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Foreword

Selecting a location for Sydneys 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



Preface

GOVERNMENT OBJECTIVES

In September 1983, the Minister for Aviation and the New South Wales Minister for
Environment and Planning jointly announced that the Commonwealth and State
governments had agreed on a programme which would lead to the selection and
acquisition of a second airport site for Sydney. The main points in the announced
programme were as follows:

The resolution of Sydney's future airport needs in an environmentally acceptable
manner was a primary objective of both governments.

All suitable sites would be reviewed, including those considered in the Major Airport
Needs of Sydney Study.

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

The decision on a second airport site would be taken in the shortest possible time
consistent with allowing ample opportunity for the Sydney community to contribute
to the decision-making process.

The public would be invited to comment on:

the ultimate role for a second Sydney airport
the site selection criteria
the Draft Environmental Impact Statement.

Careful consideration would be given to the environmental and social impacts
associated with each of the potential sites before the selected site was announced.

Site boundaries would be specified and acquisition commenced at the time of the
announcement of the selected site.

This announcement could not be made before mid-1985.

Following release of this joint statement by the Commonwealth and State governments,
the Department of Aviation undertook a review of a number of possible locations for a

second airport site. From this review, the Department selected the following ten
locations for evaluation:

Badgerys Creek
Bringelly
Darkes Forest
Goulburn
Holsworthy
Londonderry
Scheyville
Somershy
Warnervale
Wilton.



To assist in the evaluation of these ten locations, the Department of Aviation engaged a
Consultant, Kinhill Stearns. The Consultant was briefed to accumulate sufficient
information on the ten locations to undertake an evaluation to produce a short list of two
locations (perhaps three), and to continue the evaluation of these short-listed sites,
culminating in the preparation of a Draft Environmental Impact Statement.

In September 1984 the first stage of the Site Selection Programme, the short-listing of
sites, was completed. On 18 September 1984, the Minister for Aviation announced that
the number of locations being studied for reservation of a site for a second Sydney
airport had been reduced to two: Badgerys Creek (on the western outskirts of Sydney)
and Wilton (south-west of Sydney). Following this announcement the Consultant
commenced preparing this Draft Environmental Impact Statement in accordance with
the administrative procedures under the Commonwealth Environment Protection (Impact
of Proposals) Act 1974 and taking into account as appropriate the terms of the
agreement between the then Commonwealth Minister for Home Affairs and
Environment* and the NSW Minister for Environment and Planning concerning procedural
guidelines for environmental assessment involving the Commonwealth and New South
Wales.

DECISION PROCESS

Following the period of public exhibition of this Draft Environmental Impact Statement,
(during which time the public will make submissions on the document to the Department
of Arts, Heritage and Environment) the following steps must be completed before the
final site selection can be announced:

The Department of Arts, Heritage and Environment will forward to the Department

of Aviation and the NSW Department of Environment and Planning all public
submissions on the Draft Environmental Impact Statement.

The Department of Aviation will prepare responses to issues and concerns raised in
the public submissions. These responses and any amendments to the Department of
Aviation's proposals resulting from public submissions will be compiled in a
Supplement to the Draft Environmental Impact Statement.

The Supplement will be forwarded to the Department of Arts, Heritage and
Environment, the NSW Department of Environment and Planning, and to all parties
who made submissions on the Draft Environmental Impact Statement.

The Department of Arts, Heritage and Environment and the NSW Department of
Environment and Planning will each, with appropriate consultation, prepare its
independent assessment of the Final Environmental Impact Statement (which
comprises the Draft and the Supplement), and the departmental assessments will be
forwarded to the respective Ministers for endorsement.

The Minister for Arts, Heritage and Environment will pass his comments and
recommendations on the proposal — which will take into account the New South
Wales Government's views —to the Minister for Aviation.

The Minister for Aviation will take into account the comments and
recommendations of the Department of Arts, Heritage and Environment and the
New South Wales Government's views and will then decide on a course of action to

be recommended to Cabinet on the site to be acquired, and the programme and
method of acquisition.

The site will be announced and the acquisition process will commence.

Now the Minister for Arts, Heritage and Environment



At the time of publication of this Draft Environmental Impact Statement, it was
expected that the announcement of the selected site would be made in the second half of
1985.

STRUCTURE OF THE DRAFT ENVIRONMENTAL IMPACT STATEMENT

This Draft Environmental Impact Statement has been prepared in accordance with the
guidelines established by the Commonwealth Department of Arts, Heritage and
Environment in discussion with the NSW Department of Environment and Planning and
the Department of Aviation. These guidelines are reproduced in Appendix A and include
an outline of the agreement between the then Commonwealth Minister for Home Affairs
and Environment and the NSW Minister for Environment and Planning on procedural
guidelines for environmental assessment involving both governments.

This Draft Environmental Impact Statement is organized into the following five main
parts:

Summary: Summary of the site selection process, the environmental evaluation of
the Badgerys Creek and Wilton sites, and the comparison of these two sites.

Part A (Chapters 1-6): Description of the requirement to reserve a site for
possible future development as a second airport, and the method by which the two
short-listed sites, Badgerys Creek and Wilton, were selected.

Part B (Chapters 7-11): Description of an acquisition area and possible

development of an airport at Badgerys Creek, and the environmental effects arising
therefrom.

Part C (Chapters 12-16): Description of an acquisition area and possible

development of an airport at the Wilton site and the environmental effects arising
therefrom.

Part D (Chapters 17-18): Comparison of the Badgerys Creek and Wilton sites and a

description of the public consultation programme undertaken during the course of
the study.

Parts B and C stand alone as descriptions of the proposals and likely environmental
effects at each of the short-listed sites. On this account, there is some repetition of
material common to the proposals at both sites.
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Summary

PART A SELECTION OF THE SHORT-LISTED SITES
THE REQUIREMENT TO RESERVE A SITE
Objective of the proposal

In 1983 the Department of Aviation was directed by the Commonwealth Government to
examine all possible locations for a suitable site for a second major airport to serve the
Sydney region. Subsequently, the then Minister for Home Affairs and Environment
directed that a Draft Environmental Impact Statement be prepared under the terms of
the Commonwealth Environment Protection (Impact of Proposals) Act 1974. This
document has been prepared in response to that direction.

