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Foreword

Selecting a location for Sydney’s second major airport is one of the most 
significant and difficult planning problems facing the Australian Government. 
The matter has been studied and debated publicly for more than three decades 
without resolution. This has caused uncertainty for many people living in areas 
which have been proposed at various times as possible airport locations.

The number of locations under consideration has now been reduced to two 
(Badgerys Creek and Wilton) and the Government intends to make a choice as 
soon as possible in order to end this uncertainty. Before such a decision is taken, 
however, it is important that the public, and in particular those who may be 
directly affected, are given full opportunity to examine and comment on the 
issues involved.

This Draft Environmental Impact Statement explains how the two locations were 
selected and what could be expected from an airport at either of them. It is the 
most detailed and comprehensive report on the subject to be made public and has 
been prepared in close co-operation with the New South Wales Government.

I commend this document to the reader and invite comment from all who have an 
interest in this vital question. All public comment received will be carefully 
considered and taken into account before the final decision is made. Only by 
considering all views and balancing the many conflicting social, technical, 
environmental and economic requirements can the best and fairest solution for all 
be found.

Peter Morris, M.H.R. 
MINISTER FOR AVIATION

j



Preface

GOVERNMENT OBJECTIVES

In Septem ber 1983, the  M inister for A viation and the  New South Wales M inister for 
Environm ent and Planning jo in tly  announced th a t the  Com m onw ealth and S ta te  
governm ents had agreed on a program m e which would lead to  the  selec tion  and 
acquisition  of a second airpo rt s ite  for Sydney. The main points in th e  announced 
program m e w ere as follows:

. The reso lu tion  of Sydney's fu tu re  airport needs in an environm entally  accep tab le  
m anner was a prim ary objective of both governm ents.

. All su itab le  s ite s  would be review ed, including those considered in the  M ajor A irport 
Needs of Sydney Study.

. The tim e was rapidly approaching when the opportunity  to reserve  a second site  
would be lost.

. The decision on a second airpo rt s ite  would be taken  in the sh o rtest possible tim e 
consisten t w ith allowing am ple opportunity  for th e  Sydney com m unity to con tribu te  
to  the  decision-m aking process.

. The public would be inv ited  to  com m ent on:

the  u ltim a te  ro le for a second Sydney airport
the  s ite  se lec tion  c r ite r ia
the  D ra ft Environm ental Im pact S ta tem en t.

. C arefu l consideration would be given to the environm ental and social im pacts 
associa ted  w ith each of the po ten tia l s ites  befo re  the  se lec ted  s ite  was announced.

. S ite boundaries would be specified  and acquisition com m enced a t the  tim e of the 
announcem ent of the  se lec ted  site .

. This announcem ent could not be made before mid-1985.

Following re lease  of this jo in t s ta tem en t by the  Com m onw ealth and S ta te  governm ents, 
th e  D epartm en t of A viation undertook a review  of a num ber of possible locations for a 
second a irpo rt s ite . From  this review , the  D epartm en t se lec ted  the  following ten  
locations for evaluation:

. Badgerys C reek  

. Bringelly 

. D arkes F orest 

. Goulburn 

. H olsworthy 

. Londonderry 

. Scheyville 

. Somersby 

. W arner vale 

. Wilton.



To assist in the  evaluation  of these  ten  locations, the  D epartm en t of A viation engaged a 
C onsu ltan t, Kinhill S tearns. The C onsultant was b rie fed  to accum ula te  su ffic ien t 
in form ation  on the  ten  locations to  undertake an evaluation to  produce a short lis t of two 
locations (perhaps th ree), and to continue the  evaluation of these  sh o rt-lis ted  sites, 
culm inating in the  p repara tion  of a D ra ft Environm ental Im pact S ta tem en t.

In Septem ber 1984 th e  firs t stage  of th e  S ite Selection P rogram m e, th e  sho rt-lis tin g  of 
s ite s, was com pleted . On 18 Septem ber 1984, the  M inister for A viation announced th a t 
the  num ber of locations being studied for reserva tion  of a s ite  for a second Sydney 
a irpo rt had been reduced to  two: Badgerys C reek  (on the  w estern  ou tsk irts  of Sydney) 
and W ilton (south-w est of Sydney). Following this announcem ent th e  C onsu ltan t 
com m enced preparing this D ra ft Environm ental Im pact S ta tem en t in accordance with 
the  adm in istra tive  procedures under th e  Com m onw ealth Environm ent P ro tec tio n  (Impact 
of Proposals) A ct 1974 and taking into account as appropria te  the  te rm s of the 
ag reem en t betw een  the  then Com m onw ealth M inister for Home A ffairs and 
Environm ent* and the  NSW M inister for Environm ent and Planning concerning procedural 
guidelines for environm ental assessm ent involving th e  C om m onw ealth and New South 
Wales.

DECISION PROCESS

Following the  period of public exhibition of this D ra ft Environm ental Im pact S ta tem en t,
(during which tim e the  public will make submissions on the  docum ent to  th e  D epartm en t
of A rts, H eritage  and Environm ent) the  following steps must be com pleted  befo re  the
final s ite  se lec tion  can be announced:

. The D epartm en t of A rts, H eritage  and Environm ent will forw ard to  the  D epartm en t 
of A viation and th e  NSW D epartm en t of Environm ent and Planning all public 
submissions on the  D ra ft Environm ental Im pact S ta tem en t.

. The D epartm en t of A viation will p repare  responses to  issues and concerns raised  in 
the  public submissions. These responses and any am endm ents to  the  D epartm en t of 
A viation 's proposals resu lting  from public submissions will be com piled in a 
Supplem ent to  th e  D ra ft Environm ental Im pact S ta tem en t.

. The Supplem ent will be forw arded to  the  D epartm en t of A rts, H eritage  and 
Environm ent, th e  NSW D epartm en t of Environm ent and Planning, and to  all p a rtie s  
who made submissions on the  D ra ft Environm ental Im pact S ta tem en t.

. The D epartm en t of A rts, H eritage  and Environm ent and the  NSW D epartm en t of 
Environm ent and Planning will each, w ith appropria te  consultation , p repare  its  
independent assessm ent of the F inal Environm ental Im pact S ta tem en t (which 
com prises the D raft and the  Supplem ent), and the  dep artm en ta l assessm ents will be 
forw arded to the  resp ec tiv e  M inisters for endorsem ent.

. The M inister for A rts, H eritage  and Environm ent will pass his com m ents and 
recom m endations on the  proposal — which will take  into account the  New South 
Wales G overnm ent's views — to the  M inister for A viation.

. The M inister for A viation will take  into account the com m ents and 
recom m endations of th e  D epartm en t of A rts, H eritage  and Environm ent and the 
New South Wales G overnm ent's views and will then  decide on a course of action  to 
be recom m ended to  C abinet on the s ite  to  be acquired , and th e  program m e and 
m ethod of acquisition.

. The s ite  will be announced and the  acquisition process will com m ence.

Now th e  M inister for A rts, H eritag e  and Environm ent



At the  tim e of publication of this D ra ft Environm ental Im pact S ta tem en t, it was 
expected  th a t the announcem ent of the  se lec ted  s ite  would be made in the  second half of 
1985.

STRUCTURE OF THE DRAFT ENVIRONMENTAL IMPACT STATEMENT

This D ra ft Environm ental Im pact S ta tem en t has been prepared  in accordance w ith the 
guidelines estab lished  by the  Com m onw ealth D epartm en t of A rts, H eritage  and 
Environm ent in discussion w ith the  NSW D epartm en t of Environm ent and Planning and 
the  D epartm en t of A viation. These guidelines are reproduced in Appendix A and include 
an outline of the ag reem ent betw een  the  then Com m onw ealth M inister for Home A ffairs 
and Environm ent and the  NSW M inister for Environm ent and Planning on procedural 
guidelines for environm ental assessm ent involving both governm ents.

This D ra ft Environm ental Im pact S ta tem en t is organized into the  following five main 
parts:

. Summary: Summary of the s ite  selec tion  process, the  environm ental evaluation  of
th e  Badgerys C reek  and Wilton site s, and the com parison of these  two sites.

. Part A (Chapters 1-6): D escrip tion  of the requ irem en t to reserve  a s ite  for
possible fu tu re  developm ent as a second a irp o rt, and the  m ethod by which the two 
sh o rt-lis ted  s ite s, Badgerys C reek  and Wilton, w ere se lec ted .

. Part B (Chapters 7-11): D escrip tion  of an acquisition a rea  and possible
developm ent of an airpo rt a t Badgerys C reek, and the environm ental e ffe c ts  arising 
there from .

. Part C (Chapters 12-16): D escrip tion  of an acquisition a rea  and possible
developm ent of an airport a t the  Wilton s ite  and the  environm ental e ffe c ts  arising 
th ere from .

. Part D (Chapters 17-18): Com parison of the  Badgerys C reek  and Wilton s ite s  and a
descrip tion  of the  public consultation  program m e undertaken  during the course of 
the  study.

P a rts  B and C stand  alone as descrip tions of the  proposals and likely environm ental 
e ffe c ts  a t each of the  sho rt-lis ted  sites. On th is account, th e re  is some rep e titio n  of 
m a te ria l common to the  proposals a t both sites.



Table of Contents

C hap ter Page C hap ter Page

Forew ord iii 4 SITE SELECTION METHODOLOGY 79

P re fac e V

4.1 Approach to the s ite  se lec tion  task 79

SUMMARY 1 4.2 A irc ra ft type and mix, and a irport

PART A: 

1

SELECTION OF THE SHORT­
33

4.3

layout

Selection  of an a irpo rt layout and 
of a w orst case

79

82

84

90

LISTED SITES
4.4

4.5

Site  se lec tion  facto rs 

D a ta  evaluation  m ethods
REQUIREMENT TO RESERVE A 
SITE 35

1.1 O bjective  of th e  proposal 35 5 SITE CHARACTERISTICS 93

1.2 G row th in a ir tra f f ic 36

1.3 Runway cap acity  of K ingsford- 5.1 Design p a ram ete rs  and d a ta
Sm ith A irport 41 collection 93

1.4 C ap ac ity  o f genera l av ia tion 5.2 C loser s ites 95
aerodrom es 46 5.3 M id-distance s ites 109

1.5 Loss of the  opportunity  to  reserve  
a  s ite 47 5.4 O utlying site 119

1.6 C onsequences of no action , d e ferra l 
or abandonm ent 52

6 SELECTION OF THE SHORT­
LISTED SITES 123

2 ROLE AND NATURE OF A 
SECOND AIRPORT 55 6.1 Sum m ary of sh o rt-lis ting  process 123

6.2 S ite  analysis and grouping 123

2 .1 Role of second a irpo rts 55 6.3 S ites w ith severe liab ilities 127

2.2 Size of a second a irpo rt 58 6.4 The rem aining closer s ites

2.3 T ra ffic  spec ia lization 60 com pared 132

2.4 D istribu tion  of t ra f f ic  betw een two 
m ajor a irp o rts in th e  Sydney region 62

6.5 The rem aining m id-distance s ites  
com pared 138

2.5 Tim ing and loca tion  of developm ent 6.6 Sensitiv ity  tes tin g 144

of a  second Sydney a irp o rt 65 6.7 The closer and m id-distance s ites  
com pared 153

6.8 S ites for evaluation  in an 
environm ental im pact s ta te m en t 154

3 POSSIBLE SITE LOCATIONS 67

3.1 Previous studies 67 PART B: THE PROPOSAL AT BADGERYS
3.2 R eport on th e  developm ent of an 

in te rn a tio n a l a irp o rt a t Sydney
CREEK 155

3.3

(1946)

M ajor A irport R equirem ents for

67

68

7 INTRODUCTION TO THE 
ASSESSMENT OF THE PROPOSED

Sydney Study (1969-70) AIRPORT SITE AT BADGERYS
3.4 B e n efit/co s t study of a lte rn a tiv e  

a irp o rt proposals for Sydney
CREEK 157

(1971-74) 68
7.1 Assessm ent process 157

3.5 The M ajor A irport N eeds of Sydney

3.6

Study (1977-79)

Second Sydney A irport S ite

71 7.2 Location  of the  proposed Badgerys 
C reek  s ite  and its  environs 157

3.7

S election  P rogram m e (1983-85)

Progressive  loss of p o ten tia l second 
a irp o rt s ites

74 7.3 S tru c tu re  of the  rep o rt on the 
environm ental assessm ent of the

76 B adgerys C reek  s ite 158



C h ap ter Page

8 DESCRIPTION OF THE PROPOSAL 
AT BADGERYS CREEK 161

8.1 Purpose of the  prelim inary  m aster 
plan 161

8.2 The proposed a irp o rt site 161
8.3 P re lim inary  m as te r  plan 

assum ptions 162
8.4 Pre lim inary  m aste r plan c r ite r ia 166
8.5 Pre lim inary  m aste r plan 167
8.6 A irspace arrangem ents 173
8.7 A irc ra ft em ergency procedures 176

9 THE SOCIO-ECONOMIC 
ENVIRONMENT AND EFFECTS 
OF THE PROPOSAL 177

9.1 Land acquisition 177

9.2 Noise 186

9.3 A rchaeology 204

9.4 C oncerns of Aboriginal people 209
9.5 E uropean he ritag e 213

9.6 Econom ic e ffe c ts 218

9.7 A griculture 230

9.8 R egional planning and developm ent 249

10 THE PHYSICAL ENVIRONMENT 
AND EFFECTS OF THE PROPOSAL 261

10.1 Geology, soils and physiography 261
10.2 D rainage and w a ter quality 279
10.3 Air quality 289
10.4 A ccess 301

10.5 In fra s tru c tu re  and energy 
consum ption 325

10.6 L andscape and visual quality 329

11 THE BIOLOGICAL ENVIRONMENT 
AND EFFECTS OF THE PROPOSAL 335

11.1 F lora 335

11.2 Fauna 339

C h ap te r Page

PART C: THE PROPOSAL AT WILTON 345

1Z INTRODUCTION TO THE
ASSESSMENT OF THE PROPOSED 
AIRPORT SITE AT WILTON 347

12.1 A ssessm ent process 347

12.2 L ocation of the  proposed W ilton 
s ite  and its  environs 347

12.3 R ecent bushfire 348

12.4 S tru c tu re  of th e  rep o rt on the 
env ironm ental assessm ent of the
W ilton s ite 350

13 DESCRIPTION OF THE PROPOSAL 
AT WILTON 353

13.1 Purpose of the  p relim inary  m aste r 
plan 353

13.2 The proposed a irp o rt s ite 353

13.3 Prelim inary  m aste r plan  assum ptions 354

13.4 Prelim inary  m aste r plan  c r ite r ia 358

13.5 Pre lim inary  m aste r plan 359
13.6 A irspace arrangem en ts 365

13.7 A irc ra ft em ergency procedures 367

14 THE SOCIO-ECONOMIC 
ENVIRONMENT AND EFFECTS OF 
THE PROPOSAL 369

14.1 Land acquisition 369

14.2 Noise 377

14.3 A rchaeology 393
14.4 C oncerns of Aboriginal people 399

14.5 European h e ritag e 403

14.6 Econom ic e f fe c ts 408

14.7 A griculture 419

14.8 Regional planning and developm ent 426

15 THE PHYSICAL ENVIRONMENT 
AND EFFECTS OF THE PROPOSAL 437

15.1 Geology, soils and physiography 437

15.2 D rainage and w a ter quality 457

15.3 Air quality 471

15.4 Access 482

15.5 In fras tru c tu re  and energy 
consum ption 506

15.6 Landscape and visual qua lity 511



C hapter Page C h ap ter Page

16 THE BIOLOGICAL ENVIRONMENT H D raft Schedule of Conditions,
AND EFFECTS OF THE PROPOSAL 517 provided by the  M etropolitan  W ater 

Sew erage and D rainage Board, 
applicable to  the construction ,

16.1 F lora 517 operation  and m ain tenance of am

16.2 Fauna 525 airpo rt a t Wilton 588

J W ater quality  c r ite r ia  for C lass 'S' 
and 'P ' w ater 592

K Frequency of occurrence  of plamt
PART D: COMPARISON OF THE BADGERYS species in the v egeta tion  types (1-5),

CREEK AND WILTON SITES 533 and in the  Allens C reek  Valley a t 
the proposed a irpo rt s ite  a t Wilton 594

17 COMPARISON OF THE BADGERYS 
CREEK AND WILTON SITES 535

L M ethods used for faunal survey a t 
the proposed a irpo rt s ite  a t Wilton 599

M H ab ita t ch a ra c te ris tic s  of m ajor 
native  veg eta tio n  types a t the

60117.1 Form  of th e  com parison 535 proposed adrport s ite  a t Wilton

17.2 The com parison tab le 536 N M am mals recorded from  the 
proposed aurport s ite  a t Wilton 602

0 Frequency of occurrence  amd s ta tu s  
of avifauna recorded  a t  the

18 PUBLIC INFORMATION 
PROGRAMME 549

proposed a irp o rt s ite  a t W ilton 603

P H erpeto fauna  recorded from  the 
proposed a irpo rt s ite  a t W ilton 605

18.1 Scope of the  program m e 549 Q Glossary 606

18.2 C om m unity A ccess C en tre 549 R A bbreviations 609

18.3 Local displays 550 S R eferences 610

18.4 B riefings and m eetings 552 T Study team 617

18.5

18.6

Inform ation  on progress 

Surveys of com m unity a ttitu d e s

553

554

U Fold-out noise contour maps for 
Badgerys C reek  and Wilton 619

18.7 L e tte rs  to  th e  M inister 556

18.8 Major subm issions 556

18.9 R esponse of the  D ep artm en t of 
A viation 562

APPENDICES 565

A C onduct of the  study and guidelines
for environm ental im pact s ta te m en t 
p rep ara tio n  567

B A ssessm ent and com parison of
c ap ita l costs  for all s ite s  575

C The A ustra lian  Noise Exposure
F o recas t System  and A ssocia ted  Land
Use C om patib ility  Advice for A reas
in the  V icinity of A irports 578

D N ative  p lan t species occurring  on
th e  proposed a irp o rt s ite  a t 
B adgerys C reek  584

E M am mals reco rded  from  the
proposed a irp o rt s ite  a t Badgerys
C reek  585

F F requency of occurrence  and s ta tu s
of avifauna lo ca ted  a t the  proposed 
a irp o rt s ite  a t B adgerys C reek  586

G H erp eto fauna  reco rded  from  the
proposed a irp o rt s ite  a t Badgerys 
C reek  587



List of Illustrations

F igure Page F igure Page

SUMMARY CHAPTER 6

1 Second Sydney a irpo rt s ites 9 6.1 Grouping of s ites 125
2 Proposed B adgerys C reek  s ite 15 6.2 Site  ranking m atrix 145
3 Pre lim inary  M aster P lan — 6.3 Twelve exam ples of fac to r

Badgerys C reek 16 weighting and resu ltan t s ite  ranking 150
4 Proposed W ilton site 23 6.4 R ela tiv e  disadvantages of closer
5 Pre lim inary  M aster Plan — Wilton 24 and m id-distance s ites 153

CHAPTER 1 CHAPTER 7

1.1 F o recast dem and and capacity  
(annual a irc ra f t  m ovem ents) at 
Sydney (Kingsford-Smith) A irport 43

7.1 R egional location 159

1.2 Sydney (Kingsford-Smith) A irport 
(April 1984) 45 CHAPTER 8

1.3 Sydney Region developm ent 
co n stra in ts 51 8.1 Proposed Badgerys C reek  site 163

8.2 A ltern a tiv e  runway alignm ents 168

8.3 Prelim inary  m aste r plan —
CHAPTER 2 Badgerys C reek 169

No figures in this chap ter

8.4

8.5

Typical a irfie ld  cross sec tion  for 
1,660 m runway separa tion 171

Possible air space arrangem ents 
for combined CTA—KSA and 
Badgerys C reek  (prelim inary sketch
only) 175

