation Services – Aircraft Operations

PAX Passengers

PCN Pavement Classification Number

RESA Runway End Safety Area

RPT Regular Public Transport

RVAC Royal Victorian Aero Club

TNIP Transparent Noise Integrated Package

TSP Transport Security Programme

VHF Very High Frequency

VLJ Very Light Jets

VOR VHF Omni-directional Radio Range
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Table of 
Compliance with 
the Airports act 

1996 and airports 
regulations 1997 

Appendix E



Compliance with the Airports Act 1996 and Airports Regulations 1997

Applicable sections of the Airports Act 1996 and related regulations Airports 
Act 1996

Relevant section of the 
Master Plan

 
Section 70 

 
(1) For each airport, there is to be a Final Master Plan

 
(2)  The purposes of a final master plan for an airport are: 

 
(a)  to establish the strategic direction for efficient and economic development 
at the airport over the planning period of the plan; and 

 
Part A – Section 2

 
(b)  to provide for the development of additional uses of the airport site; and 

 
Part B – Implementation 
Framework

 
(c)  to indicate to the public the intended uses of the airport site; and 

 
Part B – Implementation 
Framework 

 
(d)  to reduce potential conflicts between uses of the airport site, and to ensure 
that uses of the airport site are compatible with the areas surrounding the 
airport. 

 
Part A – Section 7, 
8, 9, 10, 11, Part 
B – Implementation 
Framework

 
(2)  In the case of an airport other than a joint‑user airport, a draft or final master 
plan must specify:

 
(a)  the airport‑lessee company’s development objectives for the airport; and 

 
Part A – Section 2

 
(b)  the airport‑lessee company’s assessment of the future needs of civil 
aviation users of the airport, and other users of the airport, for services and 
facilities relating to the airport; and 

 
Part A – Section 5, 6, 7, 
Part B – Section 3.1, 4.1

 
(c)  the airport‑lessee company’s intentions for land use and related 
development of the airport site, where the uses and developments embrace 
airside, landside, surface access and land planning/zoning aspects; and

 
Part B – Section 2, 3, 4

 
(d)  an Australian Noise Exposure Forecast (in accordance with regulations, 
if any, made for the purpose of this paragraph) for the areas surrounding the 
airport; and 

 
Part A – Section 7.2

 
(da)  flight paths (in accordance with regulations, if any, made for the purpose 
of this paragraph) at the airport; and 

 
Part A – Section 7.4, 7.5, 
7.6
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Applicable sections of the Airports Act 1996 and related regulations Airports 
Act 1996

Relevant section of the 
Master Plan

 
(e)  the airport‑lessee company’s plans, developed following consultations with 
the airlines that use the airport and local government bodies in the vicinity of the 
airport, for managing aircraft noise intrusion in areas forecast to be subject to 
exposure above the significant ANEF levels; and 

 
Part A – Section 7, 9, 
Figures A7, A8, A9

 
(f)  the airport‑lessee company’s assessment of environmental issues that might 
reasonably be expected to be associated with the implementation of the plan; 
and 

 
Part A – Section 8, and 
Environment Strategy

 
(g)  the airport‑lessee company’s plans for dealing with the environmental 
issues mentioned in paragraph (f) (including plans for ameliorating or 
preventing environmental impacts); and 

 
Part A – Section 8, and 
Environment Strategy

 
(h)  if a draft environment strategy for the airport has been approved‑‑the date 
of that approval; and 

 
Part A – Section 8 and 
Environment Strategy 

 
(j)  such other matters (if any) as are specified in the regulations. 

 
Matters provided by regulations

 
(4)  The regulations may provide that the objectives, assessments, proposals, 
forecasts and other matters covered by subsection (2) or (3) may relate to one 
or more of the following: 

 
(a)  the whole of the planning period of the plan;

 
Forward, Executive 
Summary

 
(b)  one or more specified 5 year periods that are included in the planning 
period of the plan; 
 
(c)  subject to any specified conditions, a specified period that is longer than 
the planning period of the plan. 
 