The objective of the proposal assessed in this Draft Environmental Impact Statement is
to acquire a site that would be suitable for possible future development as a second
Sydney airport. The environmental evaluation of the two short-listed sites at Badgerys
Creek (on the western outskirts of Sydney) and Wilton (south-west of Sydney) has been
based on preliminary master plans which represent the maximum level of development
(the 'worst case') that could be contemplated in the foreseeable future. This level of
development would only be warranted if long-term air traffic growth followed the most
optimistic forecasts, and it is probable that there would be very much lower levels of
development at a second airport. The decision to acquire a site at this time does not
imply a commitment to the level of development suggested under the worst case, nor to
any other level of development.

Growth in air traffic

In the 1984 calendar year, the total air traffic at Sydney's Kingsford-Smith Airport was
approximately 8.6 million passenger movements. Air traffic at Kingsford-Smith Airport
is forecast by the Department of Aviation to grow at an annual rate of 1.6-3.8% between
1985 and 2010. (This forecast compares with an annual growth rate of approximately
4.7% between 1970 and 1984.) At these forecast rates, total passenger traffic at
Kingsford-Smith Airport in the year 2010 would range between a low of 13.4 million and
a high of 24 million annual passenger movements, provided that sufficient airport
capacity were available to accommodate this growth. The corresponding range for
aircraft movements forecast for the year 2010 is between 216,730 and 382,580 annual
aircraft movements.



The possibility of long-term growth falling below the Department of Aviation's low
forecast of a 1.6% increase per annum is very unlikely. For this to occur, the Australian
economy would have to enter a period of long-term stagnation, a situation that is neither
probable nor a sound assumption on which to base long-term planning. On the other
hand, the possibility of the Department of Aviation's high forecast being exceeded
cannot be excluded. This is because the forecasts are based upon the assumption that
existing socio-economic and aviation industry factors will remain essentially unchanged,
which may not prove to be the case. For example, greater exploitation of the leisure
market, increased international tourist travel from overseas, or the possibility of some
limited form of deregulation of the aviation industry in Australia being implemented and
leading to a wider range of travel opportunities, are all factors that could lead to a
higher long-term growth level than that forecast by the Department of Aviation.

Runway capacity of Kingsford-Smith Airport

The capacity of an airport is not fixed, as it depends on a number of factors such as the
weather, the mix of aircraft, the profile of daily movements, aircraft passenger loads
and air traffic control procedures, all of which can vary. In 1984 there were
approximately 170,000 aircraft movements at Kingsford-Smith Airport. If the profile of
daily movements and aircraft mix remained unchanged, then full capacity under the
Department of Aviation's capacity criteria would be reached at 203,000 annual aircraft
movements. Under the Department's forecasts, this could occur as early as 1988 or as
late as 2000.

It is the policy of both the New South Wales and the Commonwealth governments to
cater for any shortfall in runway capacity at Kingsford-Smith Airport by developing a
second Sydney airport. The alternatives to this policy would be to:

take no action, and allow congestion at Kingsford-Smith Airport to rise;

regulate traffic flow at Kingsford-Smith Airport through the pricing of landing
rights at peak periods or the allocation of quotas for landing rights at these periods;

construct an additional runway at Kingsford-Smith Airport.

Policies of 'no-action' or of regulation of air traffic at Kingsford-Smith Airport are likely
to result in increased costs for air travellers to or from Sydney, and in reduced
opportunities for air travel. Such an outcome would be contrary to the Commonwealth
Government's objectives of providing equality of access for all Australians to reasonably
priced air services.

Previous studies have investigated the possibility of increasing runway capacity at
Kingsford-Smith Airport by constructing an additional runway parallel to the existing
north/south runway. Such a proposed is physically possible, although insufficient work
has been undertaken to enable the associated facility requirements and environmental
impacts to be established. Nevertheless, while a closely spaced parallel runway at
Kingsford-Smith Airport could theoretically raise the capacity of that airport to
approximately 240,000 annual aircraft movements, such an increase would do no more
than defer the requirement for an additional major increment of runway capacity in the
Sydney Region.

Capacity of general aviation aerodromes

As there are constraints on the expansion of the other general aviation aerodromes in the
Sydney Region (Bankstown, Hoxton Park, Camden and Schofields), an uncongested second
airport may be considered by general aviation interests as an attractive alternative.
General aviation is therefore seen as am important potential activity at a second Sydney
airport.



Loss of the opportunity to reserve a site

Sydney, a large city by world standards, has a finite and dwindling supply of land suitable
for development because of the containment of the Cumberland Plain by mountains.
Over more than three decades, a number of potentially suitable airport sites within the
Cumberland Plain have progressively become unavailable as a result of continued
population expansion, and replacement candidate airport sites are necessarily located
further from the city's centre.

The population of the Sydney Region is expected to grow from a 1981 level of
3.28 million to approximately 4 million by the year 2000. By 2011, the population of
Sydney would be between 4.3 and 4.7 million, depending upon the effects of immigration
to Australia. The total capacity of the Cumberland Plain is estimated to be
approximately 4.7 million people; to accommodate population increases beyond this
figure, areas would have to be developed on the Central Coast and in the surrounding
foothills and highlands.

There are a large number of competing uses for land in the Cumberland Plain. A site for
a second Sydney airport is perhaps one of the most significant of these, as the site plus
the noise-affected areas over which land use controls would need to be imposed would
exceed 25 km2. Under the projected population growth rate for the Sydney area, the
population capacity of the Cumberland Plain of 4.7 million people could be reached by
the year 2011, at which time, unless a site had earlier been acquired, there would be no
land available for airport development.

The process of progressive introduction, evaluation, discarding and reintroduction of
candidate second airport sites over more them three decades has introduced a great deal
of uncertainty into the lives of those people living in the affected areas. This lack of a
decision has also seriously affected the New South Wales Government's urban
development programme, particularly as far as medium-term plans are concerned. This
is because areas identified for urban development after about 1990, and for which a
considerable amount of investigation and planning are being undertaken, have been
limited to land not affected by these future airport options, which has closed off from
consideration many areas that may be more suitable for medium-term urban
development.