CHAPTER 3

3.1 C and ida te  second Sydney a irpo rt 
s i te s  1946-85 69 CHAPTER 9

3.2 Princ ipa l grounds for e lim ination  of
a reas 75 9.1.1 Proposed acquisition a rea 179

9.2.1 Points on the GR scale  a t which 
50% of respondents to NAL survey 
questions reported  various reac tio n s 191

CHAPTER 4
9.2.2 R elationship betw een noise 

exposure fo recast level and
4.1 S chem atic  a lte rn a tiv e  a irp o rt layouts 81 com m unity reac tio n  in residen tia l

191areas

9.2.3 Flight paths 193
9.2.4 ANEF contours for Badgerys C reek,

CHAPTER 5 proposed and a lte rn a tiv e  runway 
alignm ents 195

5.1 Badgerys C reek  s ite  and WSPR layout 97 9.3.1 Aboriginal archaeological zones and 
sam pling locations 207

5.2 B ringelly s ite  and WSPR layout 99 9.4.1 209Local Aboriginal Land Council a reas
5.3 Holsw orthy s ite  and WSPR layout 102 9.5.1 Developm ent h isto ry  of Badgerys
5.4 Londonderry s ite  and WSPR layout 105 C reek 214
5.5 Scheyville s ite  and WSPR layout 107 9.6.1 Econom ic e ffe c ts  study a rea s —
5.6 D arkes F o rest s ite  and WSPR layout 111 Badgerys C reek 221

5.7 Som ersby s ite  and WSPR layout 113 9.7.1 A griculture 231

5.8 W arner vale s ite  and WSPR layout 115 9.8.1 Sydney Region developm ent 
constra in ts 253

5.9 Wilton s ite  and WSPR layout 117 9.8.2 C urren t land use zoning near
5.10 Goulburn s ite  and WSPR layout 120 Badgerys C reek  (simplified) 259



Figure

CHAPTER 10

Page Figure

CHAPTER 13

10.1.1 Geology 263 13.1 Proposed Wilton site

10.1.2 P o ten tia l sources of construction  
m ate ria l for the Sydney Region 265

13.2

13.3

A ltern a tiv e  runway alignm ents 

P relim inary  m aste r plan — Wilton
10.1.3 M odified M ercallie  ground 

in ten sitie s  expected  to be exceeded 13.4 Typical a irfie ld  cross section  for

on average once in every  100 years 268 1,660 m runway separa tion

10.1.4 Soil types 271 13.5 Possible a irspace  a rrangem en ts for 
com bined CTA—KSA and Wilton

10.1.5 R egional physiography 274 (prelim inary ske tch  only)
10.1.6 Site  physiography 275

10.1.7 Site  c learing  and ground levelling 278

10.2.1 Surface  w a ter fea tu res 281 CHAPTER 14
10.2.2 S chem atic  drainage concept 287

10.3.1 B adgerys C reek  m eteoro log ica l d a ta 292 14.1.1 Proposed acquisition  a rea

10.3.2 Wind ch a ra c te ris tic s 293 14.2.1 Points on the  GR sca le  a t which

10.3.3 Topography and air dra inage flows 50% of respondents to  NAL survey

in the  Sydney Region 295 questions rep o rted  various reac tio n s

10.4.1 B adgerys C reek  and existing  road 
system 303

14.2.2 R elationship  betw een noise exposure 
fo recast level and com m unity 
reac tio n  in resid en tia l a reas

10.4.2 C u rren t peak  period serv ice  on the 
m etropo litan  railw ay 306 14.2.3 Flight paths

10.4.3 E xisting inbound m orning peak 
period passenger flows on the

14.2.4 ANEF contours for W ilton, proposed 
and a lte rn a tiv e  runway alignm ents

Sydney M etropolitan  R ailways 307 14.3.1 Aboriginal a rchaeo log ical zones and

10.4.4 C u rren t peak period serv ice  on the sam pling locations

m etropo litan  railw ay 308 14.4.1 Local Aboriginal Land Council a reas

10.4.5 Possible fu tu re  peak period serv ice 14.5.1 Developm ent h isto ry  of Wilton
on the m etropo litan  railw ay 310

14.6.1 Econom ic e ffe c ts  study a rea  —
10.4.6 Groundside origins and destinations Wilton

of a ir  passengers, 1983 312
14.7.1 A griculture

10.4.7 Flows of a ir passengers by ra il 
from  B adgerys C reek—St Marys 
option fu tu re  ra il system 318

14.8.1 Sydney Region developm ent 
constra in ts

10.4.8 Flows of a ir  passengers by ra il from 
Badgerys C reek—G lenfield  option 
fu tu re  ra il system 319

14.8.2 C urren t land use zoning near Wilton 
(simplified)

10.4.9 E stim ated  fu tu re  trav e l tim es — 
B adgerys C reek 324 CHAPTER 15

10.5.1 In fras tru c tu re 327

10.6.1 Landscape ch a ra c te r  and visual 
quality 331 15.1.1 Geology

15.1.2 C olliery  holdings and mine 
subsistence d is tr ic ts

15.1.3 P o te n tia l sources of construction
CHAPTER 11

15.1.4

m ate ria l for the  Sydney Region 

M odified M ercallie  ground

11.1.1 V egetation  types 337 in ten sitie s  expected  to  be 
exceeded on average once in every

11.2.1 W ildlife h a b ita ts  and sam ple survey 
s ite s

CHAPTER 12

341
15.1.5

15.1.6

15.1.7

15.1.8

100 years 

Soil types

R egional physiography

Site physiography

Site c learing  and ground levelling

15.2.1 Upper Nepean R iver Schem e -  pa rt
12.1 R egional location 349 of Sydney's w a ter supply system

12.2 E x ten t of recen t bushfire 351 15.2.2 Surface w ater fea tu res

15.2.3 Schem atic  dra inage concept

15.3.1 W ilton m eteoro log ica l d a ta

15.3.2 Wind C h a rac te ris tic s

Page

355

360

361

363

366

371

382

382

383

385

395

399

404

409
421

431

435

439

441

443

445

449

451

453

455

459

461

465

474

475



F igure Page

15.3.3 Topography and air drainage flows 
in the  Sydney Region 477

15.4.1 Wilton and existing  road system 484

15.4.2 C u rren t peak period serv ice  on the 
m etropo litan  railw ay 487

15.4.3 Existing inbound m orning peak period 
passenger flows on the  Sydney 
M etropolitan  Railways 488

15.4.4 C u rren t peak period serv ice  on the 
m etropo litan  railw ay 489

15.4.5 Possible fu tu re  peak period serv ice  
on th e  m etropo litan  railw ay 491

15.4.6 Groundside origins and destina tions 
of a ir  passengers, 1983 493

15.4.7 Flows of a ir passengers by ra il from 
W ilton—Douglas P ark  option, fu ture  
ra il system 499

15.4.8 Flows of a ir passengers by ra il from 
W ilton—Appin option, fu tu re  ra il 
system 500

15.4.9 E stim ated  fu tu re  trav e l tim es — 
Wilton 505

15.5.1 In fras tru c tu re 507
15.6.1 Landscape c h a ra c te r  and visual 

quality 513

CHAPTER 16

16.1.1 V egeta tion  types 519

16.2.1 W ildlife h a b ita ts  and sam ple survey
s ite s  527

CHAPTER 17

17.1 Com parison of ra il and road access
tim es 545

CHAPTER 18

18.1 Issues ra ised  in telephone calls to  the
A ccess C en tre 551



List of Tables

Table

SUMMARY

Page Table

CHAPTER 4

Page

1 Population  m oderate ly  or seriously 4.1 Assumed a irc ra f t  m ix for each
a ffe c te d  by noise — B adgerys C reek 17 layout 80

2 Population  m odera te ly  or seriously 4.2 Passenger m ovem ent cap ac ity  and
a ffe c te d  by noise — Wilton 26 land req u irem en ts 80

3 Sum m ary of the  com parison 30 4.3 A ssum ptions for d iffe re n t levels of 
a c tiv ity  for s ite  se lec tion 83

4.4 S ite  se lec tio n  fac to rs 86

CHAPTER 1

1.1 F o recast num bers of annual CHAPTER 5
passenger m ovem ents a t Sydney 
(K ingsford-Smith) A irport 37

No tab les  in th is ch ap ter
1.2 F o recast num bers of annual a irc ra f t

m ovem ents a t Sydney (Kingsford- 
Sm ith) A irport 37

1.3 P rincipal assum ptions for annual 
passenger m ovem ent fo recasts 38

CHAPTER 6

1.4 P rincipal assum ptions for annual 
a irc ra f t  m ovem ent fo recasts 38 6.1 D istance of s ites  to  the  cen tre  of 

Sydney's population and to  the
1.5 F lu c tu a tio n s in annual p ercen tage  

increases in passenger tra f f ic  a t
6.2

Sydney GPO 124

126K ingsford-Sm ith A irport, 1972-84 39 Grouping of s ites

1.6 Indices of a ir  tra f f ic  levels a t 6.3 C h a rac te ris tic s  and ranking of the
se lec te d  c ities 40 ten  s ite s 128

1.7 P opulation  of Sydney Region 6.4 E nvironm ental su b -fac to rs  for
133(millions): low, medium and high closer s ites

p ro jec tions to 2001, ex trap o la ted  to 
2011 47

6.5

6.6

Ranking on env ironm ental sub -fac to rs 134

D isruption ranking 134
1.8 Population  fo recas t assum ptions 48

6.7 Land use co m patib ility  ranking 134
1.9 C om bination  of assum ptions 49 6.8 A ccessib ility 135
1.10 C onsequences of no action 54

6.9 P riv a te  vehicle accessib ility  ranking 135

6.10 A irport operations 136

6.11 V ariable cap ita l costs in $ m illions
CHAPTER 2

6.12

(1984 values)

Com parison of environm ent til

137

2.1 M etropolitan  regions ranked by su b -fac to rs  for m id-d istance s ites 139
num ber of o rig inating  passengers 56 6.13 Ranking on env ironm ental sub -fac to rs 140

2.2 Some innovative a irlines associated 6.14 D isruption ranking 140
w ith a irp o rts 58

6.15 Land use com patib ility  ranking 140
2.3 R ela tiv e  sizes of a irp o rts  in a 

m u lti-a irp o rt system  (1983) 59 6.16 A ccessib ility 141

2.4 S pecia lizations of a irp o rts  in m ulti­ 6.17 A irport operations 141
a irp o rt system s 60 6.18 V ariable c ap ita l costs in $ m illions 

(1984 values) 142

CHAPTER 3

6.19

6.20

Som ersby and W ilton -  ranking on 
tw en ty  sub -fac to rs 143

A dvantages and d isadvantages of 
the  Som ersby and W ilton s ites 144

3.1 C and ida te  second Sydney a irpo rt 6.21 D isadvantages of a  second Sydney
sites : 1971-85 76 airpo rt 147

3.2 A verage d istance  of s ite s  from 6.22 Tw elve exam ples of fac to r weighting 148
Sydney GPO 77 6.23 W orst cas t (25 m illion annual

3.3 D istance of a irp o rts  from  c ity
78

passenger m ovem ents) 152
cen tres 6.24 Lower a c tiv ity  level (5 m illion 

annual passenger m ovem ents) 152



Table Page  Table Page

CHAPTER 7 9.7.3 Proportion  of land w ithin the 
proposed s ite  and 25 ANEF contour, 
by capab ility  class 232

No tab les  in th is chap ter 9.7.4 P resen t ag ricu ltu ra l land use 234

9.7.5 P re sen t ag ricu ltu ra l production  
from  w ithin th e  proposed s ite  and

CHAPTER 8 25 ANEF contour a rea 240

8.1 Annual a irc ra f t  m ovem ents 164

9.7.6

9.7.7

Gross m argins of e n te rp rises  in the  
study a rea

Annual ne t farm  incom e (a fte r

241

8.2 Passenger a c tiv ity 164 labour costs 242

8.3 C ap ac ity  and a rea  com parison 9.7.8 C u rren t annual value of ag ricu ltu ra l
be tw een  CSPR and WSPR layouts 165 production  w ithin proposed a irp o rt

8.4 D im ensional c r ite r ia  used for site 242

prelim inary  m as te r  plan 166 9.7.9 C u rren t annual value of ag ricu ltu ra l 
production  w ithin the  25 ANEF
contour 243

9.8.1 P o te n tia l a rea s for fu tu re  urban
CHAPTER 9 developm ent 252

9.2.1 Land use com patib ility  advice by 
th e  D ep artm en t of A viation  for 
a rea s  in the  v icin ity  of A ustra lian  
a irp o rts 189

CHAPTER 10

9.2.2 F ligh t p a th  assignm ent 193 10.1.1 E stim ate  of co nstruction  m ate ria ls

9.2.3 N o rth -ea s t/so u th -w est alignm ent: requ ired  for a irp o rt construction 266

p o ten tia l n o ise -a ffe c ted  a rea s  (ha) 196 10.1.2 Soil c h a ra c te ris tic s 272

9.2.4 N o rth -ea s t/so u th -w est alignm ent: 10.1.3 Landform  units 274
p o ten tia l n o ise -a ffe c ted  population 
w ithin 20 ANEF contour 196 10.1.4 S ite  topography 276

9.2.5 N o rth -ea s t/so u th -w est alignm ent: 
num ber of people p o ten tia lly  noise-

10.1.5 A irport fa c ilitie s  in re la tio n  to 
landform  and topographic fe a tu re s 277

a ffe c te d , by ANEF leve l and how 10.1.6 E stim ate  of earthw orks for fu tu re
m uch a ffe c te d 197 airp o rt co nstruction  (000 m 1) 279

9.2.6 N orth /so u th  alignm ent: p o ten tia l 10.2.1 F e a tu re s  of th e  drainage basins
n o ise -a ffe c ted  a rea s (ha) 198 w ithin th e  proposed s ite 280

9.2.7 N orth /so u th  alignm ent: p o ten tia l 10.2.2 R un-off co -e ffic ien ts  for the
n o ise -a ffe c ted  population within proposed s ite  before  a irpo rt
20 ANEF contour 198 developm ent 282

9.2.8 N o rth /sou th  alignm ent: num ber of 10.2.3 P o te n tia l sources of con tam inants
people p o ten tia lly  a ffe c te d  by noise 199 during a irp o rt construction  and

9.2.9 C om parison of B adgerys C reek operation 283

runw ay a lignm ent a lte rn a tiv e s  in 10.2.4 R un-off co -e ffic ien ts  for the
te rm s of n o ise -a ffe c ted  population 199 proposed s ite  a f te r  a irpo rt

9.2.10 C om parison of populations w ithin developm ent 286

20 ANEF contour 201 10.2.5 F o recas t n u trien t loads in South

9.2.11 Building s ite  a cc ep tab ility  for noise C reek  in th e  year 2000 288

red u ctio n  assessm ent 203 10.2.6 E stim a ted  n u trien t loads in Allens

9.6.1 Sum m ary of the  em ploym ent C reek  as a resu lt of a irp o rt
289e f fe c ts  of K ingsford-Sm ith A irport 219 developm ent

9.6.2 S ec to ra l d istribu tion  of flow-on 10.3.1 Maximum pollu tan t co n cen tra tio n s

em ploym ent e f fe c ts  of each 
segm ent of a irp o rt industry  a t

m easured  during 1982, com pared 
w ith accep ted  standards 291

K ingsford-Sm ith  A irport — Sydney 10.3.2 Em issions from  m otor veh ic les in
R egion and K ingsford-Sm ith Sydney, 1976 to  2000 (t/a) 296
econom ic Sub-Region 220 10.3.3 Inventory  of a irp o rt re la te d

9.6.3 Social in d ica to rs , 1981 222 em issions under worst case
9.6.4 Econom ic in d ica to rs , 1981 223 assum ptions (t/a) 297

9.6.5 C o n struc tion  sec to r em ploym ent 
m ultip liers 226

10.3.4 Sum m ary of long-term  annual 
em issions, w ith and w ithout second 
a irp o rt operations (t/a) 299

9.6.6 R a tio s  of em ployees to  a ir  tra f f ic  
a t  th ree  A ustra lian  a irp o rts , 1983 227 10.4.1 Existing  and fo recas t annual 

average  daily  tra f f ic  flows 302
9.7.1 R ural land cap ab ility  c lassifica tion  

(Soil C onservation  Service) 231 10.4.2 Maximum desirab le  av erage  daily 
tra f f ic  flows 304

9.7.2 Guide to ag ricu ltu ra l su itab ility  
c la ss ifica tio n  (D epartm ent of 
A griculture) 232



Table Page Table Page

10.4.3 Inward bound m orning tw o-hour 14.2.5 E ast/w est alignm ent: num ber of
peak passenger and tra in  m ovem ents people p o ten tia lly  n o ise -a ffec ted  by
on the  Sydney M etropolitan ANEF level and how m uch a ffe c te d 387
R ailw ays, by line 308 14.2.6 N orth /sou th  alignm ent: p o ten tia l

10.4.4 Indicative  percen tag e  share of n o ise -a ffec ted  a rea s (ha) 388
ground access for each trav e l mode 
for each  case 313 14.2.7 N orth /sou th  alignm ent: p o ten tia l 

n o ise -a ffec ted  population w ithin
10.4.5 A ntic ipa ted  road netw ork flows and 20 ANEF contour 388

lane requ irem ents 315 14.2.8 N orth /sou th  alignm ent: num ber of
10.4.6 E stim ated  ra il passengers for people p o ten tia lly  n o ise -a ffec ted 389

B adgerys C reek  v ia St M arys by 
ca tegory  of trav e lle r and period 317 14.2.9 C om parison of W ilton runway 

alignm ent a lte rn a tiv e s  in te rm s of
10.4.7 E stim ated  ra il passengers for n o ise -a ffec ted  population 389

10.4.8

B adgerys C reek  v ia G lenfield by 
ca tegory  of trav e lle r  and period

Road construction  unit costs

317

320

14.2.10

14.2.11

Com parison of populations w ithin 
20 ANEF contour

Building s ite  accep tab ility  for noise

390

10.4.9 Schedule of in fras tru c tu re  and reduction  assessm ent 392
ro lling -stock  costs for the  
a lte rn a tiv e  ro u tes  to Badgerys 
C reek 322

14.6.1 Sum m ary of th e  em ploym ent e ffe c ts  
of K ingsford-Sm ith A irport 410

10.4.10 C om parison of the  ra il options for 
B adgerys C reek

14.6.2 S ecto ra l d istribu tion  of flow-on

322 em ploym ent e f fe c ts  of each 
segm ent of a irp o rt industry  a t

10.5.1 Energy and fuel consum ption at K ingsford-Sm ith A irport — Sydney
K ingsford-Sm ith A irport 329 Region and the K ingsford-Sm ith

10.6.1 Landscape c h a ra c te r  of the econom ic Sub-Region 410

proposed site 332 14.6.3 Social indicators, 1981 411

14.6.4 Econom ic ind icators, 1981 413

14.6.5 C onstruc tion  sec to r em ploym ent

CHAPTER 11 m ultip liers 415

14.6.6 R atios of em ployees to air tra ff ic  
a t th ree  A ustra lian  a irp o rts, 1983 416

No tab les in th is chap ter 14.7.1 R ural land capability  c lassifica tion  
(Soil C onservation Service) 420