(5)  The regulations may provide that, in specifying a particular objective, 
assessment, proposal, forecast or other matter covered by subsection (2) or 
(3), a draft or final Master Plans must address such things as are specified in 
the regulations. 

 
Plan to address consistency with planning schemes 

 
(6)  In specifying a particular objective or proposal covered by paragraph (2)
(a) or (c) or (3)(a) or (c), a draft or final master plan must address the extent (if 
any) of consistency with planning schemes in force under a law of the State or 
Territory in which the airport is located. 

 
Part A – Section 10, 12



Applicable sections of the Airports Act 1996 and related regulations Airports 
Act 1996

Relevant section of the 
Master Plan

(7)  Subsection (6) does not, by implication, limit subsection (5). 
 
Company to have regard to Australian Standard 

(8)  In developing plans referred to in paragraph (2)(e) and (3)(e), an 
airport‑lessee company must have regard to Australian Standard AS2021‑‑1994 
(“Acoustics‑‑Aircraft noise intrusion‑‑Building siting and construction”) as in 
force or existing at that time.

 
Part A – Section 7, 12, 
Part B

 
(9)  Subsection (8) does not, by implication, limit the matters to which regard 
may be had. 
 
Section 72 – Planning Period

 
A draft or final master plan must relate to a period of 20 years. This period is 
called the planning period.

 
Forward, Executive 
Summary

 
Section 76 – New draft master plan to be submitted before expiry of old plan

 
(1)  If a final master plan (the original plan ) is in force for an airport, the 
airport‑lessee company must give the Minister, in writing, a draft master plan for 
the airport before the expiry of the original plan. The planning period for the draft 
master plan must begin immediately after the expiry of the original plan.

 
The draft Master Plan 
was submitted to the 
Federal Minister within the 
required timeframe.

 
AIRPORT REGULATIONS 1997

 
Regulation 5.01A – Airports to which Part 5 of the Act applies

 
For paragraph 68 (1) (b) of the Act, the following airports are specified:

(d)    Moorabbin Airport;

 
Regulation 5.02 – Contents of draft or final master plan

 
(1)   For paragraphs 71 (2) (j) and (3) (j) of the Act, the following matters are 
specified: 

 
(a)    any change to the OLS or PANS‑OPS surfaces for the airport concerned 
that is likely to result if development proceeds in accordance with the master 
plan; 

 
Part A – Section 7
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Applicable sections of the Airports Act 1996 and related regulations Airports 
Act 1996

Relevant section of the 
Master Plan

 
(b)    for an area of an airport where a change of use of a kind described in 
subregulation 6.07 (2) of the Airports (Environment Protection) Regulations 1997 
is proposed: 

(i)    the contents of the report of any examination of the area carried out under 
regulation 6.09 of those Regulations; and 

(ii)    the airport‑lessee company’s plans for dealing with any soil pollution 
referred to in the report. 

 
Part A – Section 8, and  
Environment Strategy 
2010

Part A – Section 8, and  
Environment Strategy 
2010

 
Part A – Section 8, and 
Environment Strategy 
2010

 
(2) For section 71 of the Act, an airport master plan must, in relation to the 
landside part of the airport, where possible, describe proposals for land use 
and related planning, zoning or development in an amount of detail equivalent 
to that required by, and using terminology (including definitions) consistent with 
that applying in, land use planning, zoning and development legislation in force 
in the State or Territory in which the airport is located. 

 
Part B – Implementation 
Framework

 
(3)   For subsection 71 (5) of the Act, a draft or final master plan must: 

 (a)    address any obligation that has passed to the relevant airport‑lessee 
company under subsection 22 (2) of the Act or subsection 26 (2) of the 
Transitional Act; and 

(b)    address any interest to which the relevant airport lease is subject under 
subsection 22 (3) of the Act, or subsection 26 (3) of the Transitional Act. 

 
Part A – Section 1.3
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