Consequences of no action

The issue of a second Sydney airport site is a persistent one. A decision to take no
action or to defer or abandon the site selection process at this time is thus unlikely to
remove the issue from the public agenda. The short-term consequences of no action are
likely to be a reintroduction of uncertainty for the potentially affected populations and
continuing difficulties for the State Government in its metropolitan planning programme.

While the long-term rate of air traffic growth cannot be predicted with any certainty, a
decision to reserve a site at this time would be seen in retrospect as a good decision if
high traffic growth did occur. If, on the other hand, there were no growth, then deferral
or abandonment of site selection at this time would be seen in retrospect as a good
decision. Nevertheless, the consequences of being seen in retrospect to have not made
the correct decision —of having secured the site prematurely or of having failed to do so
when this ultimately proved to be required — are not symmetric for the two choices.
This is because the continued growth of Sydney will inevitably make the future
acquisition of a site both practically more difficult as well as more costly.

However, a decision now to abandon or defer selection of a site is more likely to give
rise to negative effects in the long term. In the short term, deferral or abandonment of
site selection is most likely to be followed after a short period by a resurrection of the
search for a site for a second airport, with the attendant costs, controversy and
uncertainty for the potentially affected populations.



ROLE AND NATURE OF A SECOND AIRPORT
Operational contributions of second airports

Many of the largest metropolitan sources of air traffic in developed countries are served
by multi-airport systems. This pattern holds across a wide diversity of economic and
regulatory conditions and may reasonably be expected to hold for other regions as they
develop into major metropolitan centres. This is because second airports can perform
vital functions in increasing airport capacity and efficiency in a major metropolitan
area.

Second airports can increase the efficiency of a metropolitan airport system by providing
a means of separating traffic using different types of aircraft. Given the variation in
separation distances required between aircraft of differing speeds, the separation of
slower and faster aircraft enables the number of overall aircraft movements per hour
throughout the airport system to be increased. A second airport cam also increase the
capacity of the primary airport in the metropolitan system by providing for seasonal or
daily peak traffic, thus allowing the primary airport to operate at generally higher levels
throughout the year, indeed close to its maximum capacity.

Social contributions of second airports

In addition, second airports can make significant social contributions to the operation of
air services in metropolitan areas by providing an effective means of distancing some
sources of aircraft noise from heavily populated areas without creating access penalties
for passengers as a whole. They can achieve this by catering to the range of activities
that does not involve regularly scheduled flights, for example training flights, air cargo
or express parcel traffic, or traffic that has good reason to operate beyond curfew hours.

Further, second airports can stimulate competition in the air transport system of a
metropolitan region by breaking the monopoly on commercial air services and terminal
space otherwise held by a single airport facility and by operators established there. In
this way, second airports in a multi-airport system can provide opportunities for the
development of innovative aviation services directed at market segments not previously
catered for. Second airports have proved to be the starting points for many innovative
services, particularly those requiring low overheads.

Concentration and specialization

Most multi-airport systems have a dominant airport, which typically may have anywhere
from two to five times the number of passengers of the second airport. As a rule, traffic
distributes to second airports in proportion to the congestion of the dominant airport.
The process of concentration of traffic at primary airports is stimulated by the
passengers, who prefer to use the airport that has the best services and greatest
possibilities for making flight connections. Commercially, the airlines must follow, as
they could not for long afford to offer uncompetitive services elsewhere, even if these
were subsidized. Concentration is the inevitable result, and experience elsewhere
indicates that government regulation which attempts artificially to distribute traffic
between airports in a multi-airport system is unsuccessful. Nevertheless, the success of
a second airport should not be judged by whether or not it is as heavily utilized as the
primary airport, since a second airport performs a role not comparable to its level of
traffic.

Airports in a multi-airport system tend to specialize around particular functions, with
each airport typically having distinct characteristics and services. However, this
distinction between a primary and secondary airport is unlikely to be a split between
‘international' and 'domestic' traffic. In practice, such a split is uncharacteristic;
instead, the most common specialization between airports is between 'business' travel on
the one hand, and leisure or 'cheap fare' and other special markets on the other. The



business airport is typically the larger airport, which provides the services required by
business people: high frequency of services; easy flight connections; and a broad range
of destinations. Operators providing cheap fare and innovative services locate
preferentially at uncongested, and thereby less expensive, sites: factors that help them
to provide their services. Other specialized services which may be found at a second
airport include air cargo and express cargo, regional destinations, charter operations, and
traffic sensitive to curfew restrictions.

Size of a second airport, and distribution of traffic

Experience with multiple airport systems elsewhere in the world suggests that a second
airport can become a sizeable enterprise, catering to at least 2 million passengers per
annum (or as busy in terms of passenger traffic as Adelaide or Perth airports are today),
when the originating traffic in the metropolitan area reaches about 8 million passengers
per year (originating traffic is calculated by deducting the number of transit passengers
from the total number of passengers at an airport, and dividing this number by two).
Under the Department of Aviation's high forecast for air traffic in the Sydney region,
this point is likely to be reached at about the year 2000.

The same reasons that make it difficult to forecast passenger levels with any certainty
far into the future also make it difficult to predict the responses of airlines and
passengers to a condition of severe congestion at Kingsford-Smith Airport and to the
opportunity to operate from a second airport. However, based on experience elsewhere,
the most plausible future prospect for Kingsford-Smith Airport is that it would remain
the dominant business oriented airport, operating much as it does today. It can also be
assumed that Kingsford-Smith Airport would probably continue as the focus for much of
the extensive network of intrastate commuter traffic, as many of the passengers on
these flights are also travelling on business and would wish to make connections with
interstate and international flights. Further, it can be expected that the established
airlines — Qantas, TAA and Ansett — will retain Kingsford-Smith Airport as their
principal airport in the Sydney Region.

A distribution of traffic between Kingsford-Smith Airport and a second airport that
envisages 'international' traffic being concentrated at a second airport is not a viable
alternative in the Australian context. Because of the multiple number of ports of entry
into Australia, alert passengers and travel agents would have no difficulty in subverting
the objective of landing Sydney-bound international passengers solely at a second airport.
Instead, other ports of entry would be used, with connecting domestic flights providing
access to the more convenient Kingsford-Smith Airport. Alternatives involving the
division of interstate traffic evenly between Kingsford-Smith Airport and a second
airport would fail on similar grounds. While stringent regulations might conceivably
force airlines to split their operations for a period, such regulations could not force the
passengers to follow suit. Passengers would preferentially use Kingsford-Smith Airport
and put great pressure on the airlines to provide fuller services there.