14.7.2 Guide to ag ricu ltu ra l su itab ility

CHAPTER 12 c lassifica tion  (D epartm ent of 
A griculture) 422

14.7.3 P roportion  of land w ithin the
No tab le s  in th is chap ter proposed s ite  and 25 ANEF contour 

by capab ility  class 423

14.7.4 Com parison of livestock  num bers 424

CHAPTER 13
14.7.5 Gross m argins 424

14.7.6 Annual n e t farm  incom e (a fte r 
labour costs) 425

13.1 Annual a irc ra f t  m ovem ents 356 14.7.7 C urren t annual value of ag ricu ltu ra l
13.2

13.3

Passenger ac tiv ity  

C apacity  and a rea  com parison

356 production  w ithin proposed a irport 
site 425

betw een  CSPR and WSPR layouts 356 14.7.8 Beef production  com pared to

13.4 Dim ensional c r ite r ia  used for 
pre lim inary  m aster plan 358

regional value of ag ricu ltu ra l 
com m odities produced 426

14.8.1 P o te n tia l a reas for fu ture  urban 
developm ent 430

CHAPTER 14

CHAPTER 15
14.2.1 Land use com patib ility  advice by the 

D ep artm en t of A viation for a reas in

14.2.2

th e  v icin ity  of A ustralian  a irpo rts 

F light p a th  assignm ent

380

383

15.1.1 In s itu  coal resources a t  the  
proposed a irp o rt s ite 440

E as t/w est alignm ent: po ten tia l 
n o ise -a ffec ted  a rea s (ha)

15.1.2 E stim ate  of co nstruction  m ate ria ls
14.2.3

386
15.1.3

required  for a irpo rt developm ent 

E xpected  ground subsidence and

442

E as t/w e st alignm ent: p o ten tia l noise-14.2.4 s tra in  p a ram ete rs  assum ing to ta l
a ffe c te d  population within 20 ANEF 
contour 386

e x tra c tio n  of coal ben ea th  the  site 445



Table Page Table Page

15.1.4 Soil ch a ra c te ris tic s 448 CHAPTER 16

15.1.5 Landform  units 452

15.1.6 Site  topography 454 No tab les in this chap ter

15.1.7 A irport fac ilitie s  in re la tio n  to 
landform  and topographic fea tu res 456

15.1.8 E stim ate  of earthw orks for fu ture  
a irp o rt construction  (000 *) 457 CHAPTER 17

15.2.1 F ea tu re s  of the  drainage basins 
w ithin the  proposed site 460 17.1 C om parison of B adgerys C reek  and

15.2.2 R un-off c o -e ffic ien ts  for the W ilton s ites

proposed s ite  before  a irpo rt 
developm ent 460

15.2.3 P o te n tia l sources of contam inants CHAPTER 18during a irpo rt construction  and 
operation 463

15.2.4 Maximum p rec ip ita tio n  values a t 
C ordeaux catchm en t 466

No tab les in this chap ter

15.2.5 R un-off c o -e ffic ien ts  for the
proposed site  a f te r  a irpo rt 
developm ent 468

15.2.6 C hanges to  Allens C reek  drainage 
basin 468

15.2.7 E stim ated  n u trien t loads in Allens 
C reek  as a  resu lt of a irpo rt 
developm ent 470

15.3.1 Maximum pollu tan t concen tra tions 
m easured  during 1982, com pared 
w ith accep ted  standards 472

15.3.2 Emissions from  m otor vehicles in 
Sydney, 1976 to  2000 (t/a) 477

15.3.3 Inventory  of a irp o rt re la te d  
em issions under worst case 
assum ptions (t/a) 478

15.3.4 Sum m ary of long-term  annual 
em issions w ith and w ithout second 
a irp o rt operations (t/a) 480

15.4.1 Existing  and fo recast annual 
av erage  daily  tra ff ic  flows 485

15.4.2 Maximum desirab le  average daily 
tra f f ic  flows 486

15.4.3 Inward bound m orning tw o-hour 
peak  passenger and tra in  m ovem ents 
on th e  Sydney M etropolitan  
R ailw ays, by line 489

15.4.4 Ind ica tive  p e rcen tag e  share of 
ground access for each trav e l mode 
for each  case 493

15.4.5 A ntic ipa ted  road netw ork  flows and 
lane requ irem en ts 495

15.4.6 E stim a ted  ra il passengers for Wilton 
v ia Douglas P ark , by ca tegory  of 
trav e lle r  and period 498

15.4.7 E stim a ted  ra il passengers for Wilton 
v ia Appin, by ca tegory  of trav e lle r 
and period 498

15.4.8 Road co n stru ctio n  unit costs 501

15.4.9 Schedule of in fra s tru c tu re  and 
ro lling -stock  costs for the 
a lte rn a tiv e  ro u tes  to W ilton 503

15.4.10 C om parison of th e  ra il options for 
W ilton 503

15.5.1 Energy and fuel consum ption a t 
K ingsford-Sm ith A irport 511

15.6.1 L andscape c h a ra c te r  of the  s ite 514



Summary

PART A SELECTION OF THE SHORT-LISTED SITES 

THE REQUIREMENT TO RESERVE A SITE 

O bjective of the proposal

In 1983 th e  D epartm en t of A viation was d irec ted  by the  C om m onw ealth G overnm ent to 
exam ine all possible locations for a su itab le s ite  for a second m ajor a irpo rt to  serve the 
Sydney region. Subsequently, the then M inister for Home A ffairs and Environm ent 
d irec ted  th a t a D ra ft Environm ental Im pact S ta tem en t be prepared  under the te rm s of 
the  C om m onw ealth Environm ent P ro tec tio n  (Impact of Proposals) A ct 1974. This 
docum ent has been p repared  in response to  th a t d irec tion .

The objective of the  proposal assessed in th is D ra ft Environm ental Im pact S ta tem en t is 
to  acquire a s ite  th a t would be su itab le  for possible fu tu re  developm ent as a second 
Sydney a irp o rt. The environm ental evaluation  of the  two sho rt-lis ted  s ite s  a t Badgerys 
C reek  (on the  w estern  ou tsk irts  of Sydney) and W ilton (south-w est of Sydney) has been 
based on prelim inary  m aster plans which rep resen t the maximum level of developm ent 
(the 'w orst case') th a t could be con tem pla ted  in the  fo reseeab le  fu tu re . This level of 
developm ent would only be w arran ted  if long-term  air tra f f ic  grow th followed the m ost 
op tim istic  fo recasts , and it is probable th a t th e re  would be very much low er levels of 
developm ent a t a second a irp o rt. The decision to  acquire a s ite  a t this tim e does not 
im ply a com m itm ent to  the  level of developm ent suggested under the w orst case, nor to 
any o ther level of developm ent.

Growth in air traffic

In th e  1984 calendar year, the  to ta l air tra f f ic  a t Sydney's K ingsford-Sm ith A irport was 
approxim ately  8.6 m illion passenger m ovem ents. Air tra f f ic  a t K ingsford-Sm ith A irport 
is fo recas t by th e  D epartm en t of A viation to grow a t an annual ra te  of 1.6-3.8% betw een 
1985 and 2010. (This fo recast com pares with an annual grow th ra te  of approxim ately  
4.7% betw een  1970 and 1984.) A t these  fo recast ra te s , to ta l passenger tra f f ic  a t 
K ingsford-Sm ith A irport in the  year 2010 would range betw een a low of 13.4 million and 
a high of 24 m illion annual passenger m ovem ents, provided th a t su ffic ien t a irport 
cap ac ity  w ere availab le to  accom m odate th is grow th. The corresponding range for 
a irc ra f t  m ovem ents fo recast for the year 2010 is betw een 216,730 and 382,580 annual 
a irc ra f t m ovem ents.



The possibility  of long-term  grow th falling below the D epartm en t of A viation 's low 
fo recast of a 1.6% increase per annum is very unlikely. For this to  occur, the A ustralian  
econom y would have to en te r a period of long-term  stagnation , a s itua tion  th a t is n e ith er 
probable nor a sound assum ption on which to base long-term  planning. On the  o ther 
hand, th e  possibility  of the  D epartm en t of A viation 's high fo recas t being exceeded 
cannot be excluded. This is because the  fo recasts  are based upon the  assum ption th a t 
existing socio-econom ic and av iation  industry  fac to rs  will rem ain  essen tia lly  unchanged, 
which m ay not prove to  be the  case. For exam ple, g re a te r  exp lo ita tion  of th e  le isure 
m arke t, increased  in tern a tio n a l tou rist trav e l from overseas, or the  possibility  of some 
lim ited  form of deregu lation  of the av iation  industry in A ustra lia  being im plem ented  and 
leading to  a wider range of trav e l opportunities, are  all fac to rs  th a t could lead to  a 
h igher long-term  grow th level than th a t fo recast by the  D epartm en t of A viation.

Runway capacity of Kingsford-Smith Airport

The capacity  of an a irpo rt is not fixed, as i t  depends on a num ber of fac to rs  such as the 
w eather, the mix of a irc ra f t,  the profile  of daily m ovem ents, a irc ra f t  passenger loads 
and a ir tra f f ic  con tro l procedures, all of which can vary. In 1984 th e re  w ere 
approxim ately  170,000 a irc ra f t  m ovem ents a t K ingsford-Sm ith A irport. If the  p rofile  of 
daily  m ovem ents and a irc ra f t mix rem ained  unchanged, then  full cap ac ity  under the 
D epartm en t of A viation 's cap ac ity  c r ite r ia  would be reached  a t 203,000 annual a irc ra f t 
m ovem ents. Under the D epartm en t's  fo recasts, this could occur as early  as 1988 or as 
la te  as 2000.

It is the policy of both  the New South Wales and the C om m onw ealth governm ents to 
c a te r  for any sh o rtfa ll in runway capacity  a t K ingsford-Sm ith A irport by developing a 
second Sydney a irp o rt. The a lte rn a tiv e s  to th is policy would be to:

. take  no action , and allow congestion a t K ingsford-Sm ith A irport to rise;

. reg u la te  tra f f ic  flow a t K ingsford-Sm ith A irport through the pricing of landing 
righ ts a t peak periods or the  a llocation  of quotas for landing righ ts a t these periods;

." con stru c t an additional runway a t K ingsford-Sm ith A irport.

Policies of 'no-action ' or of regu la tion  of air tra f f ic  a t K ingsford-Sm ith A irport a re  likely 
to resu lt in increased  costs for air trave lle rs  to or from Sydney, and in reduced 
opportunities for a ir trav e l. Such an outcom e would be co n tra ry  to  the  C om m onw ealth 
G overnm ent's ob jectives of providing equality  of access for all A ustralians to reasonably 
priced air serv ices.

Previous studies have investiga ted  the possibility  of increasing runw ay capacity  a t 
K ingsford-Sm ith A irport by constructing  an additional runway para lle l to  the  existing 
n o rth /sou th  runway. Such a proposed is physically possible, although insu ffic ien t work 
has been undertaken  to  enable the  associa ted  fac ility  requ irem en ts  and environm ental 
im pacts to  be estab lished . N everthe less, while a closely spaced para lle l runw ay a t 
K ingsford-Sm ith A irport could th eo re tica lly  ra ise  the  cap ac ity  of th a t a irp o rt to  
approxim ately  240,000 annual a irc ra f t m ovem ents, such an increase  would do no m ore 
than  d efe r th e  requ irem en t for an additional m ajor increm en t of runw ay cap ac ity  in the  
Sydney Region.

C apacity of general aviation aerodromes

As th e re  are co n stra in ts  on the expansion of the o ther general av iation  aerodrom es in the 
Sydney Region (Bankstown, Hoxton P ark , Cam den and Schofields), an uncongested  second 
a irpo rt may be considered by general av iation  in te re s ts  as an a t tra c tiv e  a lte rn a tiv e . 
G eneral av iation  is th e re fo re  seen as am im portan t p o ten tia l ac tiv ity  a t a second Sydney 
a irp o rt.
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Loss of the opportunity to reserve a site

Sydney, a la rge  c ity  by world standards, has a fin ite  and dwindling supply of land su itable 
for developm ent because of the  con tainm ent of the  Cum berland Plain by m ountains. 
O ver m ore than th ree  decades, a num ber of po ten tia lly  su itab le  airpo rt s ite s  w ithin the 
C um berland P lain  have progressively  becom e unavailable as a resu lt of continued 
population expansion, and rep lacem en t cand idate  a irpo rt s ites  are necessarily  loca ted  
fu rth e r from the c ity 's  c en tre .

The population of the  Sydney Region is expected  to grow from a 1981 level of 
3.28 m illion to  approxim ately  4 million by the year 2000. By 2011, the  population of 
Sydney would be betw een 4.3 and 4.7 m illion, depending upon the e ffe c ts  of im m igration 
to  A ustra lia . The to ta l cap ac ity  of the  Cum berland P lain  is e s tim a ted  to  be 
approxim ately  4.7 million people; to  accom m odate population increases beyond this 
figure, a reas would have to  be developed on the  C en tra l C oast and in the  surrounding 
footh ills and highlands.

T here are a large num ber of com peting uses for land in the Cum berland P lain . A s ite  for 
a second Sydney a irpo rt is perhaps one of the m ost sign ificant of these , as the s ite  plus 
th e  n o ise -a ffec ted  areas over which land use contro ls would need to be im posed would 
exceed  25 km 2. Under the p ro jec ted  population grow th ra te  for the  Sydney area , the 
population capacity  of the Cum berland P lain  of 4.7 m illion people could be reached  by 
the  y ear 2011, a t which tim e, unless a site  had ea rlie r  been acquired, th e re  would be no 
land available for a irpo rt developm ent.

The process of progressive in troduction , evaluation , discarding and re in troduction  of 
cand idate  second a irpo rt s ites  over m ore them th ree  decades has in troduced a g rea t deal 
of u n ce rta in ty  in to  the lives of those people living in the  a ffec ted  areas. This lack  of a 
decision has also seriously a ffe c te d  the  New South Wales G overnm ent's urban 
developm ent program m e, p a rticu la rly  as far as m edium -term  plans are concerned. This 
is because areas iden tified  for urban developm ent a f te r  about 1990, and for which a 
considerable am ount of investigation  and planning are being undertaken , have been 
lim ited  to  land not a ffe c te d  by these  fu tu re  a irpo rt options, which has closed off from 
considera tion  many areas  th a t may be more su itable for m edium -term  urban 
developm ent.

Consequences of no action

The issue of a second Sydney a irpo rt s ite  is a p e rs is ten t one. A decision to take  no 
ac tion  or to  d efe r or abandon the s ite  se lec tion  process a t this tim e is thus unlikely to  
rem ove the issue from the  public agenda. The sh o rt-te rm  consequences of no action  are 
likely  to  be a re in troduction  of u n certa in ty  for the  po ten tia lly  a ffec ted  populations and 
continuing d ifficu lties  for the  S ta te  G overnm ent in its  m etropolitan  planning program m e.

While the  long-term  ra te  of air tra ff ic  grow th cannot be p red ic ted  w ith any c e rta in ty , a 
decision to reserve  a s ite  a t this tim e would be seen in re tro sp ec t as a good decision if 
high tra ff ic  grow th did occur. If, on the o ther hand, th e re  w ere no grow th, then  d e fe rra l 
or abandonm ent of s ite  selec tion  a t th is tim e would be seen in re tro sp e c t as a good 
decision. N everthe less, the  consequences of being seen in re tro sp ec t to  have not made 
the co rre c t decision — of having secured the s ite  p rem atu re ly  or of having failed  to  do so 
when this u ltim a te ly  proved to be required  — are  not sym m etric  for the  two choices. 
This is because the  continued grow th of Sydney will inevitably  make the fu tu re  
acquisition  of a s ite  both p rac tica lly  m ore d ifficu lt as well as m ore costly .

H ow ever, a  decision now to abandon or defer se lec tion  of a s ite  is more likely to  give 
rise to  negative e ffe c ts  in th e  long te rm . In the short te rm , d efe rra l or abandonm ent of 
s ite  se lec tion  is m ost likely to  be followed a f te r  a short period by a re su rrec tio n  of the 
search  for a  s ite  for a second a irp o rt, w ith  the  a tten d an t costs, con troversy  and 
u n certa in ty  for the  po ten tia lly  a ffe c te d  populations.
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ROLE AND NATURE OF A SECOND AIRPORT

Operational contributions of second airports

Many of the  la rg e st m etropo litan  sources of a ir tra f f ic  in developed coun tries are  served 
by m u lti-a irp o rt system s. This p a tte rn  holds across a wide d iversity  of econom ic and 
regu la to ry  conditions and may reasonably  be expected  to  hold for o ther regions as they 
develop into m ajor m etropo litan  cen tre s . This is because second a irp o rts  can perform  
v ita l functions in increasing a irp o rt cap ac ity  and effic iency  in a m ajor m etropo litan  
a rea .

Second a irpo rts  can increase  the effic iency  of a m etropo litan  a irp o rt system  by providing 
a  m eans of separating  tra f f ic  using d iffe ren t types of a irc ra f t .  G iven the  varia tion  in 
separa tion  d istances requ ired  betw een  a irc ra f t of d iffering  speeds, the  separa tion  of 
slow er and fa s te r  a irc ra f t enables the  num ber of overall a irc ra f t m ovem ents per hour 
throughout the  a irpo rt system  to  be increased . A second a irpo rt cam also increase  the 
cap ac ity  of the  p rim ary  a irp o rt in the m etropo litan  system  by providing for seasonal or 
daily peak  tra f f ic , thus allowing the p rim ary  a irpo rt to  o pera te  a t genera lly  higher levels 
throughout th e  y ear, indeed close to  its  m aximum capacity .

Social contributions o f second airports

In addition, second a irpo rts  can make sign ifican t social contribu tions to  th e  operation  of 
a ir serv ices in m e tropo litan  areas by providing an e ffec tiv e  m eans of d istancing  som e 
sources of a irc ra f t  noise from  heavily  populated  areas w ithout c rea tin g  access p enalties  
for passengers as a whole. They can achieve th is by ca te rin g  to  the  range of ac tiv itie s  
th a t does not involve regu larly  scheduled fligh ts, for exam ple tra in ing  fligh ts, a ir cargo 
or express p arce l tra f f ic , or tra f f ic  th a t has good reason to  o pera te  beyond curfew  hours.

F u rth e r, second a irp o rts  can stim u la te  com petition  in the air tran sp o rt system  of a 
m etropo litan  region by breaking th e  monopoly on com m ercial a ir serv ices and te rm inal 
space otherw ise held by a single a irp o rt fac ility  and by operato rs  estab lished  th e re . In 
this way, second a irpo rts  in a m u lti-a irp o rt system  can provide opportun ities for the  
developm ent of innovative av iation  serv ices d irec ted  a t m arket segm ents no t previously 
c a te re d  for. Second a irpo rts  have proved to  be the s ta r tin g  points for m any innovative 
serv ices, p a rticu la rly  those requiring low overheads.

Concentration and specialization

Most m u lti-a irp o rt system s have a dom inant a irpo rt, which typ ically  m ay have anyw here 
from two to  five tim es th e  num ber of passengers of the second a irp o rt. As a ru le , tra f f ic  
d is trib u tes  to second a irp o rts  in proportion to the  congestion of the  dom inant a irp o rt. 
The process of con cen tra tio n  of tra f f ic  a t p rim ary  a irpo rts  is s tim u la ted  by the  
passengers, who p re fe r to  use the airpo rt th a t has the  best serv ices and g re a te s t 
possib ilities for m aking flight connections. C om m ercially , the  airlines m ust follow, as 
they  could not for long affo rd  to  o ffe r uncom petitive serv ices elsew here, even if these 
w ere subsidized. C oncen tra tion  is the inevitab le  re su lt, and experience elsew here 
ind ica tes  th a t governm ent regula tion  which a tte m p ts  a rtif ic ia lly  to  d is trib u te  tra f f ic  
betw een  a irp o rts  in a m u lti-a irp o rt system  is unsuccessful. N everthe less , the  success of 
a second a irpo rt should not be judged by w hether or not it is as heavily  u tilized  as the 
p rim ary  a irp o rt, since a  second a irp o rt perform s a role not com parable to  its  level of 
tra f f ic .

A irports in a  m u lti-a irp o rt system  tend to  specialize around p a rticu la r functions, w ith 
each  a irp o rt typ ically  having d is tinc t c h a ra c te ris tic s  and serv ices. H ow ever, th is 
d is tinc tion  betw een a p rim ary  and secondary airpo rt is unlikely to  be a sp lit betw een  
'in te rn a tio n a l' and 'dom estic ' tra f f ic . In p ra c tic e , such a sp lit is u n ch arac te ris tic ; 
instead , th e  m ost com mon specia liza tion  betw een a irpo rts  is betw een  'business' tra v e l on 
th e  one hand, and le isure or 'cheap fa re ' and o ther special m arkets on the  o th e r. The
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business airpo rt is typ ically  the la rg e r a irpo rt, which provides the  serv ices required  by 
business people: high frequency of services; easy flight connections; and a broad range 
of destinations. O perators providing cheap fare  and innovative serv ices lo ca te  
p re fe ren tia lly  a t uncongested , and thereby  less expensive, sites: fac to rs  th a t help them  
to  provide th e ir  serv ices. O ther specialized  serv ices which may be found a t a second 
a irpo rt include air cargo and express cargo, regional destinations, ch a rte r operations, and 
tra f f ic  sensitive to  curfew  res tric tio n s .

Size of a second airport, and distribution of traffic

E xperience w ith m ultip le a irpo rt system s elsew here in the world suggests th a t a second 
a irpo rt can becom e a sizeable en terp rise , ca tering  to  a t le ast 2 million passengers per 
annum (or as busy in te rm s of passenger tra f f ic  as A delaide or P e r th  a irpo rts  are today), 
when the  orig inating tra f f ic  in the  m etropo litan  a rea  reaches about 8 m illion passengers 
per year (originating tra f f ic  is ca lcu la ted  by deducting the num ber of tran s it passengers 
from  the  to ta l num ber of passengers a t an a irp o rt, and dividing th is num ber by two). 
U nder the D epartm en t of A viation 's high fo recas t for a ir tra f f ic  in the Sydney region, 
th is point is likely  to  be reached  a t about the year 2000.

The sam e reasons th a t make it  d ifficu lt to  fo recast passenger levels w ith any ce rta in ty  
fa r into the  fu tu re  also m ake it  d ifficu lt to  p red ic t the responses of airlines and 
passengers to  a condition of severe congestion a t K ingsford-Sm ith A irport and to  the 
opportunity  to  o p era te  from a second a irp o rt. H owever, based on experience elsew here, 
th e  m ost plausible fu tu re  p rospect for K ingsford-Sm ith A irport is th a t it would rem ain 
the  dom inant business o rien ted  a irp o rt, operating  much as it does today. It can also be 
assum ed th a t K ingsford-Sm ith A irport would probably continue as the focus for much of 
the  ex tensive netw ork of in tra s ta te  com m uter tra f f ic , as many of the passengers on 
these  fligh ts are  also travelling  on business and would wish to  make connections w ith 
in te rs ta te  and in tern a tio n a l fligh ts. F u rth er, it can be expected  th a t the estab lished  
a irlines — Q antas, TAA and A nsett — will re ta in  K ingsford-Sm ith A irport as the ir 
p rincipal a irp o rt in the  Sydney Region.

A d istribu tion  of tra f f ic  betw een K ingsford-Sm ith A irport and a second a irpo rt th a t 
envisages 'in te rn a tio n a l' tra f f ic  being con cen tra ted  a t a second a irpo rt is not a viable 
a lte rn a tiv e  in the  A ustralian  con tex t. B ecause of the m ultiple num ber of ports of en try  
in to  A ustra lia , a le r t passengers and trav e l agen ts would have no d ifficu lty  in subverting 
the  objective of landing Sydney-bound in tern a tio n a l passengers solely a t a second a irpo rt. 
Instead , o th e r po rts  of en try  would be used, w ith connecting dom estic  flights providing 
access to  the m ore convenient K ingsford-Sm ith A irport. A lte rna tives involving the 
division of in te rs ta te  tra f f ic  evenly betw een K ingsford-Sm ith A irport and a  second 
a irpo rt would fail on sim ilar grounds. While s tringen t regulations m ight conceivably 
force airlines to  split th e ir operations for a period, such regula tions could not force the 
passengers to follow su it. Passengers would p re fe ren tia lly  use K ingsford-Sm ith A irport 
and put g rea t pressure on the  airlines to  provide fu ller serv ices th e re .

The ex ten t to which a second airpo rt could make a viable contribu tion  to  the  e ffic ien t 
operation  of a ir serv ices in th e  Sydney Region would depend very much upon overall 
grow th in tra f f ic . Should such grow th occur, then it may also be expected  th a t the 
conditions under which air serv ices w ere being o ffered  and operated  would be d iffe ren t 
from  those of today. Th<5 m ost plausible fu tu re  p rospect for a  second a irp o rt operating  
under such conditions would be to  serve peak period, le isu re-o rien ted  mass m arkets, and 
o ther special m arkets such as curfew -sensitive tra ff ic , air cargo and general av iation . 
The le isure m arket is d is tinctly  d iffe ren t from business trave l in many fundam ental 
re sp ec ts , each  of which m akes it  possible for this m arke t to  d is tribu te  to  a second 
Sydney a irp o rt. Many of the  holiday passengers m ight not be especially  concerned about 
proxim ity  to  the c ity  cen tre  or sensitive to  the tim e taken  in travelling  to  the  a irpo rt. 
T heir concern  would be m ore for the  to ta l cost of the  holiday package. Experience 
elsew here ind icates  th a t a irlines serving this m arket could be ch a rte r or ch a rte r-lik e  
operato rs  o ffering  special schedules or flight program m es to  serve m ass m arkets.
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These operato rs  m ight be subsidiaries of existing business o rien ted  a irlines or newly 
estab lish ing  innovative o p era to rs. U ltim ate ly , if the  air tra f f ic  to  Sydney becam e 
su ffic ien tly  large , th e  second airpo rt m ight develop a broader ro le , involving m ore 
business o rien ted  tra ff ic .

Timing and location of development

D evelopm ent of a second a irpo rt could take  several years, and it would need to  be 
opened some tim e before its  tra f f ic  could reach  a level a t which the second a irp o rt's  
con tribu tion  was no ticeab le . If a second a irpo rt w ere to be available when the capacity  
of K ingsford-Sm ith A irport was exceeded , then , on the basis of th e  D epartm en t of 
A viation 's fo recasts  of dem and and capacity , the second airpo rt would be required  for 
in itia l use betw een 1988 and the year 2000.

The tim ing of the grow th in tra f f ic  a t a  second a irpo rt would depend to a degree on its  
location . The fu rth er away a second a irpo rt is lo ca ted  from the  Sydney Region origins 
and destinations of p o ten tia l passengers, the longer it will be before passengers and 
airlines choose to  use th a t a irpo rt in p re fe ren ce  to  congested  fac ilitie s  a t K ingsford- 
Sm ith A irport. Of the  two s ite s  th a t have been sh o rt-lis ted , the  tim e a t which 
developm ent of a second a irpo rt a t Wilton would becom e viable would be la te r  than  a t 
the  closer Badgerys C reek  s ite .

POSSIBLE LOCATIONS FOR A SECOND SYDNEY AIRPORT SITE 

Background

Considerable work has been carried  out over alm ost fo rty  years in the search  for a 
su itab le  s ite  for a second m ajor a irpo rt for Sydney. This work has involved the 
evaluation  of a large num ber of cand idate  locations, and the  subsequent re jec tio n  of 
many, befo re  the  lis t of the  ten  locations considered in this la te s t  study was defined. 
The four m ajor stud ies th a t p receded  this cu rren t study w ere:

. the R eport on the  D evelopm ent of an In terna tiona l A irport a t Sydney (1946)

. the  M ajor A irport R equirem ents for Sydney Study (1969-70)

. the  B enefit/C o st Study of A lte rna tive  A irport Proposals for Sydney (1971-74)

. the  M ajor A irport N eeds of Sydney Study (1977-79).

The Second Sydney A irport S ite Selection  Program m e is th e  fif th  a tte m p t by successive 
governm ents to se lec t and reserve  a s ite  for a second a irp o rt. In the course of th is and 
the previous stud ies, a to ta l of 106 sites  have been investigated , n ine teen  of which have 
been studied  in d e ta il. Of these , tw elve w ere loca ted  in the  Cum berland P lain  and seven 
in areas to  the north  and south of Sydney and a t Goulburn. Five of these  n ine teen  s ites  
have been common to  th is and the previous two studies. These are Scheyville, 
Londonderry, Badgerys C reek , Bringelly and Holsworthy.

The m ost recen t study, the M ajor A irport N eeds of Sydney Study, sh o rt-lis ted  two sites: 
Badgerys C reek  and Scheyville. In D ecem ber 1979, the  C om m onw ealth m em bers of the 
M ajor A irport N eeds of Sydney C om m ittee  subm itted  th e ir recom m endations to  the 
C om m onw ealth  M inister for T ransport, althoughxagreem en t on these  recom m endations 
could not be reached  w ith the  S ta te  m em bers of th a t C om m ittee .

The C om m onw ealth m em bers considered th a t the developm ent of a  second m ajor a irp o rt 
could not be p re fe rred  to developm ent of a closely spaced para lle l runw ay a t K ingsford- 
Sm ith A irport; n ev erthe less , if a second a irpo rt w ere eventually  requ ired , they  expressed 
a c lear p re fe ren ce  for developm ent a t Badgerys C reek  over the o ther sh o rt-lis ted  s ite  a t 
Scheyville.
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Five years have passed since the  M ajor A irport Needs of Sydney Study was undertaken  
and population increases have occurred  a t many of the s ite s  in the in terim . H owever, as 
the e ffe c ts  of these  increases are  not evenly d istribu ted , it  was considered appropria te  
th a t the  Second Sydney A irport S ite Selection  P rogram m e should include a re ­
exam ination of all four locations th a t had been analysed in d e ta il for the M ajor A irport 
N eeds of Sydney Study: Scheyville, Londonderry, Badgerys C reek  and Bringelly. It was 
also proposed to  review  the decision of th a t Study to  e lim inate  the  H olsw orthy m ilita ry  
a rea  as a p o ten tia l s ite , since it was fe lt th a t the population increases a t the a lte rn a tiv e  
s ites in the  m eantim e may have im proved the  ranking of H olsw orthy. In addition, five 
o ther locations had been strongly  prom oted as su itable a irpo rt s ites  in the press and 
through personal rep resen ta tio n  by various in te re s t groups: Som ersby, D arkes F o rest,
W ilton, Goulburn and W arnervale. A lthough some of these had been exam ined and 
re je c te d  in ea rlie r stud ies, it was considered th a t the changes in the  in tervening years 
and th e  continued public in te re s t made it desirable for them  to  be review ed again.

F ive ca tego ries  of a lte rn a tiv e  locations, w ith which the  following rep resen ta tiv e  s ites  
(Figure 1) w ere associa ted , w ere thus iden tified  for exam ination:

Site locations nominated for the current study

M ajor A irport N eeds of Sydney Badgerys C reek
Study short list: Scheyville

O ther m etropolitan  locations 
exam ined in M ajor A irport 
N eeds of Sydney Study:

Bringelly
Londonderry
H olsworthy

M id-distance locations (north): W arnervale
Somersby

M id-distance locations (south): D arkes F o rest 
Wilton

O utlying sites: Goulburn (as rep resen ta tiv e  of o ther outlying 
site s, such as B athurst-O range).

SITE SELECTION METHODOLOGY 

Site characteristics

As these  ten  nom inated  locations have widely d iffering  c h a ra c te ris tic s , the  short-listing  
process necessarily  involved com parisons on a num ber of ch a ra c te ris tic s  th a t have 
no obvious common m easure (for exam ple, convenience of access, noise im pact, and 
archaeology). The value th a t m ight be a tta ch e d  to any one of these  ch a ra c te ris tic s  
would vary m arkedly according to  individual perspectives and in te re s ts . Thus, a irpo rt 
users could be expec ted  to  a tta c h  a higher value to  convenience of access to  the a irpo rt, 
while residen ts po ten tia lly  a ffe c te d  by noise a t one of the nom inated locations could be 
expected  to  a tta c h  a higher value to  m inim izing this im pact, p referab ly  by locating  the 
a irp o rt elsew here. C om prom ises betw een the accessib ility , environm ental im pact, cost 
and o th e r fac to rs  associa ted  with each  site  th e re fo re  had to  be considered in sh o rt­
listing  tw o (or three) s ite s  for deta iled  com parison in this D ra ft Environm ental Im pact 
S ta tem en t.

To fa c ilita te  the  sho rt-listing  process, a irpo rt layouts w ere prepared  for each of the ten 
nom inated  locations. These layouts w ere the basis for evaluating  'the w orst possible case 
for the configuration  (of airport) adopted ', as required  by the G overnm ent's G uidelines 
under which the study was conducted. The w orst case adopted for the  purposes of 
preparing  a sh o rt-lis t of two (or three) s ite s  from the ten  nom inated locations was a
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widely spaced para lle l runw ay configuration  w ith an es tim ated  cap ac ity  of 25 m illion 
annual passenger m ovem ents. A specific  s ite  was iden tified  a t each  of th e  nom inated  
locations, and the  operating  ch a ra c te ris tic s  of a w orst case a irpo rt configuration  a t each 
s ite  w ere then  described , including th e  num bers of a irc ra f t m ovem ents and passengers, 
road access requ irem en ts, a reas a ffe c te d  by noise contours, a rea  of land to  be c leared  
fo r a irpo rt developm ent, num ber of em ployees, and so on.

For each of the  ten  s ite s, d a ta  w ere then  ga thered  under four m ain evaluation  fac to rs: 
environm ent, access, a irp o rt operations and cost. Within these  four m ain fac to rs  th e re  
w ere tw en ty -five  sub -fac to rs: tw elve for environm ental considerations, th ree  for access, 
four for a irp o rt operations and six for variab le cap ita l costs.

The list of fac to rs  and sub -fac to rs  used in the  short-listing  process was as follows:

. Environment

1 A ir quality
2 W ater quality
3 Flood risk
4 F lo ra
5 Fauna
6 A rchaeology
7 European heritag e
8 A gricu ltu re
9 M ineral resources
10 Population  displaced
11 Existing no ise-incom patib le land use
12 F u tu re  no ise-incom patib le land use

. A ccess

13 G eneral av iation  m arket
14 P riv a te  vehicle accessib ility
15 Public tran sp o rt accessib ility

. Airport operations

16 A irspace
17 Wind coverage
18 O ther m eteoro log ical conditions
19 S ite flex ib ility

. Variable capital costs

20 S ite  acquisition
21 R elocation  of C om m onw ealth fac ilitie s
22 R elocation  of ex isting  in fra s tru c tu re
23 S ite p repara tion
24 A ccess
25 New in fra s tru c tu re  

Grouping of sites

In order to m ake th e  evaluation  m ore m anageable, the d a ta  co llec ted  on each of these 
su b -fac to rs  for each of th e  ten  s ite s  w ere review ed to  iden tify  any p a tte rn  th a t would 
enable s ite s  to  be grouped on the  basis of some shared ch a ra c te ris tic s . From  inspection  
of the  d a ta  it was found th a t:
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. the  average d istance  to the m id-d istance s ite s  from  the cen tre  of Sydney's 
population was tw ice  th a t of the d istance to  the closer sites;

. the  average num ber of residen ts who would be displaced by s ite  acquisition  a t the 
m id-d istance s ites  was alm ost one-six th  of the  num ber who would be d isplaced a t 
th e  closer sites;

. the  average a rea  of existing land use a t the m id-d istance s ite s  th a t would be 
incom patib le w ith noise g enera ted  by a irc ra f t operations was less than  half th a t 
found a t the closer sites;

. the  average cost of acquiring a m id-distance s ite  was less than one-th ird  of th a t of 
th e  average for the closer sites.

Thus, it  was considered th a t the m ost useful ch a ra c te ris tic  by which s ite s  could be 
grouped was th e ir  geographical location  in re la tion  to  Sydney. S ites th a t lie closer to  the  
edge of Sydney's urban a rea  cure more a t tra c tiv e  in te rm s of accessib ility  to  the  a irp o rt, 
bu t are generally  less a t tra c tiv e  in te rm s of th e ir  socio-econom ic im pacts and s ite  
acquisition  cost. On the  o ther hand, s ites  a t a middle d istance from  Sydney's urban a rea  
are  less accessib le , bu t th e ir  im pact would be fe lt by few er people and th e ir  acquisition  
costs cure generally  less.

In view of these  d istinctions, the ten  s ite s  w ere grouped as follows:

. C loser sites: Badgerys C reek , Bringelly, H olsworthy, Scheyville and Londonderry.

. M id-distance sites: D arkes F o rest, Somersby, W arner vale and W ilton.

. O utlying s ite : Goulburn.

These groupings enabled com parisons to  be made betw een s ite s  w ith broadly sim ilar 
c h a ra c te ris tic s .

Short-listing

A ssessm ents w ere then made of which ch a ra c te ris tic s  w ere likely to  be regarded  by the  
w idest public as being of c r itic a l im portance to  the se lec tion  of an a irpo rt s ite . Of the  
tw en ty -fiv e  sub-facto rs  iden tified  for evaluation purposes, it was judged th a t the m ost 
im portan t w ere the num ber of people re lo ca ted  as a resu lt of s ite  acquisition , the  im pact 
of a irc ra f t  noise, the  accessib ility  of the  a irpo rt, the  operational sa fe ty  of the  a irpo rt, 
and the  cost of s ite  acquisition .

The d a ta  co llec ted  for each of the nom inated s ites  were then analysed to iden tify  any 
site  which ranked as consisten tly  weak on the basis of one or m ore of these  c r itic a l 
ch a ra c te ris tic s . Where this occurred , the  m erit of continuing to  com pare this s ite  w ith 
th e  o thers  was review ed, and a decision taken  on w hether to  recom m end its  deletion  
from the  short-listing  process. At this s tage, D arkes F o rest, H olsw orthy and Goulburn 
w ere assessed as having severe liab ilities  as a irpo rt s ite s, and w ere d e le ted  from  th e  list 
of s ite s  w arran ting  fu rth er consideration.