The extent to which a second airport could make a viable contribution to the efficient
operation of air services in the Sydney Region would depend very much upon overall
growth in traffic. Should such growth occur, then it may also be expected that the
conditions under which air services were being offered and operated would be different
from those of today. Th<5 most plausible future prospect for a second airport operating
under such conditions would be to serve peak period, leisure-oriented mass markets, and
other special markets such as curfew-sensitive traffic, air cargo and general aviation.
The leisure market is distinctly different from business travel in many fundamental
respects, each of which makes it possible for this market to distribute to a second
Sydney airport. Many of the holiday passengers might not be especially concerned about
proximity to the city centre or sensitive to the time taken in travelling to the airport.
Their concern would be more for the total cost of the holiday package. Experience
elsewhere indicates that airlines serving this market could be charter or charter-like
operators offering special schedules or flight programmes to serve mass markets.



These operators might be subsidiaries of existing business oriented airlines or newly
establishing innovative operators. Ultimately, if the air traffic to Sydney became
sufficiently large, the second airport might develop a broader role, involving more
business oriented traffic.

Timing and location of development

Development of a second airport could take several years, and it would need to be
opened some time before its traffic could reach a level at which the second airport's
contribution was noticeable. If a second airport were to be available when the capacity
of Kingsford-Smith Airport was exceeded, then, on the basis of the Department of
Aviation's forecasts of demand and capacity, the second airport would be required for
initial use between 1988 and the year 2000.

The timing of the growth in traffic at a second airport would depend to a degree on its
location. The further away a second airport is located from the Sydney Region origins
and destinations of potential passengers, the longer it will be before passengers and
airlines choose to use that airport in preference to congested facilities at Kingsford-
Smith Airport. Of the two sites that have been short-listed, the time at which
development of a second airport at Wilton would become viable would be later than at
the closer Badgerys Creek site.

POSSIBLE LOCATIONS FOR A SECOND SYDNEY AIRPORT SITE
Background

Considerable work has been carried out over almost forty years in the search for a
suitable site for a second major airport for Sydney. This work has involved the
evaluation of a large number of candidate locations, and the subsequent rejection of
many, before the list of the ten locations considered in this latest study was defined.
The four major studies that preceded this current study were:

the Report on the Development of an International Airport at Sydney (1946)
the Major Airport Requirements for Sydney Study (1969-70)

the Benefit/Cost Study of Alternative Airport Proposals for Sydney (1971-74)
the Major Airport Needs of Sydney Study (1977-79).

The Second Sydney Airport Site Selection Programme is the fifth attempt by successive
governments to select and reserve a site for a second airport. In the course of this and
the previous studies, a total of 106 sites have been investigated, nineteen of which have
been studied in detail. Of these, twelve were located in the Cumberland Plain and seven
in areas to the north and south of Sydney and at Goulburn. Five of these nineteen sites
have been common to this and the previous two studies. These are Scheyville,
Londonderry, Badgerys Creek, Bringelly and Holsworthy.

The most recent study, the Major Airport Needs of Sydney Study, short-listed two sites:
Badgerys Creek and Scheyville. In December 1979, the Commonwealth members of the
Major Airport Needs of Sydney Committee submitted their recommendations to the
Commonwealth Minister for Transport, althoughxagreement on these recommendations
could not be reached with the State members of that Committee.

The Commonwealth members considered that the development of a second major airport
could not be preferred to development of a closely spaced parallel runway at Kingsford-
Smith Airport; nevertheless, if a second airport were eventually required, they expressed
a clear preference for development at Badgerys Creek over the other short-listed site at
Scheyville.



Site locations nominated for the current study

Five years have passed since the Major Airport Needs of Sydney Study was undertaken
and population increases have occurred at many of the sites in the interim. However, as
the effects of these increases are not evenly distributed, it was considered appropriate
that the Second Sydney Airport Site Selection Programme should include a re-
examination of all four locations that had been analysed in detail for the Major Airport
Needs of Sydney Study: Scheyville, Londonderry, Badgerys Creek and Bringelly. It was
also proposed to review the decision of that Study to eliminate the Holsworthy military
area as a potential site, since it was felt that the population increases at the alternative
sites in the meantime may have improved the ranking of Holsworthy. In addition, five
other locations had been strongly promoted as suitable airport sites in the press and
through personal representation by various interest groups: Somersby, Darkes Forest,
Wilton, Goulburn and Warnervale. Although some of these had been examined and
rejected in earlier studies, it was considered that the changes in the intervening years
and the continued public interest made it desirable for them to be reviewed again.

Five categories of alternative locations, with which the following representative sites
(Figure 1) were associated, were thus identified for examination:

Major Airport Needs of Sydney Badgerys Creek
Study short list: Scheyville
Other metropolitan locations Bringelly
examined in Major Airport Londonderry
Needs of Sydney Study: Holsworthy
Mid-distance locations (north): Warnervale
Somershy
Mid-distance locations (south): Darkes Forest
Wilton
Outlying sites: Goulburn (as representative of other outlying

sites, such as Bathurst-Orange).

SITE SELECTION METHODOLOGY
Site characteristics

As these ten nominated locations have widely differing characteristics, the short-listing
process necessarily involved comparisons on a number of characteristics that have
no obvious common measure (for example, convenience of access, noise impact, and
archaeology). The value that might be attached to any one of these characteristics
would vary markedly according to individual perspectives and interests. Thus, airport
users could be expected to attach a higher value to convenience of access to the airport,
while residents potentially affected by noise at one of the nominated locations could be
expected to attach a higher value to minimizing this impact, preferably by locating the
airport elsewhere. Compromises between the accessibility, environmental impact, cost
and other factors associated with each site therefore had to be considered in short-
listing two (or three) sites for detailed comparison in this Draft Environmental Impact
Statement.