E ach of the  rem aining s ite s  was then  sep ara te ly  assessed on the basis of all of the sub­
fac to rs , and com pared w ith the  o ther s ites  in its  group in order to  iden tify  th e  superior 
s ite  or s ite s  w ithin each group. This evaluation  showed Badgerys C reek  to  be the 
superior s ite  w ithin the group of four rem aining closer s ites, while W ilton was the 
superior s ite  w ithin th e  group of th ree  rem aining m id-distance s ite s. A recom m endation  
was then  m ade to  the  C om m onw ealth G overnm ent to  sho rt-lis t the  Badgerys C reek  and 
W ilton s ites  for more d e ta iled  evaluation in this D raft E nvironm ental Im pact S ta tem en t, 
and on 18 Sep tem ber 1984 th e  M inister for A viation announced th e  G overnm ent's 
decision to  do so.
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The closer and m id-distance s ites  compared

The analysis undertaken  of the ten  nom inated s ite s  th e re fo re  concluded th a t Badgerys 
C reek  was c learly  the superior c loser s ite , while W ilton was the  superior of th e  m id­
d istance  s ite s . H ow ever, to  make a  com parison betw een these  two s ite s  would involve a 
com parison betw een  fac to rs  th a t have no common m easure . The closer s ite s  
ch a ra c te ris tic a lly  are  m ore accessib le but involve g re a te r  socio-econom ic im pacts and 
cost m ore to  acqu ire . C onversely, th e  m id-d istance s ite s  a re  less accessib le  to  p o ten tia l 
a irp o rt users but involve low er socio-econom ic im pacts and low er acquisition  costs. A 
choice betw een a s ite  a t Badgerys C reek  or Wilton will th e re fo re  involve, exp lic itly  or 
im plic itly , com prom ises betw een  issues of accessib ility  on the  one hand and 
environm ental im pact and cost on the o ther, and p re fe ren ce  depends on the w eighting or 
value which individuals a tta c h  to these fac to rs . In this sense, th e re fo re , th e re  can be no 
'b es t' s ite .

In preparing  a sh o rt-lis t of two (or three) s ite s  from  the  lis t of ten  nom inated  locations, 
th e re  w ere a num ber of choices availab le for com parison in this D ra ft E nvironm ental 
Im pact S ta tem en t. These com parisons could have included:

. tw o sim ilar s ite s  (two of the  closer s ite  group)

. tw o d iffe ren t s ite s  (one closer and one m id-distance)

. th ree  s ite s  (two closer and one m id-distance)

. th ree  s ite s  (one closer and two m id-distance).

A fte r considering all these  possib ilities, the  C onsultan t recom m ended th a t only tw o s ite s  
be com pared in d e ta il in the D ra ft E nvironm ental Im pact S ta tem en t, and th a t these 
should be from  tw o d iffe re n t s ite  groups (i.e. Badgerys C reek  as th e  superior of the  
closer s ite s  and W ilton as the  superior of the  m id-d istance sites) in order to  enable the 
necessary  com prom ise betw een  environm ental and access c h a ra c te ris tic s  to  be m ore 
thoroughly addressed. I t was judged th a t this would be m ore consisten t w ith the basic 
objective of th e  S ite  S election  P rogram m e, which was to  co n tribu te  to  the  reso lu tion  of 
Sydney's fu tu re  a irpo rt needs in an environm entally  accep tab le  m anner.

Approach to the comparison of the Badgerys Creek and Wilton sites

The d e ta iled  com parison of the Badgerys C reek  and W ilton s ite s  involved the  following 
steps:

. The assum ptions for the w orst case used in the short-listing  phase w ere review ed 
and th e  following rev ised  assum ptions w ere adopted:

the  maximum level of developm ent (or w orst case) th a t could be accom m odated 
w ithin the  proposed sites  would be for an a irp o rt w ith a  cap ac ity  of
275,000 annual a irc ra f t  m ovem ents and 13 million annual passenger m ovem ents 
on a w idely spaced p ara lle l runw ay layout w ithout a cross-w ind runway;

th e  second Sydney a irpo rt would serve all types of a irc ra f t ,  ranging from  sm all 
p iston-engined general av iation  a irc ra f t to  la rge , wide bodied je t  a irc ra f t 
(including a fu tu re  genera tion  of la rg e r a irc ra f t which could have wing-spans of 
up to  95 m);

the  operational mix of a irc ra f t ac tiv ity  would be sim ilar to th a t cu rren tly  
experienced  a t m ajor a irpo rts  but w ith a higher proportion  of genera l aviation ;

the  fu tu re  a irpo rt would o p era te  w ithout a night curfew .

. A dditional runw ay o rien ta tions w ere investiga ted  w ithin the  broad a rea  w ithin which 
th e  notional Badgerys C reek  and W ilton s ite s  w ere s itu a ted , and specific  s ite  
boundaries w ere defined.
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PRELIMINARY AIRPORT MASTER PLAN

For the  sh o rt-listing  phase of the study, an a irpo rt layout for the  Badgerys C reek  s ite  
w ith a n o rth -w est/so u th -eas t p rim ary  runw ay o rien ta tion  was used. Subsequent to  the  
sh o rt-listing  of Badgerys C reek , two additional o rien ta tions w ere exam ined. These w ere 
a no rth /so u th  alignm ent (published in the  p ress-re lease  of 18 Septem ber announcing the  
sho rt-lis tin g  of the  Badgerys C reek  and Wilton sites), and a n o rth -ea st/so u th -w est 
alignm ent. The prelim inary  m aste r plan (Figure 3) and the  proposed site  boundary are 
based on the  n o rth -ea st/so u th -w est alignm ent, which was se lec ted  because of its  lesser 
noise im pacts.

The fined choice of layout (a widely spaced para lle l runway layout) was adopted because 
it enabled a sign ifican t increase in planning flex ib ility  w ith a minimum increase  in land 
a rea  and cost when com pared to e ith e r a single runway or a  closely spaced para lle l 
runw ay layout. The need for a cross-wind runway was exam ined and it  was concluded 
th a t it was not necessary . This was because a 95% wind coverage was considered 
reasonable for a second a irpo rt where o ther a irpo rts  w ith d iffe re n t runw ay o rien ta tions 
are w ithin reasonable flying d istance.

To ensure th a t the  proposed airpo rt would m eet cu rren t as well as fu tu re  av iation  needs, 
th e  D epartm en t of A viation 's layout c r ite r ia  allow for la rger a irc ra f t them are  p resen tly  
in production: a irc ra f t w ith wing-spans of up to  95 m could u ltim a te ly  be accom m odated . 
A runw ay length  of 4,000 m was adopted for th e  long runw ay a f te r  considering the  
maximum stage  lengths for la rge  in te rn a tio n a l a irc ra f t and dom estic a irc ra f t,  as well as 
the  e ffe c ts  of e levation  and te m p era tu re . The layout also made provision for a sho rte r, 
para lle l runw ay to  accom m odate a irc ra f t up to  60 m wing-span on sho rter s tage  lengths 
and to  provide separation  from the  wake vortices of large a irc ra f t.

The a rea  provided for te rm inal fac ilitie s  is loca ted  betw een the two para lle l runways. It 
is capable of accom m odating a varie ty  of te rm inal concepts in response to  ro les th a t the  
second a irp o rt may develop.

Airspace arrangements

The developm ent of a second Sydney a irpo rt a t Badgerys C reek  would requ ire  changes to 
the  existing a llocation  of airspace in the  Sydney Region. A new contro l zone would have 
to  be estab lished  around the  a irpo rt a t Badgerys C reek, and a com bined con tro l a rea  
c re a te d  for K ingsford-Sm ith A irport and the  second a irpo rt a t Badgerys C reek . A rriving 
tra f f ic  would need to be split into flows tow ards e ith er K ingsford-Sm ith A irport or the 
second Sydney a irpo rt a t some point en rou te  a t a d istance of perhaps 100 n au tica l m iles 
from  Sydney, while tra f f ic  departing  from  e ith e r a irpo rt and using a sim ilar rou te  to 
th e ir destinations would need to  join this common rou te  a t some d is tan t point from the  
a irpo rts.

In defining the contro l a rea  for a second Sydney a irpo rt a t Badgerys C reek , the 
requ irem en t to  p reserve access to Bankstown and Cam den aerodrom es would need  to  be 
taken  into account. Changes to the  control zone of RAAF Base Richmond would be 
requ ired  and th e re  may need to  be some increased  sharing of w hat is now m ilita ry  
airspace w ith civil operations. R es tr ic te d  areas around the H olsworthy Army Base and 
the  Kingswood D efence fac ility  would give rise  to  some re s tr ic tio n s  on civil m ovem ents. 
The F leurs Radio O bservatory  would have to  cease operations.

In addition, the  con tro l zone for a fu tu re  a irpo rt a t Badgerys C reek  would rem ove alm ost 
all of the p resen t designated  flying train ing  areas, and Hoxton P ark  aerodrom e would 
probably have to  be closed. While Bankstown and Cam den could continue to  o p era te  on 
th e  edges of the  contro l zones for K ingsford-Sm ith A irport and a fu tu re  a irp o rt a t 
Badgerys C reek, it would not be possible for these aerodrom es to  have ad jacen t tra in ing  
a reas. H ow ever, uncontrolled  airspace for tra in ing  could be made availab le if the 
airspace  re s tr ic tio n s  a t R ichm ond and H olsworthy w ere reduced.
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THE SOCIO-ECONOMIC ENVIRONMENT AND EFFECTS OF THE PROPOSAL AT
BADGERYS CREEK

Land acquisition

The proposed site  a t Badgerys C reek  covers an a rea  of 1,770 ha (Figure 2). There are 
241 sep ara te  ti tle s  w ithin the boundary, and the m arket value of p rivate ly  owned land 
and im provem ents w ithin the proposed site  is e s tim ated  a t $31.5 m illion. The num ber of 
houses lo ca ted  w ithin the boundary is es tim a ted  a t 207 and the to ta l residen t population 
a t approxim ately  750. T here are no proposals a t this tim e to acquire land for road or rail 
access ro u tes , or for a irp o rt re la te d  land uses outside the boundary of the proposed site  
shown in F igure 2.

P rio r to  the  announcem ent of the  s ite  finally se lec ted , residen ts w ithin the  proposed 
acquisition  a rea  a t Badgerys C reek  will be adversely  a ffe c te d  by the  uncerta in ty  
surrounding the  selec tion  process. If the  Badgerys C reek  s ite  w ere chosen, the  e ffe c ts  
on existing residen ts  would p artly  depend on w hether the  C om m onw ealth p roceeded  by 
com pulsory acquisition of all p roperties  or by progressive acquisition through agreem ent 
w ith land ow ners. In those cases where the original owner requested  continued 
occupation  pending construction  of the  a irpo rt, the Com m onw ealth would lease back 
acquired  land a t a fa ir m arket ren ta l.

Noise

A ssessm ents of the e ffe c ts  of a irc ra f t noise w ere carried  out for two a lte rn a tiv e  runway 
alignm ents a t  Badgerys C reek: th e  'proposed' n o rth -ea st/so u th -w est alignm ent and the 
'a lte rn a tiv e ' n o rth /sou th  alignm ent. These assessm ents assum ed full developm ent of the 
a irp o rt s ite  to  a w orst case cap ac ity  of approxim ately  13 million annual passenger 
m ovem ents. Noise contours w ere p lo tted  for 20, 25, 30 and 40 ANEF. The maximum 
population capacity  of th e  land w ithin these contours was ca lcu la ted  on the basis of 
ex isting  residen tia l densities and those p e rm itted  under existing zoning. Using the 
m ethod developed by th e  N ational A coustic L abora to ries, the  po ten tia l num ber of people 
w ithin the 20 ANEF contour likely to  be 'seriously ' or 'm oderately ' a ffec ted  by a irc ra f t 
noise was e s tim a ted  to be as shown in Table 1.

Table 1 Population moderately or seriously a ffected  by noise -  Badgerys Creek

Badgerys
C reek

alignm ents

N um ber of people w ithin 20 ANEF contour

T o ta l po ten tia l 
population

Likely to  be m oderately  
a ffe c te d  by noise*

Likely to  be seriously 
a ffe c te d  by noise

Proposed (NE/SW)
alignm ent 1,951 1,115 364

A lte rn a tiv e  (N/S)
alignm ent 4 ,380 2,399 726

Includes those seriously a ffec ted .

Archaeology

One A boriginal archaeological s ite  was loca ted  during the field survey of the proposed 
s ite . This was found on ploughed and d evege ta ted  ground beside Badgerys C reek  and 
consisted  of a  s c a tte r  of five s ilc re te  flakes and flaked p ieces. This s ite , and o thers 
which may exist along Badgerys C reek , would not be a ffec ted  by developm ent of the 
a irp o rt, as the  eas te rn  airpo rt boundary fence would be se t back from  the creek  bank.
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Concerns of Aboriginal people

The s ite  lies w ithin th e  G andangara Local A boriginal Land Council a rea . The 
archaeo log ical s ite  survey ind icates th a t the  a re a  th a t would be c leared  is 
archaeo log ically  insensitive and th e re  would thus be no dam age to  archaeo log ical s ite s  
of p o ten tia l sign ificance to  A boriginal people. H owever, A boriginal people in the  
G andangara Local Land Council have expressed strong  opposition to  th e  developm ent of 
th is site  as an a irp o rt, on the grounds th a t it would adversely  a ffe c t the  quality  of th e ir  
environm ent and presen t way of life and has the p o ten tia l to  cause dam age to  s ite s  of 
sign ificance to  A boriginal people in the  general vicinity .

European heritage

T here has been a com plex p a tte rn  of European se ttle m e n t a t Badgerys C reek , which 
begem in 1813. O riginally one m ajor land g ran t, the  a rea  was progressively  subdivided 
throughout the n in e teen th  and tw en tie th  cen tu ries  for sm all farm s, orchards and gardens, 
as well as some stock  farm ing. More recen t tw en tie th  cen tu ry  developm ents include 
b a tte ry  hen farm ing and horse studs; one vineyard is also known.

Very li t t le  physical evidence of the n ine teen th  cen tu ry  developm ents survives w ithin the 
proposed s ite  a rea . E x tan t s tru c tu re s  predom inantly  d a te  from  the  1920-1940 period  and 
from  1960-1970. No European h eritag e  s ites  have been reg is te red  or reco rded  w ithin the  
s ite  or w ithin the  25 ANEF noise contour, although aeria l photography does ind icate  
some p o ten tia l for such s ite s  as does an assessm ent of the  h is to rica l li te ra tu re .

The m ajority  of the standing h isto rica l s tru c tu re s  are  of only local im portance and of 
m inim al heritag e  value, and sim ilar p a tte rn s  of developm ent could be expec ted  to  be 
found outside the a rea  th a t would be a ffe c te d  by a fu tu re  a irp o rt. T here fo re , although 
a irpo rt construction  would rem ove any ex tan t evidence of ea rlie r occupation , generally  
th is could no t be considered a sign ificant im pact in h is to rica l te rm s. V icary 's Winery, 
how ever, is an excep tion , as it is a resource of regional im portance .

In addition, th e re  is a possibility  th a t th e re  may be some archaeological m a te ria l under 
the  su rface  of the s ite  and, if th is da ted  from the f irs t ha lf of the n in e teen th  cen tu ry , it 
would be of national in te re s t and heritag e  value.

Economic e ffe c ts

T here are  unlikely to  be any sign ifican t econom ic e ffe c ts  in the a rea  arising from 
com pensation paym ents for land acquired by th e  C om m onw ealth, as land ow ners m ay not 
re -invest such monies in local econom ic ac tiv itie s , and econom ic use of the  land would 
continue under lease  arrangem ents  un til such tim e as s ite  developm ent com m enced. A t 
th a t tim e, the  negative  econom ic e ffe c ts  of discontinuing th e  original land use would be 
outw eighed by the  positive e ffe c ts  on the  local econom y of a irpo rt associa ted  
co nstruc tion  and perm anent em ploym ent.

D irec t em ploym ent associa ted  w ith a second Sydney airpo rt operating  a t 13 million 
annual passenger m ovem ents could be as high as 10,500 jobs in the  sub-region. A irport 
associa ted  em ploym ent and induced em ploym ent could add a fu rth er 600 to  1,000 jobs, 
w hile flow-on em ploym ent in the  Sydney Region could be up to  10,500 jobs of which up to  
2,300 could be w ithin the sub-region. A to ta l of about 22,000 new jobs could be c rea ted  
by th e  a irp o rt operations under th e  w orst case of 13 m illion annual passenger 
m ovem ents.

Agriculture

I t  is e s tim a ted  th a t about 1,405 ha  (or 79%) of the proposed s ite  are p resen tly  used for 
ag ricu ltu re , and a fu rth er 1,890 ha  w ithin the  25 ANEF contour a re  also used for 
ag ricu ltu re . The principad ag ricu ltu ra l a c tiv itie s  w ithin the s ite  and its  environs are  beef
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c a t tle  grazing, dairying, horse ag istm en t, tro ttin g  horse tra in ing  and spelling, and 
thoroughbred horse spelling. O ther ag ricu ltu ra l a c tiv itie s  are pigs, poultry , nu rseries and 
vegetab le  farm ing. The a rea  is im portan t for the num ber of bro iler chickens produced, 
and for the  production of tom atoes for the  fresh  m arke t.

The cu rren t annual gross value of ag ricu ltu ra l production from w ithin the proposed site  is 
es tim a ted  to  be $5 m illion, while the corresponding figure for the a rea  outside the  site  
but w ithin the  25 ANEF contour is e s tim ated  to be $3.3 m illion. The to ta l of $8.3 million 
rep resen ts  17% of the  com bined value of ag ricu ltu ra l production in the  c ities  of 
L iverpool and P en rith . In the absence of a irpo rt developm ent, ag ricu ltu ra l production is 
likely to  be m ain tained  in th e  short te rm . H owever, in th e  longer term  the  a rea  is likely 
to be subdivided fu rth e r for hobby farm ing and residen tia l developm ent.

Some of the p resen t production from w ithin the  a irpo rt s ite  would be re lo ca ted  to  o ther 
areas, which would partly  com pensate for the loss of production from this a rea . Most of 
th e  p resen t ag ricu ltu ra l a c tiv itie s  outside the proposed site  a rea  but w ithin the  25 ANEF 
contour would continue a f te r  the airpo rt com m enced operations. The e ffe c t of a irc ra f t 
noise on ag ricu ltu ra l production is likely to  be sm all, as available evidence suggests th a t 
livestock  becom e conditioned to such an environm ent.

Regional planning and development

A decision on a second a irpo rt s ite  would rem ove the  necessity  to  re s tra in  urban 
developm ent in areas near o ther cand idate  s ite s. A t the sub-regional level, subsequent 
a irp o rt developm ent and land use requ irem ents for ac tiv itie s  associated  w ith airport 
developm ent could be readily  accom m odated . While some existing uses would be 
d isplaced, the principal e f fe c t of a fu tu re  a irpo rt in regional planning te rm s would be to 
change the sequence in which the  p o ten tia l urban areas already  iden tified  w ere 
developed ra th e r  than  to add to  the to ta l ex ten t of urban developm ent.

The ex ten t of the  e ffe c ts  of e lec tro m ag n e tic  in te rfe ren ce , noise and c e rta in  o ther 
a irp o rt re la te d  ac tiv itie s  on various re search  and techn ica l fac ilitie s  in the region is 
u n certa in , but it is evident th a t some fac ilitie s  would becom e inoperable if a high level 
of a irc ra f t  operations occurred . These fac ilitie s  include:

. F leurs Radio O bservatory

. F leurs a irs trip

. C oast Radio R eceiving

. B ringelly R em ote R eceiver S ta tion  

. CSIRO Field S tation

. M cG arvie Sm ith Animal Husbandry Farm .

H ow ever, even in the absence of a irpo rt developm ent, fu tu re  m etropo litan  grow th and 
technological change may adversely  a ffe c t the long te rm  viability  of these  fac ilitie s  in 
th e ir  p resen t locations.

If the Badgerys C reek  site  w ere chosen for acquisition for fu tu re  airpo rt developm ent, 
com prehensive land use planning m easures would be required  to  d irec t developm ent in 
th e  po ten tia lly  n o ise -a ffec ted  areas, in order to  prohibit inappropriate  uses, to  iden tify  
land for fu tu re  a irp o rt associa ted  uses, and to  address the rela tionship  of the a irpo rt to 
o ther planning issues in the  region.

It is proposed th a t the  developm ent of a s tra teg ic  land use plan for the a rea  in the 
proxim ity  of the  se lec ted  a irpo rt s ite  would be included in the  M acarthur Regional 
E nvironm ental P lan.
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THE PHYSICAL ENVIRONMENT AND EFFECTS OF THE PROPOSAL AT BADGERYS
CREEK

Geology, soils and physiography

Both unconsolidated Q uaternary  sed im ents and consolidated T riassic  rocks (Bringelly 
Shale) occur w ithin the proposed s ite . The unconsolidated sed im ents cover about 5% of 
the s ite , m ainly along Badgerys C reek. A b asa lt dyke within the  s ite  coincides w ith the 
e lev a ted  ridge extending sou th -east from  Luddenham.

The site  lies w ithin one of a num ber of areas iden tified  by the  NSW D epartm en t of 
M ineral R esources as p o ten tia l sources of ligh t-firing  c lay /shale . T hat D epartm en t has 
rece n tly  com m enced a drilling and te stin g  program m e to  iden tify  su itab le  a reas  for 
ex tra c tio n , bu t the  resu lts  of this investigation  will no t be known for tw elve m onths or 
m ore. The site  is also underlain by about 40 Mt of coal a t a depth  of approxim ately  
830 m. H ow ever, because of the  re la tiv e  depth  of this resource , it is unlikely to  be 
m ined w ithin the  fo reseeab le  fu tu re .

The te rra in  of the  proposed site  ranges from  fla t to  gently  undulating. C onstruction  of 
an a irpo rt a t this location  would requ ire  a m ajor portion of the s ite  to  be reshaped, 
although m ost of the cu t-and -fill would be less than 10 m deep. T o ta l excavation  for the 
sitew orks is e s tim a ted  a t 15.754 m illion m 3, w ith  fill e s tim a ted  a t 15.823 m illion m 3. 
M ethods for m inim izing erosion and sed im entation  would be incorpora ted  in the  planning 
and im plem en tation  p rocedures for all earthw orks. A sm all proportion of the  soils w ithin 
th e  proposed s ite  are likely to  be saline, and special techniques would be used to 
re -e s ta b lish  v egeta tion  on these areas.

The construction  of the proposed a irpo rt would requ ire  about 2.975 m illion m 3 of 
construc tion  m a te ria l, ranging from sub-base m a te ria l to  co n cre te . Most of th is 
m a te ria l could be obtained  from site  earthw orks or from  estab lished  sources of supply.

Drainage and water quality

The m ajor p a rt of the  s ite  drains into South C reek , w ith a sm all section  draining in to  the 
N epean R iver a t W allacia. A series of de ten tion  basins would be constru c ted  to  control 
run -o ff from the  site , and to  sep ara te  con tam ina ted  from  non-con tam inated  s to rm w ater. 
Flooding along the creeks is unlikely to  be increased , as re ta rd in g  cap ac ity  for the peak 
flow from  a  1:100 year storm  would be provided by the  m ajor drainage basins.

D ischarges of s to rm w ater and tre a te d  w astew ate r from th e  site  could increase  fo recas t 
n itrogen  and phosphorous loads in South C reek  by 2.2% and 2.0% respec tiv e ly  by the  year 
2000.

Air quality

Air em issions re la te d  to a irpo rt operations could increase the  fu tu re  es tim a ted  level of 
em issions in th e  Sydney Region by 0.6% for carbon m onoxide, 0.5% for hydrocarbons and 
2.1% for n itrogen  oxides.

A ccess

If an a irpo rt w ere developed to the w orst case tra f f ic  level of 13 m illion annual 
passenger m ovem ents, a num ber of roads would need to  be upgraded, p a rticu la rly  the  
South W estern F reew ay  eas t of Liverpool, B ringelly Road, E lizabe th  D rive, and The 
N orthern  Road. I t would also be necessary  to  re lo c a te  Badgerys C reek  Road and a 
sec tion  of The N orthern  Road, while a new road would need to  be built from Erskine P ark  
Road to  Badgerys C reek  Road. The m ajor tra f f ic  increases would be re s tr ic te d  to  
B ringelly Road and the  w estern  section  of E lizabe th  D rive. O ther roads would 
experience increased  tra f f ic  flows, but these increases would not be out of c h a ra c te r
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w ith the an tic ip a ted  ro le of those roads in the road netw ork as the w estern  and southern 
suburbs developed. If no ra il link w ere provided, the im plications for the road netw ork 
would be m ore sign ifican t, but not m arkedly so.

Possible ra il connections to  the  site  are  via St M arys or via G lenfield. A rou te  via 
St M arys could connect the Badgerys C reek  s ite  to the P a rra m a tta  city  cen tre  as well as 
to  the  Sydney c ity  cen tre , while a rou te  via G lenfield would be shorter and fa s te r  to  the 
Sydney c ity  cen tre .

A verage trav e l tim es in peak hour (end-to-end trip  duration) for air passengers would be 
as follows:

. by road: 69 m inutes 

. by ra il via St Marys: 72 m inutes

. by ra il via G lenfield: 68 m inutes.

In fra s tru c tu re

The proposed s ite  is outside the a rea  p resen tly  serv iced  by the M etropolitan  W ater 
Sew erage and D rainage Board for both  w ater supply and sew age disposal, and the  Board 
has no cu rren t plans for extending these  serv ices to the  s ite  or its  environs. 
C onstruction  of such fac ilitie s  would have to  be program m ed to service the airpo rt and 
surrounding developm ent a t the appropria te  tim e.

O ther serv ices th a t would be a ffe c te d  by acquisition and developm ent of the proposed 
s ite  are  the  existing local power and te lecom m unication  serv ices, and a 330 kV 
transm ission line th a t would need to be re lo ca ted . This line is also program m ed for 
upgrading to  500 kV and presen t E lec tr ic ity  Comm ission plans for this would have to be 
abandoned in favour of a m ore expensive and environm entally  less accep tab le  southern  
ro u te .

Landscape and visual quality

O ver 95% of the site  is classed as having m inim al visual quality , w ith the only 
d is tinc tive  fea tu re  being a p a rtia lly  v eg e ta ted  ridge system . Most of the  site  would be 
c lea red  of v egeta tion  and existing s tru c tu re s , and earthw orks would level much of the 
high ground. The existing landscape and visual ch a ra c te r  of the s ite  would thus be 
irreversib ly  a lte red  by a irpo rt developm ent.

THE BIOLOGICAL ENVIRONMENT AND EFFECTS OF THE PROPOSAL AT BADGERYS 
CREEK

Flora

The proposed airpo rt s ite  is largely  cleared  for agricu ltu ra l use. T here are only small 
s c a tte re d  stands of vegeta tion  containing na tiv e  species, and the  stands are  m odera te ly  
to  heavily  d isturbed. Only one na tive  p lant com m unity is p resen t in the  a rea , Eucalyptus 
te re tic o rn is—E. m oluccana woodland. Exam ples of this vegeta tion  com m unity are  
con tained  w ithin reserves in the Sydney area , and the com m unity a t the proposed s ite  is 
considered of low flo ristic  value.

H owever, one species of p lant found in the study area , P u lten aea  parv iflo ra , is not 
adequately  conserved in New South Wales and is regarded  as a vulnerable species. This 
species occurs in a lim ited  a rea  on the  s ite  and would be th rea ten ed  by a irpo rt 
developm ent.
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Fauna

The Badgerys C reek  s ite  is mainly c leared  farm ing land, w ith sm all am ounts of rem nan t 
shale vegeta tion , p a rticu la rly  along Badgerys C reek . F ield surveys ind icate  a low 
d iversity  of fauna w ithin the  s ite , w ith sixty-one birds, one na tiv e  m am m al, fou rteen  
rep tiles  and two am phibian species being recorded . A lthough th e re  was l i t t le  d iffe ren ce  
betw een  h ab ita ts , the creek  h ab ita t supported the highest num ber of species. Dams 
w ithin th e  s ite  supported a high num ber of w ate r birds, although dam s outside th e  s ite  
had a higher faunal d iversity .

T here are no species w ithin the s ite  th a t are  regarded  as being of high conservation  
im portance , and the  s ite  itse lf  is considered to  be of low ecological value. C onstruction  
of an a irpo rt a t th is s ite  would th e re fo re  have li t t le  im pact on the  overall s ta tu s  of the 
w ildlife species.

PART C THE PROPOSAL AT WILTON

LOCATION OF THE PROPOSED SITE AT WILTON

The proposed site  a t Wilton is loca ted  in the Shire of Wollondilly, south of the village of 
Wilton and about 81 km by road south-w est of Sydney. The local governm ent a reas  of 
Cam den, L iverpool, W ingecarribee, Wollongong and C am pbelltow n surround the s ite . The 
predom inant land uses on and ad jacen t to  the s ite  include w ater ca tch m en t a rea , S ta te  
fo rest and ru ra l areas.

T he s ite  is 1,440 ha in a rea  and is s itu a ted  on a knoll, a t an average elevation  of about 
310 m above sea-level (Figure 4). This knoll sep ara tes  the drainage areas of the  C ascade 
C reek , W allandoola C reek , C ordeaux R iver and Allens C reek. About 86% of the 
proposed site  is s itu a ted  w ithin the M etropolitan  C a tchm en t. The balance of th e  s ite  
drains d irec tly  in to  Allens C reek , which eventually  flows into the N epean R iver.

The proposed site  includes about 10 km of access track s  used by the  M etropolitan  W ater 
Sew erage and D rainage Baord, am abandoned a irs trip  th a t was built about 1940, about 
2 km of 330 kV transm ission line form ing p a rt of the  Sydney South to  D apto supply 
serv ice , a 4 km section  of Mount K eira Road and about 4 km of the  Wollongong n a tu ra l 
gas p ipeline.

PRELIMINARY AIRPORT MASTER PLAN

In determ in ing  a location  for an airpo rt s ite  a t W ilton, sign ificant choices had to be made 
betw een a s ite  w ithin th e  M etropolitan  C atchm en t or one fu rth e r to the no rth  and over 
much of the town of W ilton. The la t te r  location  was used for the  sho rt-listing  analysis 
and was published in the  p ress-re lease  of 18 Septem ber announcing the  sh o rt-listing  of 
th e  W ilton and Badgerys C reek  sites. H owever, the  location  now proposed is the one to 
the  south of Wilton w ithin the  M etropolitan  C a tchm en t, w ith the  runw ay aligned 
approxim ately  ea s t/w e st (Figure 5).

A fte r consu ltation  w ith  o ffice rs  from  th e  M etropolitan  W ater Sew erage and D rainage 
Board, the D epartm en t of A viation concluded th a t it  was feasib le to  iso la te  the  drainage 
from the  a irpo rt site  to  avoid adversely  a ffec tin g  the  quality  of w ater w ithin the 
ca tch m e n t. The p resen t s ite  location  has considerable ben efits  in te rm s of s ite  
acquisition  cost, noise e f fe c ts  and earthw orks, although aspects of the n a tu ra l 
environm ent would be adversely  a ffec ted .
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Runway approach lighting 

Terminal and apron area 

Leased site for airport related activity 

Perimeter drainage system 

Possible road access route 

Possible rail access route

Figure 5
PRELIMINARY
MASTERPLAN
WILTON
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The final choice of layout (a widely spaced para lle l runway layout) was adopted because 
it enabled a sign ifican t increase in planning flex ib ility  and a irpo rt cap ac ity  w ith a 
minimum increase  in land a rea  and cost. The need for a cross-wind runw ay was 
exam ined, and it  was concluded th a t it was not necessary . This was because a 95% wind 
coverage was considered reasonable for a second a irpo rt where o ther a irpo rts  w ith 
d iffe ren t runway orien ta tions are w ithin reasonable flying d istance.

To ensure th a t the proposed airpo rt would m eet cu rren t as well as fu tu re  av iation  needs, 
th e  D epartm en t of A viation 's layout c r ite r ia  allow for la rger a irc ra f t than  are p resen tly  
in production: a irc ra f t w ith wing spams of up to  95 m could u ltim a te ly  be accom m odated.

A runw ay leng th  of 4,000 m was adopted for the  long runway a f te r  considering the 
maximum stage lengths for large in terna tional a irc ra f t and dom estic a irc ra f t, as well as 
the  e ffe c ts  of e levation  and te m p era tu re . The layout also made provision for a sho rter, 
para lle l runw ay to  accom m odate a irc ra f t w ith up to  60 m wing-span on sho rter stage  
lengths and to  provide separation  from the wake vortices of large a irc ra f t.

The a rea  provided for te rm inal fac ilitie s  is lo ca ted  betw een the two para lle l runways. It 
is capable of accom m odating a varie ty  of te rm inal concepts in response to  roles th a t the 
second a irpo rt may develop.

Airspace arrangements

A second Sydney a irpo rt loca ted  a t Wilton would not a ffe c t m ilitary  or re s tr ic te d  
airspace in th e  Sydney Region, although the continued ex istence of th e  H olsw orthy 
re s tr ic te d  airspace would im pose some res tric tio n s  on its  operations.

G eneral av iation  a irc ra f t operating  outside contro lled  airspace are cu rren tly  denied 
access to the  coast for a d istance of 20 n au tica l m iles south of Bankstown because of 
th is H olsworthy re s tr ic te d  a rea . The Wilton contro l zone would form another constra in t 
and increase  this d istance to 40 n au tica l m iles. If H olsw orthy firing ac tiv itie s  ceased 
and th e  a irspace re s tr ic tio n  w ere rem oved, access to  the south from Bankstown would be 
g rea tly  im proved.

THE SOCIO-ECONOMIC ENVIRONMENT, AND EFFECTS OF THE PROPOSAL AT 
WILTON

Land acquisition

The to ta l a rea  of th e  proposed site  is 1,440 ha. Of this, 1,295 ha are in governm ent 
ow nership. The balance, 145 ha, is held by th ree  p riva te  com panies and would be 
acquired  e ith e r by ag reem en t or com pulsorily. The m arket value of land and 
im provem ents w ithin the  proposed site  has been ex tim ated  a t $1.8 million.

T here is one dwelling on the s ite , and it  is e s tim ated  th a t less than ten  people would 
th e re fo re  be displaced by site  acquisition . For the  a lte rn a tiv e  m ore no rtherly  site  it was 
e s tim a ted  th a t approxim ately  300 people would be displaced by s ite  acquisition.

Noise

Using the  sam e procedure as described for the proposed Badgerys C reek  site , the e ffe c ts  
of a irc ra f t noise from operation  of an airpo rt a t W ilton for the w orst case condition w ere 
assessed for the proposed eas t/w e st alignm ent and for an a lte rn a tiv e  n o rth /sou th  
alignm ent. The p o ten tia l num ber of people w ithin the 20 ANEF contour likely to  be 
'seriously ' or 'm odera te ly ' a ffe c te d  by a irc ra f t noise was es tim ated  to be as shown in 
Table 2.
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Table 2 Population moderately or seriously a ffected  by noise — Wilton

Wilton
alignm ents

N um ber of people w ithin 20 ANEF contour

T o ta l p o ten tia l 
population

Likely to  be m oderately  
a ffe c te d  by noise*

Likely to  be seriously 
a ffe c te d  by noise

Proposed (E/W) 
alignm ent 130 68 18

A lte rn a tiv e  (N/S) 
alignm ent 242 147 54

Includes those seriously a ffec ted .

Archaeology

A survey of the proposed site  and its  im m ediate  environs was conducted based on the  
archaeological sensitiv ity  of environm ental zones iden tified  during th e  s ite  ranking 
investigations. The landscape-based  system  of sensitiv ity  was fu rth er refined  while in 
th e  field , and areas deem ed likely to  have the g re a te s t sensitiv ity  w ere accorded  the  
m ost thorough exam ination . In the  low er reaches of creeks crossing the  study area , 
severa l rock sh e lte r s ites  containing A boriginal draw ings and possible archaeo log ical 
deposits w ere lo ca ted . One of these  sh e lte r s ite s  was s itu a ted  low in the valley  of A llens 
C reek , th e  floor of the  sh e lte r being approxim ately  1 to  1.5 m above the  creek  bed. If 
any perm anent increase in the level of w ater flow in A llens C reek  w ere to occur as a 
resu lt of a irpo rt developm ent, the  A boriginal a r t  could be dam aged or destroyed .

Concerns of Aboriginal people

The proposed a irpo rt s ite  lies on the boundary betw een the  areas of the  T haraw al and 
Illaw arra  Local A boriginal Land Councils. A boriginal people have given conditional 
support to  the  concept of a irpo rt developm ent, but have also expressed concern about 
possible adverse e ffe c ts  on the surrounding country  which is of cu rren t and trad itio n a l 
im portance to  them .

European heritage

Wilton has had a re la tiv e ly  short h isto ry  of European developm ent, due m ainly to  
geographic and environm ental fac to rs  such as poor ag ricu ltu ra l land, d ifficu lt access, and 
unfavourable te rra in . These fac to rs  inhibited developm ent until la te  into the  n in e teen th  
cen tu ry  and se ttle m e n t was sparse even a t th a t tim e . T here is no physical h is to rica l 
evidence rem aining on the  land owned by the  M etropolitan  W ater Sew erage and D rainage 
Board because of a policy to  rem ove all s tru c tu re s  on ca tch m en t land. T here w ere no 
s ite s  no ted  of h eritag e  value in the  rem aining p riva te ly  owned portion  of the  proposed 
site  nor w ere any recorded  s ites  iden tified  w ithin the  25 ANEF contour.

Economic e ffe c ts

In the  even t of a irp o rt developm ent, the  negative  e f fe c t of the loss of 65 ha  of grazing 
land on the  proposed s ite  would be outw eighed by th e  positive e ffe c ts  on th e  local 
econom y of a irpo rt construction  and perm anent em ploym ent. D irec t em ploym ent 
associa ted  w ith  a second Sydney a irp o rt operating  a t 13 m illion annual passenger 
m ovem ents could be as high as 10,500 jobs in the sub-region. A irport associa ted  
em ploym ent and induced em ploym ent could add a fu rth e r 600 to  1,000 jobs, while flow-on 
em ploym ent in the  Sydney Region could be up to  10,500 jobs of which up to  2,300 could
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be w ithin the sub-region. A to ta l of about 22,000 new jobs could be c rea ted  by the 
a irp o rt operations under the  w orst case of 13 m illion annual passenger m ovem ents.

Agriculture

T here is very l i t t le  ag ricu ltu ra l a c tiv ity  w ithin the  proposed site  or in the areas th a t 
would be a ffe c te d  by a irc ra f t noise, as th e  m ajority  of the po ten tia lly  a ffe c te d  a rea  is 
s itu a ted  w ithin the  M etropolitan  C a tchm en t. The gross value of production from  the 
65 ha  of ag ricu ltu ra l land w ithin the  s ite  has been e s tim a ted  to  be $195,000 per annum, 
which rep resen ts  about 0.3% of the annual value of ag ricu ltu ra l production in the 
Wollondilly Shire. In the  absence of a irpo rt developm ent, th is  production is likely to  be 
m ain tained  in the  short te rm , but in the longer term  the  a rea  would probably be 
subdivided fu rth e r for hobby farm ing or for residen tia l developm ent.

Regional planning and development

A decision on a  second a irpo rt s ite  would rem ove the necessity  to  re s tra in  urban 
developm ent in areas near o th e r cand idate  sites. At the sub-regional level, subsequent 
a irp o rt developm ent and land use requ irem ents for ac tiv itie s  associated  w ith airport 
developm ent could be read ily  accom m odated . While some existing uses would be 
d isplaced, the  principal e f fe c t of a fu tu re  airport in regional planning te rm s would be to 
change th e  sequence in which the  p o ten tia l urban areas already  iden tified  w ere 
developed ra th e r  than to add to  the toted ex ten t of urban developm ent.