To facilitate the short-listing process, airport layouts were prepared for each of the ten
nominated locations. These layouts were the basis for evaluating 'the worst possible case
for the configuration (of airport) adopted', as required by the Government's Guidelines
under which the study was conducted. The worst case adopted for the purposes of
preparing a short-list of two (or three) sites from the ten nominated locations was a



widely spaced parallel runway configuration with an estimated capacity of 25 million
annual passenger movements. A specific site was identified at each of the nominated
locations, and the operating characteristics of a worst case airport configuration at each
site were then described, including the numbers of aircraft movements and passengers,
road access requirements, areas affected by noise contours, area of land to be cleared
for airport development, number of employees, and so on.

For each of the ten sites, data were then gathered under four main evaluation factors:
environment, access, airport operations and cost. Within these four main factors there
were twenty-five sub-factors: twelve for environmental considerations, three for access,
four for airport operations and six for variable capital costs.

The list of factors and sub-factors used in the short-listing process was as follows:
Environment

Air quality

Water quality

Flood risk

Flora

Fauna

Archaeology

European heritage

Agriculture

Mineral resources

10 Population displaced

11 Existing noise-incompatible land use
12 Future noise-incompatible land use
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Access

13 General aviation market
14 Private vehicle accessibility
15 Public transport accessibility

Airport operations

16 Airspace

17 Wind coverage

18 Other meteorological conditions
19 Site flexibility

Variable capital costs

20 Site acquisition

21 Relocation of Commonwealth facilities
22 Relocation of existing infrastructure
23 Site preparation

24 Access

25 New infrastructure

Grouping of sites

In order to make the evaluation more manageable, the data collected on each of these
sub-factors for each of the ten sites were reviewed to identify any pattern that would
enable sites to be grouped on the basis of some shared characteristics. From inspection
of the data it was found that:






the average distance to the mid-distance sites from the centre of Sydney's
population was twice that of the distance to the closer sites;

the average number of residents who would be displaced by site acquisition at the

mid-distance sites was almost one-sixth of the number who would be displaced at
the closer sites;

the average area of existing land use at the mid-distance sites that would be
incompatible with noise generated by aircraft operations was less than half that
found at the closer sites;

the average cost of acquiring a mid-distance site was less than one-third of that of
the average for the closer sites.

Thus, it was considered that the most useful characteristic by which sites could be
grouped was their geographical location in relation to Sydney. Sites that lie closer to the
edge of Sydney's urban area cure more attractive in terms of accessibility to the airport,
but are generally less attractive in terms of their socio-economic impacts and site
acquisition cost. On the other hand, sites at a middle distance from Sydney's urban area
are less accessible, but their impact would be felt by fewer people and their acquisition
costs cure generally less.

In view of these distinctions, the ten sites were grouped as follows:
Closer sites: Badgerys Creek, Bringelly, Holsworthy, Scheyville and Londonderry.
Mid-distance sites: Darkes Forest, Somershy, Warnervale and Wilton.
Outlying site: Goulburn.

These groupings enabled comparisons to be made between sites with broadly similar
characteristics.

Short-listing

Assessments were then made of which characteristics were likely to be regarded by the
widest public as being of critical importance to the selection of an airport site. Of the
twenty-five sub-factors identified for evaluation purposes, it was judged that the most
important were the number of people relocated as a result of site acquisition, the impact
of aircraft noise, the accessibility of the airport, the operational safety of the airport,
and the cost of site acquisition.

The data collected for each of the nominated sites were then analysed to identify any
site which ranked as consistently weak on the basis of one or more of these critical
characteristics. Where this occurred, the merit of continuing to compare this site with
the others was reviewed, and a decision taken on whether to recommend its deletion
from the short-listing process. At this stage, Darkes Forest, Holsworthy and Goulburn
were assessed as having severe liabilities as airport sites, and were deleted from the list
of sites warranting further consideration.

Each of the remaining sites was then separately assessed on the basis of all of the sub-
factors, and compared with the other sites in its group in order to identify the superior
site or sites within each group. This evaluation showed Badgerys Creek to be the
superior site within the group of four remaining closer sites, while Wilton was the
superior site within the group of three remaining mid-distance sites. A recommendation
was then made to the Commonwealth Government to short-list the Badgerys Creek and
Wilton sites for more detailed evaluation in this Draft Environmental Impact Statement,
and on 18 September 1984 the Minister for Aviation announced the Government's
decision to do so.
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The closer and mid-distance sites compared

The analysis undertaken of the ten nominated sites therefore concluded that Badgerys
Creek was clearly the superior closer site, while Wilton was the superior of the mid-
distance sites. However, to make a comparison between these two sites would involve a
comparison between factors that have no common measure. The closer sites
characteristically are more accessible but involve greater socio-economic impacts and
cost more to acquire. Conversely, the mid-distance sites are less accessible to potential
airport users but involve lower socio-economic impacts and lower acquisition costs. A
choice between a site at Badgerys Creek or Wilton will therefore involve, explicitly or
implicitly, compromises between issues of accessibility on the one hand and
environmental impact and cost on the other, and preference depends on the weighting or
value which individuals attach to these factors. In this sense, therefore, there can be no
'‘best’ site.

In preparing a short-list of two (or three) sites from the list of ten nominated locations,
there were a number of choices available for comparison in this Draft Environmental
Impact Statement. These comparisons could have included:

two similar sites (two of the closer site group)

two different sites (one closer and one mid-distance)
three sites (two closer and one mid-distance)

three sites (one closer and two mid-distance).

After considering all these possibilities, the Consultant recommended that only two sites
be compared in detail in the Draft Environmental Impact Statement, and that these
should be from two different site groups (i.e. Badgerys Creek as the superior of the
closer sites and Wilton as the superior of the mid-distance sites) in order to enable the
necessary compromise between environmental and access characteristics to be more
thoroughly addressed. It was judged that this would be more consistent with the basic
objective of the Site Selection Programme, which was to contribute to the resolution of
Sydney's future airport needs in an environmentally acceptable manner.