In th e  longer te rm , if the  Wilton site  w ere se lec ted  for the  second Sydney a irp o rt, 
com prehensive land use planning m easures would be required  to d irec t developm ent in 
th e  n o ise -a ffec ted  areas, in order to  prohibit inappropria te  uses, to  iden tify  land for 
fu tu re  a irpo rt associated  uses and to  address the rela tionship  of the airpo rt to o ther 
planning issues in the  region. It is proposed th a t a s tra te g ic  land use plan for the a rea  in 
th e  proxim ity  of the  se lec ted  airpo rt s ite  would be included in the M acarthur Regional 
E nvironm ental P lan .

THE PHYSICAL ENVIRONMENT AND EFFECTS OF THE PROPOSAL AT WILTON 

Geology, soils and physiography

T riassic rocks of the W ianam atta  Group (Ashfield Shale), M ittagong Form ation  and 
H aw kesbury Sandstone outcrop over the proposed s ite . The site  is loca ted  w ithin the 
Woronora P la te a u  physiographic sub-region of the Sydney Basin a t an average e levation  
of about 310 m.

The D epartm en t of M ineral R esources has ind icated  th a t th e re  are no regionally  
s ign ifican t iden tified  or p o ten tia l e x tra c tiv e  resources w ithin the proposed a irp o rt s ite  a t 
W ilton. H owever, th e re  are  about 50 Mt of in s itu  coal beneath  the s ite  which could be 
econom ically  m ined. The likely e ffe c ts  of the  fu tu re  a irp o rt on the s te riliza tio n  of coal 
resources benea th  the s ite  cannot be determ ined  a t this s tage , because the tim ing of 
both a irpo rt developm ent and coal ex trac tio n  is uncerta in .

The te rra in  of the proposed site  incorpora tes  f la t laud, gently  undulating slopes, and 
steep ly  d issected  gorges. The construction  of an a irpo rt a t th is s ite  would require  a 
m ajor portion  of the s ite  to  be reshaped.

A system  incorporating  a p e rim ete r drainage canal w ith in teg ra ted  de ten tion  ponds has 
been proposed to  d ivert all con tam inated  site  run -o ff aw ay from the  M etropolitan  
C atchm en t p ro tec tio n  a rea . This drainage system  would be constructed  and stab ilized  
prior to  any additional earthw orks proceeding on the  proposed airpo rt s ite .
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A irport developm ent would requ ire  about 2.975 m illion m 3 of construction  m a te ria l 
ranging from sub-base m a te ria l to co n cre te . Most of th is m a te ria l could be obtained  
from  s ite  earthw orks or from  estab lished  sources of supply. T o ta l excavation  for the  
sitew orks is e s tim a ted  a t 14.163 m illion m 3, w ith fill e s tim a ted  a t 14.035 m illion m 3.

The s ite  is lo ca ted  in an a rea  of seism ic ac tiv ity  betw een the  M odified M ercallie  Scale 
ground in tensity  contours V and VI which are  expected  to  be exceeded  on average once 
in 100 years. V ibration arising from  seism ic ac tiv ity  a t this in tensity  would not be an 
im pedim ent to  a irpo rt developm ent.

Drainage and water quality

A pproxim ately  86% of the s ite  drains into the  W allandoola and C ascade C reeks and the 
C ordeaux R iver, the  w ate rs  of which en te r  Sydney's w ate r supply system  via the  N epean 
and C a ta ra c t tunnels. The balance of the s ite  drains into A llens C reek, which is a 
tr ib u ta ry  of th e  N epean R iver.

To avoid a irpo rt developm ent or operation  contam inating  Sydney's w ater supply, the 
prelim inary  m aste r plan for the  Wilton site  incorpora tes a p e rim e te r drainage canal 
which would d ivert all con tam inated  site  run-off from the M etropolitan  C atchm en t to a 
re ta rd in g  basin on A llens C reek . Flows from  this basin would be regu la ted  to ensure th a t 
the  flow in A llens C reek  from  a 1:100 year storm  event would not be increased  by the  
a irp o rt developm ent. Sm aller re ten tio n  basins around the  s ite  would accep t th e  f irs t 
flush of s to rm w ater, enabling suspended m a te ria l to s e tt le  before the w ate r was 
d ischarged.

Sew age, and process w aste from  operations such as a irc ra f t m ain tenance would be 
tre a te d  e ith e r  on s ite  or a t a M etropolitan  W ater Sew erage and D rainage Board w ate r 
pollution con tro l p lan t lo ca ted  off s ite  and serving a wider a rea . The con tribu tion  to  the 
n u trien t load in th e  N epean R iver dow nstream  of Cam den which would be a ttr ib u ta b le  to  
a irp o rt operations is not expected  to  exceed 2.2% of the  fo recast n itrogen  load and 1.9% 
of th e  fo recas t phosphorous load in the  year 2000.

Air quality

Air em issions re la te d  to  airpo rt operations would increase  the  fu tu re  es tim ated  level of 
em issions in th e  Sydney Region by 0.6% for carbon monoxide, 0.5% for hydrocarbons and 
2.1% for n itrogen  oxides.

A ccess

If an a irpo rt w ere developed to  the  w orst case air tra f f ic  level of 13 m illion annual 
passenger m ovem ents, upgrading of th e  South W estern F reew ay, W ilton Road and Mount 
K eira  R oad would be requ ired . With the possible exception  of Wilton Road, the 
environm ental im plications of increased  tra f f ic  flows would be re la tiv e ly  m inor. If no 
ra il link w ere provided, the  im plications for the road netw ork  would be m ore sign ifican t, 
but no t m arkedly so.

Possible ra il connections to the  proposed site  are via Maldon Junction , and via a possible 
suburban railw ay from M acarthur south through Appin. This ro u te  v ia Appin would cost 
m ore than the  Maldon a lte rn a tiv e , but would provide additional b enefits  to  the  
developing M acarthur a rea .

A verage trav e l tim es in peak hour (end-to-end trip  duration) for a ir passengers would be 
as follows:

. by road: 102 m inutes 

. by ra il via Douglas Park : 90 m inutes 

. by ra il via Appin: 84 m inutes.
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Infrastructure

The proposed s ite  is outside the a rea  p resen tly  serviced by the M etropolitan  W ater 
Sew erage and D rainage Board for both  w ate r supply and sewage disposal, and the  Board 
has no cu rren t plans for extending these  serv ices to the s ite . C onstruction  of w ater and 
sew erage fac ilitie s  would have to  be program m ed to  serv ice both the  airpo rt and 
surrounding developm ent a t the appropria te  tim e.

O ther serv ices likely to  be a ffe c te d  by a irpo rt developm ent include existing and proposed 
e le c tr ic a l transm ission lines and a sm all section  of the gas pipeline to Wollongong. These 
would requ ire  re location .

Landscape and visual quality

An assessm ent of the  landscape ch a ra c te r  of the proposed site  ind icates th a t over 80% is 
of m inim al landscape or scenic quality , as it is loca ted  on a p la teau  which is a common 
fea tu re  of the surrounding region. About 5% of the site  a rea  has been iden tified  as 
having a re la tiv e ly  d istinc tive  landscape quality , and about 70% of this would be a ffe c te d  
by a irpo rt developm ent. H owever, the loss of this d is tinctive  fea tu re  would not be 
sign ificant when com pared to the  rem aining areas surrounding the site .

THE BIOLOGICAL ENVIRONMENT AND EFFECTS OF THE PROPOSAL AT WILTON 

Flora

A large proportion of the s ite  carries  na tive  vegeta tion . This vegeta tion  is re la tive ly  
undisturbed, as ind icated  by th e  large num ber (more than  350) of na tive  p lan t species 
p resen t. Much of this v egeta tion  would be lost if a irpo rt developm ent w ere to proceed. 
Of p a rticu la r im portance would be th e  loss of an unusual stand of open fo rest growing on 
a shale-capped  p la teau  in the middle of the s ite . Several ra re  species of p lants would 
also be a ffe c te d . The site  is regarded  as having significant value for the  p reservation  of 
the flo ra  of the Sydney Region and of the S ta te  as a whole. If a irport developm ent a t 
th is s ite  to  proceed , im pact on this flo ra  would be unavoidable.

Fauna

T here is a high d iversity  of fauna w ithin the proposed site : n inety-six  bird, tw elve native  
m am m al, nine rep tile  and eleven am phibian species have been recorded . The highest 
d iversity  of fauna w ithin the s ite  was supported by the native  vegeta tion  w ith the shale 
v egeta tion  being th e  m ost productive. The cleared  land provided a v arie ty  of faunal 
h a b ita ts  (grassland, woodland, orchard , and dams) and the d iversity  of w ildlife was high. 
Several species of bird and one m am m al (the koala) considered of conservation 
im portance w ere lo ca ted  on the  s ite .

The site  is considered of significant ecological value because of its  high faunal d iversity , 
and the  p resence of endangered species and of po ten tia l h ab ita t for a w ider range of 
species. The southern  p a rt of the  s ite  is of g re a te r  im portance than the northern  cleared  
a rea . The construction  of an a irpo rt on the  s ite  would resu lt in th e  loss of a  large 
am ount of re la tiv e ly  unm odified native  vegeta tion , and as a consequence the loss of 
m any faunal species from the  s ite . Most would not colonize o ther areas of sim ilar 
h ab ita t. Any loss of endangered species from the proposed site  may cause changes to  
th e ir  s ta tu s , although th e  overall s ta tu s  of o ther species would not change.

If Wilton w ere the se lec ted  a irpo rt s ite , m easures would be im plem ented to  am elio ra te  
as far as possible these  p red ic ted  im pacts on the  s ite 's  fauna. Any endangered species 
(such as the  koala) would be rem oved from  the s ite  to ad jacen t a reas  prior to 
construction  com m encing. Also, a  m anagem ent plan and e ffec tiv e  soil conservation  
m ethods would reduce the  e ffe c ts  of a irpo rt developm ent upon the w ater flows and
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w ater quality  along the  creeks in the area , and fauna along A llens C reek  would be 
m onitored during operation  of the a irp o rt. R ecolonization of the a irp o rt s ite  by na tive  
fauna would be encouraged through the planting of native  flow ering shrubs in appropria te  
areas.

PART D COMPARISON OF THE BADGERYS CREEK AND WILTON SITES

The proposals and environm ental e ffe c ts  a t the  Badgerys C reek  and W ilton s ite s  are  
sum m arized in Table 3.

Table 3 Summary of the comparison

F ac to r Badgerys C reek Wilton

Proposed site

Site  a rea 1,770 ha 1,440 ha

Airport layout

P re fe rre d  runw ay o rien ta tion N o rth -ea st/so u th -w est E as t/w est

Runw ay configuration

C ap ac ity  in annual a irc ra f t 
m ovem ents

Widely spaced paralle l 
runways

275,000

Widely spaced para lle l 
runways

275,000

C ap ac ity  in annual passenger 
m ovem ents 13 million 13 million

A irspace consequences Significant changes required M inimal changes require

Land acquisition

M arket value of land $31.5 million $1.8 million

Population  displaced 750 people <10 people

Noise

P o te n tia l population within 
th e  20 ANEF noise contour 1,951 people 130 people

No. of people 'seriously ' 
a ffe c te d 364 people 18 people

No. of people 'm oderately ' and 
'seriously ' a ffec ted  by noise 1,115 people 68 people

E ffe c t on agricu ltu re Some Negligible

Archaeology Less sensitive More sensitive

Concerns of Aboriginal people Opposition ind icated Conditional support

European heritage No sites  recorded; 
p o ten tia l for 
h is to ric  s ites

No s ite s  recorded

30



Table 3 Summary of the comparison (continued)

F ac to r Badgerys C reek Wilton

Economic e ffe c ts

C onstruction  em ploym ent

D irec t perm anent em ploym ent

Flow-on to  Sub-Region

Agriculture

A rea of ag ricu ltu ra l land 
w ithin the  site

A rea of ag ricu ltu ra l land 
w ithin the  25 ANEF contour

Gross annual value of 
production within s ite  and 
25 ANEF contour

P ercen tag e  of local production

7,000 person years 

10,500 jobs 

2,300 jobs

1,405 ha 

1,898 ha

$8.3 million 

17%

7,000 person years 

10,500 jobs 

2,300 jobs

65 ha 

0

$0,195 m illion 

0.3%

Regional planning and 
development

Physiography, geology  
and soils

A verage e levation  above sea- 
level

B alance of cu t-and-fill 

S te riliza tio n  of resources

R esearch  and techn ica l 
fac ilitie s  in the 

Sub-Region may be 
adversely a ffe c te d

M inimal re s tric tio n s  
would arise  from 

airport developm ent

80 m 310 m

69,000 m 3 (deficit) 128,000 m 3 (excess)

P o ten tia l c lay /shale  50 Mt coal
resource p resent

Drainage and water quality

M ajor catchm en t 

W ater quality  c r ite r ia

South C reek  

No classified  s tream s

M etropolitan  C atchm en t 

C lass 'S' and 'P' s tream s

D ischarge to:

C ontribu tion  to  fo recast 
n u trien t loads (year- 2000) 
in receiv ing  w aters

Air quality

Em issions from  airport 
operations as % of fo recast 
Sydney Region em issions

South C reek

N itrogen 2.2%, 
phosphorous 2.0%

Nepean R iver via 
Allens C reek

N itrogen 2.2%, 
phosphorous 1.9%

Carbon monoxide 0.6%, 
hydrocarbons 0.5%, 

n itrogen  oxides 2.1%

Carbon monoxide 0.6%, 
hydrocarbons 0.5%, 

n itrogen  oxides 2.1%
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Table 3 Summary of the comparison (continued)

F ac to r Badgerys C reek Wilton

A ccess

A verage peak hour trav e l 
tim es by road 69 m inutes 102 m inutes

A verage peak hour trav e l 
tim es by ra il

72 m inutes (via St Marys) 
68 m inutes (via G lenfield)

88 m inutes (via D ouglas Park) 
84 m inutes (via Appin)

Infrastructure

W a te r/sew erag e New serv ices required New serv ices required

Pow er R elocation  of 2.5 km 
of 330 kV line

R elocation  of 2.0 km 
of 330 kV line

Gas lines None a ffec ted R elocation  of 4 km 
of line

Landscape quality 95% of s ite  has 
m inim al quality

80% of s ite  has 
m inim al quality

Flora flo ristic
value of s ite  is low

flo ristic
value of s ite  is high

Fauna ecological value of 
s ite  is low

ecological value of 
s ite  is high
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CHAPTER 1

Requirement to Reserve a Site

1.1 OBJECTIVE OF THE PROPOSAL

In 1983 the  D epartm en t of A viation was d irec ted  by the  C om m onw ealth G overnm ent to 
exam ine all possible locations for a s ite  su itab le  for possible fu tu re  developm ent as a 
second major a irport to serve the  Sydney region. Subsequently, the  then  M inister for 
Home A ffairs and Environm ent d irec ted  th a t a D ra ft Environm ental Im pact S ta tem en t 
be p repared  under the te rm s of the  Com m onw ealth Environm ent P ro tec tio n  (Impact of 
Proposals) A ct 1974. This D ra ft Environm ental Im pact S ta tem en t has been p repared  in 
response to th a t d irection .

The ob jective of the  proposal assessed in this D ra ft Environm ental Im pact S ta tem en t is 
to  acquire a s ite  th a t would be su itab le  for possible fu tu re  developm ent as a second 
Sydney a irpo rt. The docum ent contains a descrip tion  of the  s ite  se lec tion  process and of 
the  environm ental im plications of acquisition and developm ent of the  two sh o rt-lis ted  
s ite s  a t Wilton and Badgerys C reek. The scope of its  con ten ts has been determ ined  by 
guidelines jo in tly  developed by the  Com m onw ealth D epartm en t of Home A ffairs and 
Environm ent and the  New South Wales D epartm en t of Environm ent and Planning. A copy 
of these  guidelines is provided in Appendix A, to g e th er w ith a descrip tion  of the 
arrangem ents for supervising the  p reparation  of this D raft Environm ental Im pact 
S ta tem en t. These guidelines call for th e  D raft Environm ental Im pact S ta tem en t to  be 
based on assum ptions re la tin g  to a fully operational second Sydney a irpo rt under the 
'w orst case scenario  for the configuration  fof airport] th a t has been adopted'.

In the  light of this requ irem en t, prelim inary  m aster plans have been developed for the 
two sh o rt- lis ted  s ites th a t rep resen t the  maximum level of developm ent th a t could be 
con tem pla ted  in the fo reseeab le  fu tu re . This level of developm ent may only be 
w arran ted  under the  m ost op tim istic  assum ptions of long-term  air tra f f ic  grow th, and it 
is probable th a t th e re  would be very much low er levels of developm ent a t a second 
a irpo rt. The decision to  acquire a s ite  a t this tim e does not imply a com m itm ent to  the  
level of developm ent suggested  under the  'w orst case scenario ', nor to  any o ther level of 
developm ent. H owever, the  uncerta in ty  associated  w ith the  tim ing and scale  of 
developm ent a t a second airport s ite , and the need to  ensure th a t the  maximum e ffe c ts  
possible in the  very long term  are accounted for in long range planning for fu tu re  
m etropolitan  developm ent in the  environs of the  s ite  and in the  eventual design and 
construction  of the  a irpo rt, m ake it necessary  to assess environm ental e ffe c ts  on the 
basis of a w orst case scenario.
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The ju s tif ic a tio n  for acquiring a s ite  a t this tim e is estab lished  in the  following sections 
of th is chap ter in te rm s of:

. fo recas t grow th in the dem and for av iation  services;

. the  cap ac ity  of K ingsford-Sm ith  and o ther a irpo rts  to  accom m odate this grow th in 
air tra ff ic ;

. the  tim e a t which the  opportunity  to  acquire a s ite  for a second airpo rt could be 
lost;

. the  consequences of deciding against acquiring a s ite  a t this tim e.

1.2 GROWTH IN AIR TRAFFIC

In th e  following sections, grow th in av iation  ac tiv ity  is discussed in te rm s of both 
passenger m ovem ents and a irc ra f t m ovem ents. Because of d ifferences in the  m ethod of 
co llection  of s ta tis tic s  betw een in terna tional and dom estic passengers m ovem ents th e re  
are  d ifferences in the  way these  passenger m ovem ents are defined. In tern a tio n a l 
passenger m ovem ents a t an a irpo rt are  defined as the  sum of passengers, both  revenue 
and non-revenue, orig inating and te rm inating  a t th a t a irpo rt on both  scheduled and non- 
scheduled flights. Passengers in tran s it are  excluded. D om estic passenger m ovem ents at 
an a irp o rt are  defined as the  sum of revenue passengers, o rig inating and te rm inating , a t 
th a t a irpo rt on scheduled flights plus passengers tran sfe rrin g  betw een  scheduled flights. 
An a irc ra f t m ovem ent is defined as e ith e r a tak e -o ff or a landing of an a irc ra f t. A 
landing followed by a tak e -o ff of the  sam e a irc ra f t is defined as two a irc ra f t 
m ovem ents.

The re la tionsh ip  betw een  a irc ra f t m ovem ents and passenger dem and is com plex. A given 
fo recas t of passenger dem and could tran s la te  in to  a range of a irc ra f t m ovem ents 
depending on the  assum ptions made about the  mix of d iffe ren t sized  a irc ra f t to  be used 
to  carry  the passengers and the  average level of sea t occupancy or loading on each 
a irc ra f t type.

The level of tra f f ic  a t K ingsford-Sm ith A irport in 1984 was approxim ately  8.6 million 
passenger m ovem ents, of which about 2.6 million w ere in te rn a tio n a l. B etw een 1970 and 
1984, passenger m ovem ents a t K ingsford-Sm ith  A irport grew a t approxim ately  4.7% 
(compound) per annum, while a irc ra f t m ovem ents grew a t a compound annual r a te  of 
2.6%.

Forecasts o f air traffic  growth for Sydney

Passenger tra f f ic  a t K ingsford-Sm ith A irport is fo recast by the  D epartm en t of A viation 
to  grow over th e  long te rm  (to the  year 2010) a t an average annual ra te  of 1.6%—3.8%. 
This would resu lt in passenger tra f f ic  levels a t K ingsford-Sm ith  A irport, in th e  absence 
of any constra in ts  on capacity , ranging betw een a low of approxim ately  13.4 million and 
a high of 24 million annual passenger m ovem ents. The corresponding range for annual 
a irc ra f t m ovem ents would be from a low of approxim ately  216,700 to a high of 382,600 
m ovem ents. The D epartm en t of A viation 's fo recasts  of a ir tra f f ic  in the  Sydney Region 
are based on the  assum ption th a t th e re  will be no change in th e  p resen t socio-econom ic 
or av iation  industry  environm ent, and th a t th e re  will be am ple runw ay cap ac ity  available 
in the  region to  handle additional grow th. These fo recasts  are shown in Tables 1.1 and 
1.2.
These fo recasts  are a  sy stem a tic  assessm ent of fu tu re  grow th based on analysis of past 
p a tte rn s  and of possible fu tu re  developm ents. They rep resen t best e s tim a tes  and are 
produced for the  purpose of reducing th e  risk associated  w ith the  D epartm en t's  forw ard 
planning responsib ilities. H owever, these  fo recasts  are n e ith er p recise  nor fixed, and are  
review ed and revised w here necessary  as additional in form ation  becom es available.
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Table 1.1 F o recas t num bers of annual passenger m ovem ents a t  Sydney (Kingsford- 
Smith) A irport

20101985 1990 1995 2000 2005 increase
COOO) COOO) COOO) COOO) COOO) COOO) <%)

Low

In ternational 2,674 2,762 2,809 3,030 3,262 3,514 1.10
Trunk 4,996 5,541 6,112 6,702 7,399 7,955 1.88
Regional* 1,217 1,246 1,216 1,408 1,635 1,888 1.77

Total 8,887 9,549 10,137 11,140 12,296 13,357 1.64

Median

In terna tional 2,857 3,269 3,616 4,157 4,751 5,417 2.59
Trunk 5,070 5,854 6,691 7,662 8,592 9,537 2.56
Regional* 1,323 1,588 1,754 2,207 2,794 3,453 3.91

Toted 9,250 10,711 12,061 14,026 16,137 18,407 2.79

High

International 3,047 3,751 4,445 5,301 6,275 7,434 3.63
Trunk 5,007 6,353 7,490 8,792 10,093 11,426 3.36
Regional* 1,439 1,940 2,385 3,030 4,383 5,196 5.27

T otal 9,493 12,044 14,320 17,123 20,751 24,056 3.79

Note: As a com parison, provisional figures for 1984 are  as follows: in ternational 2,645, trunk 4,720, regional 1,208,
to ta l 8,573.

* Includes com m uter passenger m ovem ents.

Source: D epartm ent of Aviation.

T able 1.2 F o recas t num bers of annual a irc ra f t  m ovem ents a t  Sydney (Kingsford-
Smith) A irport

Annual
1985 1990 1995 2000 2005 2010 increase

<%)

Low

Interna tional 19,470 20,190 19,810 20,800 22,400 23,520 0.76
Trunk 43,470 50,020 54,390 59,070 59,590 59,380 1.26
Regional* 63,330 62,500 61,540 64,000 68,990 74,390 0.65
G eneral Aviation** 46,140 50,620 51,220 53,870 56,610 59,440 1.02

T otal 172,410 183,330 186,960 197,740 207,590 216,730 0.92

Median

In ternational 20,930 24,190 25,870 28,960 33,040 36,550 2.26
Trunk 43,990 51,480 59,590 65,620 66,660 68,430 1.78
Regional* 65,350 70,180 73,490 82,850 95,010 114,270 2.26
G eneral Aviation** 47,390 54,410 57,110 62,820 69,020 74,340 1.82

T otal 177,660 200,260 216,060 240,250 263,730 293,590 2.03

High

International 22,480 27,990 32,070 37,160 43,790 50,010 3.25
Trunk 45,970 54,600 63,860 72,490 74,780 82,370 2.36
Regional* 68,370 80,910 86,780 104,040 126,350 154,440 3.31
G eneral Aviation** 48,810 59,010 64,930 74,600 83,530 95,760 2.73

T otal 185,630 222,510 247,640 288,290 328,450 382,580 2.94

Note: As a  comparison, provisioned figures for 1984 are as follows: in ternational 20,129, trunk 46,114, regional 62,844,
general aviation 40,772 to ta l 169,859.

* Includes com m uter a irc ra ft m ovem ents.
** Includes m ilitary  and helicopter m ovem ents.

Source: D epartm ent of Aviation.
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A ssum ptions underlying fo recasts
These fo recasts  depend on a range of assum ptions re la tin g  to  air fares, incom e levels, 
gross dom estic p roduct, population and o ther socio-econom ic fac to rs  th a t a ffe c t 
passenger dem and. The m ajor assum ptions are se t out in Table 1.3, while assum ptions 
m ade in deriving the  level of in terna tional, trunk  and regional a irc ra f t m ovem ents from 
passenger dem and are sum m arized in Table 1.4. G eneral av iation  a irc ra f t m ovem ents 
are also d irec tly  derived from sim ilar econom ic p aram eters .

Table 1.3 Principal assumptions for annual passenger movement forecasts

A ssumption Low fo recast 
(% per annum)

High fo recast 
(% per annum)

G row th in rea l incom e (Australia)

orJ1o
2 .0 -5 .0

G row th in rea l incom e (in ternational 
countries of orig in/destination) 0 -2 .0 2 .0 -3 .6

Population grow th (Australia) 1.0 1.3

Change in rea l level of a ir fares 0 .5 - 2 .0 - 1 .5 - 0

Source: D epartm en t of A viation.

Table 1.4 Principal assumptions for annual aircraft movement forecasts

A irc ra ft load fac to rs  A irc ra ft types
(% of sea ts  occupied) (seating capacity)

In terna tiona l 70% Sydney—overseas d irec t; 
35% Sydney—other A ustralian  
p o rt—overseas

From  100-140 sea ts  up to  
600 sea ts , depending on 
ro u te  and fo recas t year

Trunk 70-75% 96 to  270-280 sea ts  
depending on rou te  
and fo recast year

Regional 60-75% depending 
on rou te

52-75 sea ts  for airline 
service; 8-30 sea ts  for 
com m uter serv ices — 
depending on rou te  
and fo recast year

Source: D epartm en t of A viation.

I t is possible, th e re fo re , to vary the  fo recasts  by making changes to  the  underlying 
assum ptions. The argum ents for higher or low er fo recasts  than  those p repared  by the  
D epartm en t of A viation are review ed below.

The possibility of lower than forecast growth
G row th in air tra f f ic  betw een 1981 and 1983 has been e ith er low or negative , and it 
m ight thus be considered possible th a t dem and would continue to  be s tab le  in te rm s of 
passenger and a irc ra f t m ovem ents. H owever, it  is a c h a ra c te ris tic  of a ir tra f f ic  grow th 
th a t periods of rapid grow th a lte rn a te  w ith periods of m odera te  grow th or even 
stagnation . This phenom enon is illu s tra ted  in Table 1.5, which shows fluc tua tions in 
annual p ercen tage  increases in passenger tra f f ic  a t K ingsford-Sm ith  A irport.
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Table 1.5 Fluctuations in annual percentage increases in passenger traffic  at 
Kingsford-Smith Airport, 1972-84

Y ear

Annual % increase  in num bers of orig inating 
and te rm inating  passengers

In terna tional
(%)

D om estic
(%)

1972 14.7 7 .5
1973 14.5 15.5
1974 23.0 10.1
1975 4 .3 2 .6
1976 3 .8 -3 .1
1977 1.6 4 .9
1978 7.3 8 .3
1979 15.7 7 .7
1980 6.3 3 .9
1981 -2 .1 -2 .6
1982 2.1 -1 .7
1983 -7 .8 -4 .5
1984 4 .6 7 .6

Source: D epartm en t of A viation.

It is considered highly unlikely th a t passenger dem and will rem ain  stab le  in the  long term  
unless the  A ustralian  econom y also en ters  a period of perm anent stagnation . This 
ou tcom e is not likely, and would not be a sound basis on which to  undertake forw ard 
planning. A lte rna tive ly , it could be considered possible th a t individual dem ands for air 
trav e l serv ices are  now fully sa tisfied  and the  propensity  to  trav e l will not increase. In 
th a t event, how ever, continued population grow th would still s tim u la te  continued grow th 
in passenger tra ff ic .

While an assum ption of grow th in passenger tra ff ic  should th e re fo re  be accep ted , th e re  is 
neverthe less  an argum ent th a t this would not tran s la te  into corresponding grow th in 
a irc ra f t m ovem ents: this is based on an assum ption th a t increased  passenger tra ff ic
would be accom m odated in la rger a irc ra ft and/or higher sea t loadings. This possibility  is 
feasib le, but the likelihood th a t it would occur is constrained  by the s tru c tu re  of the 
av iation  m arket in A ustralia , w here the econom ies th a t can be achieved by using la rger 
a irc ra f t m ust be balanced against the requ irem ent to  provide a t least a minimum 
frequency of serv ice to all a irpo rts  served. This tension is illu s tra ted  by recen t moves 
tow ards the  use of sm aller a irc ra f t in an a tte m p t to  serv ice the m arket b e tte r . Q antas 
has pursued such a path  w ith its  purchase of B767 a irc ra ft to serv ice low er density  Asian 
and South P ac ific  routes.

T herefore , in the absence of severely  adverse conditions of a perm anent na tu re  (for 
exam ple, a sustained w orld-w ide depression), it is highly im probable th a t aviation 
ac tiv ity  levels, expressed e ith e r as passenger or a irc ra f t m ovem ents, will fall 
sign ifican tly  below th e  D epartm en t of A viation's low fo recasts.

The possiblility of higher than forecast growth
Conversely, th e re  is an argum ent th a t grow th in aviation ac tiv ity  in Sydney may well 
exceed the  D epartm en t of A viation's high fo recast. This argum ent can be supported by 
re fe ren c e  to  Table 1.6, which se ts  out ind icators of the m arket pene tra tio n  of aviation 
serv ices for major c ities  w ith population levels com parable to  Sydney's.
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Table 1.6 Indices of air traffic levels at selected cities

M etropolitan  regions 
with populations of

Figures in millions*
R atio  of passengers 

to  m etropo litan  population 
(passengers pe r capita):

2 .5 -5 .0  m illion, 
ranked by size M etropolitan

population
(1981)

T otal term inal 
passengers 

(1983)**

In terna tional
passengers

(1983)

D om estic
passengers

(1983)

For to ta l 
term inal 

passengers

For
dom estic

passengers

San F rancisco—Oakland— 
San Jose 4 .6 29.6 2.1 27.5 6 .4 6 .0

D e tro it—Windsor 4 .4 9 .3 0 .3 9 .0 2.1 2 .0
Boston 3 .7 17.8 2.0 15.8 4 .8 4 .3
SYDNEY* 3 .3 7 .7 2 .3 5 .4 2 .3 1 .6
W ashington (DC) 3 .2 17.5 0 .3 17.2 5 .5 5 .4
M ontreal 2 .9 6 .9 3 .2 3 .7 2 .4 1.3
T oronto 2 .9 13.7 6.1 7 .6 4 .7 2 .6
D allas—F o rt Worth 2 .8 31 .4 1.9 29.5 11.2 10.5
Melbourne 2 .8 5 .4 0 .9 4 .5 1.9 1.6
Houston 2 .7 13.0 1.3 11.7 4 .8 4 .3
Miami—F o rt Lauderdale 2 .6 25.0 7.1 17.9 9 .6 6 .9

* For calendar y ear for all m ajor a irp o rts in the m etropolitan  region.
** A passenger who joins or leaves an a irc ra f t  a t the  re fe rred  a irpo rt.
+ Excludes N ew castle  and Wollongong.

Source: B ritish A irports A uthority  Annual R eport and A ccounts, pp. 109-10; R eader's D igest A tlas of the  World, 1982
E dition, pp. 146-74 and 229-41.

The level of a ir tra f f ic  in the Sydney region corresponds to an average of 2 .3  trip s  each 
year per person in the  region. This average is the resu lt of com bining the  ac tiv ity  of the  
re la tiv e  few who trav e l m any tim es w ith the  substan tia l num ber of in tern a tio n a l 
trav e lle rs , plus the num ber of trip s  by the bulk of the population th a t trave ls  ra re ly , if 
ev e r , by air. While i t  is recognized th a t the circum stances of each  of the urban cen tres  
shown in Table 1.6 d iffe r widely (some c ities  such as Sydney are  ports of en try , while 
o thers such as D allas—F o rt W orth are m ajor in terchange points w here air tra f f ic  is 
co n cen tra ted  and red istribu ted ), it appears th a t the  Sydney air tra f f ic  m arke t is not 
sa tu ra ted , and th a t higher tra f f ic  levels are possible. As Table 1 .6  shows, th e  levels of 
air trav e l gen era ted  by c itie s  of a sim ilar size to  Sydney are o ften  h igher. The C anadian 
dom estic  a ir tra f f ic  p a tte rn  may provide a re levan t com parison in this regard . T here is 
a trunk rou te  betw een  the  tw o m ajor c ities , Toronto and M ontreal, and th e re  are  four 
o ther urban cen tres  d is tribu ted  across the continent a t d is tances com parable to those 
found in A ustra lia . It is no tab le th a t the num ber of trip s  taken  w ithin the  country  per 
person is 2.6 for T oronto, com pared to  1.6 per person for Sydney.

Such com parisons, while of lim ited  valid ity , could be in te rp re te d  as suggesting th a t th e re  
may be scope for an increase  in the m arket p en e tra tio n  of a ir serv ices in Sydney. The 
fu tu re  grow th opportunities th a t m ight resu lt in such an increase  include the  following:

. G rea te r exp lo ita tion  of the le isure m arket, which appears less well developed in 
A ustra lia  than in o th e r w estern  countries.

. P o ten tia l for a sign ifican t increase in in tern a tio n a l to u ris t trav e l from  overseas, 
especially  from th e  U nited  S ta te s , Japan  and S ou th -E ast Asia. The C om m onw ealth 
D epartm en t of Sport, R ecrea tion  and Tourism e s tim a tes  th a t in 1983-84 the num ber 
of US to u ris ts  to  A ustra lia  grew by 32% while those from Japan  and the rem ainder 
of A sia increased  by 25% and 32% respectively . In view of the  already  la rge  and 
increasing num ber of A m ericans and Japanese who can affo rd  to  v isit A ustra lia , it 
would seem  probable th a t this in terna tional tou ris t m arket could develop 
substan tia lly  over th e  long te rm . The grow th and developm ent of th e  ASEAN 
nations is a fu rth e r p o ten tia l source of trav e lle rs  in the  long te rm . An increasing
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proportion  of this tra f f ic  may en te r A ustralia  a t o ther recen tly  com pleted  
in tern a tio n a l a irpo rts  (Adelaide, C airns, Townsville and M elbourne). However, 
Sydney will rem ain  a m ajor tou rist destination  in its  own righ t, and the m ajority  of 
to u ris ts  will s till arrive  or depart e ith e r d irec tly  by a ir (from overseas) or ind irectly  
by air (either on dom estic fligh ts from one of the o ther ports of en try , or on 
in tern a tio n a l flights travelling  betw een in terna tional term inals w ithin A ustralia).

. The possibility  th a t some form  of deregu lation  of the  av iation  industry in A ustralia  
will prom ote a w ider range of trav e l opportunities for the mass m arket. T here is a 
w orld-w ide trend  tow ards deregulation  of air transport th a t may be d ifficu lt to 
res is t since it is perceived  as having been successful in reducing fares . Air fares 
across the N orth  A tlan tic  Eire e ffec tiv e ly  deregu lated , as are the holiday m arkets in 
Europe. The US dom estic m arket is o ffic ially  deregu la ted , leading to  widely 
publicized fare  reductions of 50% or more in real te rm s on many of the most 
trave lled  rou tes. The C anadian G overnm ent is partia lly  deregulating  some of its  
dom estic  air rou tes.

The po ten tia l suggested by these  fac to rs  is in p a rt counterbalanced  by the  d istribu tion  of 
the  A ustralian  population and th e ir location  in predom inantly  tem p era te  c lim atic  zones, 
and by an econom y based prim arily  on ag ricu ltu re  and mining (Shaw 1982). These fac to rs  
tend to  low er the genera tion  of a ir trav e l com pared to  th a t found in cooler c lim ates and 
in econom ies th a t are m ore dependent on m anufacturing. F u rth er, the  long trav e l 
d istances to  A ustra lia  may yet lim it the po ten tia l increase in in terna tional tourism  to 
A ustra lia  from  the  U nited  S ta tes , Japan  and South-E ast Asia.

The C om m onw ealth G overnm ent has com m enced a review  of dom estic aviation 
regu la to ry  arrangem ents, the  outcom e of which cannot be p red ic ted  or incorporated  into 
the cu rren t p reparation  of fo recasts  of aviation ac tiv ity . However, it is likely th a t the 
new arrangem ents will be d irec ted  a t stim ulating  grow th and enhancing the opportunity  
for A ustralians to trav e l by air.

These grow th possib ilities — increased  p enetra tion  of the leisure m arket, increased  
in tern a tio n al tourism  to  A ustralia , and changes to  dom estic av iation  regu la to ry  
arrangem ents  — m ight thus com bine to produce fu tu re  air tra ff ic  levels a t Sydney th a t 
would be g rea te r  than the  D epartm en t of A viation's high fo recast. N evertheless the 
probability  of this occurring is assessed as low.

1.3 RUNWAY CAPACITY OF KINGSFORD-SMITH AIRPORT

The runway capacity  of an a irpo rt is no t fixed, as it depends on a num ber of fac to rs  
including w eather, th e  mix of a irc ra f t, the profile of daily a irc ra f t m ovem ents, and air 
tra f f ic  con tro l procedures, all of which can vary. An airpo rt may thus have surplus 
capacity  in o ff-peak  periods and still be overtaxed  during the peaks. H owever, capacity  
is widely accep ted  as re flec tin g  an average hourly a irc ra f t handling ra te  w ith a 
maximum 'to le rab le ' delay due to  congestion. The D epartm en t of A viation uses a 
standard  maximum to lerab le  average delay of 4 m inutes per a irc ra f t throughout the day. 
A t this level of average delay:

. 1.5% of a irc ra f t would be delayed for more than 30 m inutes

. 6.0% of a irc ra f t would be delayed for more than 15 m inutes.

A t Em annual tra f f ic  level of 200,000 a irc ra f t m ovem ents, these delays would rep resen t 
eigh t flights per day delayed for over 30 m inutes Emd th ir ty -th re e  flights per day delayed 
for 15 m inutes or m ore because of a irpo rt congestion.

In 1984 there  w ere approxim ately  170,000 a irc ra f t m ovem ents a t K ingsford-Sm ith 
A irport. If the  profile  of daily a irc ra f t m ovem ents and a irc ra f t mix rem ained 
unchanged, then full capacity  under the delay c r ite r ia  described above would be reached
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