Approach to the comparison of the Badgerys Creek and Wilton sites

The detailed comparison of the Badgerys Creek and Wilton sites involved the following
steps:

The assumptions for the worst case used in the short-listing phase were reviewed
and the following revised assumptions were adopted:

the maximum level of development (or worst case) that could be accommodated
within the proposed sites would be for an airport with a capacity of
275,000 annual aircraft movements and 13 million annual passenger movements
on a widely spaced parallel runway layout without a cross-wind runway;

the second Sydney airport would serve all types of aircraft, ranging from small
piston-engined general aviation aircraft to large, wide bodied jet aircraft
(including a future generation of larger aircraft which could have wing-spans of
up to 95 m);

the operational mix of aircraft activity would be similar to that currently
experienced at major airports but with a higher proportion of general aviation;

the future airport would operate without a night curfew.
Additional runway orientations were investigated within the broad area within which

the notional Badgerys Creek and Wilton sites were situated, and specific site
boundaries were defined.
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PRELIMINARY AIRPORT MASTER PLAN

For the short-listing phase of the study, an airport layout for the Badgerys Creek site
with a north-west/south-east primary runway orientation was used. Subsequent to the
short-listing of Badgerys Creek, two additional orientations were examined. These were
a north/south alignment (published in the press-release of 18 September announcing the
short-listing of the Badgerys Creek and Wilton sites), and a north-east/south-west
alignment. The preliminary master plan (Figure 3) and the proposed site boundary are
based on the north-east/south-west alignment, which was selected because of its lesser
noise impacts.

The fined choice of layout (a widely spaced parallel runway layout) was adopted because
it enabled a significant increase in planning flexibility with a minimum increase in land
area and cost when compared to either a single runway or a closely spaced parallel
runway layout. The need for a cross-wind runway was examined and it was concluded
that it was not necessary. This was because a 95% wind coverage was considered
reasonable for a second airport where other airports with different runway orientations
are within reasonable flying distance.

To ensure that the proposed airport would meet current as well as future aviation needs,
the Department of Aviation's layout criteria allow for larger aircraft them are presently
in production: aircraft with wing-spans of up to 95 m could ultimately be accommodated.
A runway length of 4,000 m was adopted for the long runway after considering the
maximum stage lengths for large international aircraft and domestic aircraft, as well as
the effects of elevation and temperature. The layout also made provision for a shorter,
parallel runway to accommodate aircraft up to 60 m wing-span on shorter stage lengths
and to provide separation from the wake vortices of large aircraft.

The area provided for terminal facilities is located between the two parallel runways. It
is capable of accommodating a variety of terminal concepts in response to roles that the
second airport may develop.

Airspace arrangements

The development of a second Sydney airport at Badgerys Creek would require changes to
the existing allocation of airspace in the Sydney Region. A new control zone would have
to be established around the airport at Badgerys Creek, and a combined control area
created for Kingsford-Smith Airport and the second airport at Badgerys Creek. Arriving
traffic would need to be split into flows towards either Kingsford-Smith Airport or the
second Sydney airport at some point en route at a distance of perhaps 100 nautical miles
from Sydney, while traffic departing from either airport and using a similar route to
their destinations would need to join this common route at some distant point from the
airports.

In defining the control area for a second Sydney airport at Badgerys Creek, the
requirement to preserve access to Bankstown and Camden aerodromes would need to be
taken into account. Changes to the control zone of RAAF Base Richmond would be
required and there may need to be some increased sharing of what is now military
airspace with civil operations. Restricted areas around the Holsworthy Army Base and
the Kingswood Defence facility would give rise to some restrictions on civil movements.
The Fleurs Radio Observatory would have to cease operations.

In addition, the control zone for a future airport at Badgerys Creek would remove almost
all of the present designated flying training areas, and Hoxton Park aerodrome would
probably have to be closed. While Bankstown and Camden could continue to operate on
the edges of the control zones for Kingsford-Smith Airport and a future airport at
Badgerys Creek, it would not be possible for these aerodromes to have adjacent training
areas. However, uncontrolled airspace for training could be made available if the
airspace restrictions at Richmond and Holsworthy were reduced.
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THE SOCIO-ECONOMIC ENVIRONMENT AND EFFECTS OF THE PROPOSAL AT
BADGERYS CREEK

Land acquisition

The proposed site at Badgerys Creek covers an area of 1,770 ha (Figure 2). There are
241 separate titles within the boundary, and the market value of privately owned land
and improvements within the proposed site is estimated at $31.5 million. The number of
houses located within the boundary is estimated at 207 and the total resident population
at approximately 750. There are no proposals at this time to acquire land for road or rail
access routes, or for airport related land uses outside the boundary of the proposed site
shown in Figure 2.

Prior to the announcement of the site finally selected, residents within the proposed
acquisition area at Badgerys Creek will be adversely affected by the uncertainty
surrounding the selection process. If the Badgerys Creek site were chosen, the effects
on existing residents would partly depend on whether the Commonwealth proceeded by
compulsory acquisition of all properties or by progressive acquisition through agreement
with land owners. In those cases where the original owner requested continued
occupation pending construction of the airport, the Commonwealth would lease back
acquired land at a fair market rental.

Noise

Assessments of the effects of aircraft noise were carried out for two alternative runway
alignments at Badgerys Creek: the 'proposed' north-east/south-west alignment and the
‘alternative' north/south alignment. These assessments assumed full development of the
airport site to a worst case capacity of approximately 13 million annual passenger
movements. Noise contours were plotted for 20, 25, 30 and 40 ANEF. The maximum
population capacity of the land within these contours was calculated on the basis of
existing residential densities and those permitted under existing zoning. Using the
method developed by the National Acoustic Laboratories, the potential number of people
within the 20 ANEF contour likely to be 'seriously' or 'moderately' affected by aircraft
noise was estimated to be as shown in Table 1.

Table 1 Population moderately or seriously affected by noise - Badgerys Creek
Badgerys Number of people within 20 ANEF contour
aligrzfneeknts Total potential Likely to be moderately  Likely to be seriously
population affected by noise* affected by noise
Proposed (NE/SW)
alignment 1,951 1,115 364
Alternative (N/S)
alignment 4,380 2,399 726

Includes those seriously affected.

Archaeology

One Aboriginal archaeological site was located during the field survey of the proposed
site. This was found on ploughed and devegetated ground beside Badgerys Creek and
consisted of a scatter of five silcrete flakes and flaked pieces. This site, and others
which may exist along Badgerys Creek, would not be affected by development of the
airport, as the eastern airport boundary fence would be set back from the creek bank.
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Concerns of Aboriginal people

The site lies within the Gandangara Local Aboriginal Land Council area. The
archaeological site survey indicates that the area that would be cleared is
archaeologically insensitive and there would thus be no damage to archaeological sites
of potential significance to Aboriginal people. However, Aboriginal people in the
Gandangara Local Land Council have expressed strong opposition to the development of
this site as an airport, on the grounds that it would adversely affect the quality of their
environment and present way of life and has the potential to cause damage to sites of
significance to Aboriginal people in the general vicinity.

European heritage

There has been a complex pattern of European settlement at Badgerys Creek, which
begem in 1813. Originally one major land grant, the area was progressively subdivided
throughout the nineteenth and twentieth centuries for small farms, orchards and gardens,
as well as some stock farming. More recent twentieth century developments include
battery hen farming and horse studs; one vineyard is also known.

Very little physical evidence of the nineteenth century developments survives within the
proposed site area. Extant structures predominantly date from the 1920-1940 period and
from 1960-1970. No European heritage sites have been registered or recorded within the
site or within the 25 ANEF noise contour, although aerial photography does indicate
some potential for such sites as does an assessment of the historical literature.

The majority of the standing historical structures are of only local importance and of
minimal heritage value, and similar patterns of development could be expected to be
found outside the area that would be affected by a future airport. Therefore, although
airport construction would remove any extant evidence of earlier occupation, generally
this could not be considered a significant impact in historical terms. Vicary's Winery,
however, is an exception, as it is a resource of regional importance.

In addition, there is a possibility that there may be some archaeological material under
the surface of the site and, if this dated from the first half of the nineteenth century, it
would be of national interest and heritage value.

Economic effects

There are unlikely to be any significant economic effects in the area arising from
compensation payments for land acquired by the Commonwealth, as land owners may not
re-invest such monies in local economic activities, and economic use of the land would
continue under lease arrangements until such time as site development commenced. At
that time, the negative economic effects of discontinuing the original land use would be
outweighed by the positive effects on the Ilocal economy of airport associated
construction and permanent employment.

Direct employment associated with a second Sydney airport operating at 13 million
annual passenger movements could be as high as 10,500 jobs in the sub-region. Airport
associated employment and induced employment could add a further 600 to 1,000 jobs,
while flow-on employment in the Sydney Region could be up to 10,500 jobs of which up to
2,300 could be within the sub-region. A total of about 22,000 new jobs could be created
by the airport operations under the worst case of 13 million annual passenger
movements.

Agriculture
It is estimated that about 1,405 ha (or 79%) of the proposed site are presently used for

agriculture, and a further 1,890 ha within the 25 ANEF contour are also used for
agriculture. The principad agricultural activities within the site and its environs are beef
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cattle grazing, dairying, horse agistment, trotting horse training and spelling, and
thoroughbred horse spelling. Other agricultural activities are pigs, poultry, nurseries and
vegetable farming. The area is important for the number of broiler chickens produced,
and for the production of tomatoes for the fresh market.

The current annual gross value of agricultural production from within the proposed site is
estimated to be $5 million, while the corresponding figure for the area outside the site
but within the 25 ANEF contour is estimated to be $3.3 million. The total of $8.3 million
represents 17% of the combined value of agricultural production in the cities of
Liverpool and Penrith. In the absence of airport development, agricultural production is
likely to be maintained in the short term. However, in the longer term the area is likely
to be subdivided further for hobby farming and residential development.

Some of the present production from within the airport site would be relocated to other
areas, which would partly compensate for the loss of production from this area. Most of
the present agricultural activities outside the proposed site area but within the 25 ANEF
contour would continue after the airport commenced operations. The effect of aircraft
noise on agricultural production is likely to be small, as available evidence suggests that
livestock become conditioned to such an environment.

Regional planning and development

A decision on a second airport site would remove the necessity to restrain urban
development in areas near other candidate sites. At the sub-regional level, subsequent
airport development and land use requirements for activities associated with airport
development could be readily accommodated. While some existing uses would be
displaced, the principal effect of a future airport in regional planning terms would be to
change the sequence in which the potential urban areas already identified were
developed rather than to add to the total extent of urban development.

The extent of the effects of electromagnetic interference, noise and certain other
airport related activities on various research and technical facilities in the region is
uncertain, but it is evident that some facilities would become inoperable if a high level
of aircraft operations occurred. These facilities include:

Fleurs Radio Observatory
Fleurs airstrip
Coast Radio Receiving
Bringelly Remote Receiver Station
CSIRO Field Station
McGarvie Smith Animal Husbandry Farm.
However, even in the absence of airport development, future metropolitan growth and

technological change may adversely affect the long term viability of these facilities in
their present locations.

If the Badgerys Creek site were chosen for acquisition for future airport development,
comprehensive land use planning measures would be required to direct development in
the potentially noise-affected areas, in order to prohibit inappropriate uses, to identify
land for future airport associated uses, and to address the relationship of the airport to
other planning issues in the region.

It is proposed that the development of a strategic land use plan for the area in the

proximity of the selected airport site would be included in the Macarthur Regional
Environmental Plan.
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THE PHYSICAL ENVIRONMENT AND EFFECTS OF THE PROPOSAL AT BADGERYS
CREEK

Geology, soils and physiography

Both unconsolidated Quaternary sediments and consolidated Triassic rocks (Bringelly
Shale) occur within the proposed site. The unconsolidated sediments cover about 5% of
the site, mainly along Badgerys Creek. A basalt dyke within the site coincides with the
elevated ridge extending south-east from Luddenham.

The site lies within one of a number of areas identified by the NSW Department of
Mineral Resources as potential sources of light-firing clay/shale. That Department has
recently commenced a drilling and testing programme to identify suitable areas for
extraction, but the results of this investigation will not be known for twelve months or
more. The site is also underlain by about 40 Mt of coal at a depth of approximately
830 m. However, because of the relative depth of this resource, it is unlikely to be
mined within the foreseeable future.

The terrain of the proposed site ranges from flat to gently undulating. Construction of
an airport at this location would require a major portion of the site to be reshaped,
although most of the cut-and-fill would be less than 10 m deep. Total excavation for the
siteworks is estimated at 15.754 million m3, with fill estimated at 15.823 million m 3.
Methods for minimizing erosion and sedimentation would be incorporated in the planning
and implementation procedures for all earthworks. A small proportion of the soils within
the proposed site are likely to be saline, and special techniques would be used to
re-establish vegetation on these areas.

The construction of the proposed airport would require about 2.975 million m3 of
construction material, ranging from sub-base material to concrete. Most of this
material could be obtained from site earthworks or from established sources of supply.

Drainage and water quality

The major part of the site drains into South Creek, with a small section draining into the
Nepean River at Wallacia. A series of detention basins would be constructed to control
run-off from the site, and to separate contaminated from non-contaminated stormwater.
Flooding along the creeks is unlikely to be increased, as retarding capacity for the peak
flow from a 1:100 year storm would be provided by the major drainage basins.

Discharges of stormwater and treated wastewater from the site could increase forecast
nitrogen and phosphorous loads in South Creek by 2.2% and 2.0% respectively by the year
2000.

Air quality

Air emissions related to airport operations could increase the future estimated level of
emissions in the Sydney Region by 0.6% for carbon monoxide, 0.5% for hydrocarbons and
2.1% for nitrogen oxides.

Access

If an airport were developed to the worst case traffic level of 13 million annual
passenger movements, a number of roads would need to be upgraded, particularly the
South Western Freeway east of Liverpool, Bringelly Road, Elizabeth Drive, and The
Northern Road. It would also be necessary to relocate Badgerys Creek Road and a
section of The Northern Road, while a new road would need to be built from Erskine Park
Road to Badgerys Creek Road. The major traffic increases would be restricted to
Bringelly Road and the western section of Elizabeth Drive. Other roads would
experience increased traffic flows, but these increases would not be out of character
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with the anticipated role of those roads in the road network as the western and southern
suburbs developed. If no rail link were provided, the implications for the road network
would be more significant, but not markedly so.

Possible rail connections to the site are via St Marys or via Glenfield. A route via
St Marys could connect the Badgerys Creek site to the Parramatta city centre as well as
to the Sydney city centre, while a route via Glenfield would be shorter and faster to the
Sydney city centre.

Average travel times in peak hour (end-to-end trip duration) for air passengers would be
as follows:

by road: 69 minutes

by rail via St Marys: 72 minutes

by rail via Glenfield: 68 minutes.
Infrastructure

The proposed site is outside the area presently serviced by the Metropolitan Water
Sewerage and Drainage Board for both water supply and sewage disposal, and the Board
has no current plans for extending these services to the site or its environs.
Construction of such facilities would have to be programmed to service the airport and
surrounding development at the appropriate time.

Other services that would be affected by acquisition and development of the proposed
site are the existing local power and telecommunication services, and a 330 kV
transmission line that would need to be relocated. This line is also programmed for
upgrading to 500 kV and present Electricity Commission plans for this would have to be
abandoned in favour of a more expensive and environmentally less acceptable southern
route.

Landscape and visual quality

Over 95% of the site is classed as having minimal visual quality, with the only
distinctive feature being a partially vegetated ridge system. Most of the site would be
cleared of vegetation and existing structures, and earthworks would level much of the
high ground. The existing landscape and visual character of the site would thus be
irreversibly altered by airport development.

THE BIOLOGICAL ENVIRONMENT AND EFFECTS OF THE PROPOSAL AT BADGERYS
CREEK

Flora

The proposed airport site is largely cleared for agricultural use. There are only small
scattered stands of vegetation containing native species, and the stands are moderately
to heavily disturbed. Only one native plant community is present in the area, Eucalyptus
tereticornis—E. moluccana woodland. Examples of this vegetation community are
contained within reserves in the Sydney area, and the community at the proposed site is
considered of low floristic value.

However, one species of plant found in the study area, Pultenaea parviflora, is not
adequately conserved in New South Wales and is regarded as a vulnerable species. This
species occurs in a limited area on the site and would be threatened by airport
development.
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Fauna

The Badgerys Creek site is mainly cleared farming land, with small amounts of remnant
shale vegetation, particularly along Badgerys Creek. Field surveys indicate a low
diversity of fauna within the site, with sixty-one birds, one native mammal, fourteen
reptiles and two amphibian species being recorded. Although there was little difference
between habitats, the creek habitat supported the highest number of species. Dams
within the site supported a high number of water birds, although dams outside the site
had a higher faunal diversity.

There are no species within the site that are regarded as being of high conservation
importance, and the site itself is considered to be of low ecological value. Construction
of an airport at this site would therefore have little impact on the overall status of the
wildlife species.

PART C THE PROPOSAL AT WILTON

LOCATION OF THE PROPOSED SITE AT WILTON

The proposed site at Wilton is located in the Shire of Wollondilly, south of the village of
Wilton and about 81 km by road south-west of Sydney. The local government areas of
Camden, Liverpool, Wingecarribee, Wollongong and Campbelltown surround the site. The
predominant land uses on and adjacent to the site include water catchment area, State
forest and rural areas.

The site is 1,440 ha in area and is situated on a knoll, at an average elevation of about
310 m above sea-level (Figure 4). This knoll separates the drainage areas of the Cascade
Creek, Wallandoola Creek, Cordeaux River and Allens Creek. About 86% of the
proposed site is situated within the Metropolitan Catchment. The balance of the site
drains directly into Allens Creek, which eventually flows into the Nepean River.

The proposed site includes about 10 km of access tracks used by the Metropolitan Water
Sewerage and Drainage Baord, am abandoned airstrip that was built about 1940, about
2 km of 330 kV transmission line forming part of the Sydney South to Dapto supply
service, a 4 km section of Mount Keira Road and about 4 km of the Wollongong natural
gas pipeline.

PRELIMINARY AIRPORT MASTER PLAN

In determining a location for an airport site at Wilton, significant choices had to be made
between a site within the Metropolitan Catchment or one further to the north and over
much of the town of Wilton. The latter location was used for the short-listing analysis
and was published in the press-release of 18 September announcing the short-listing of
the Wilton and Badgerys Creek sites. However, the location now proposed is the one to
the south of Wilton within the Metropolitan Catchment, with the runway aligned
approximately east/west (Figure 5).

After consultation with officers from the Metropolitan Water Sewerage and Drainage
Board, the Department of Aviation concluded that it was feasible to isolate the drainage
from the airport site to avoid adversely affecting the quality of water within the
catchment. The present site location has considerable benefits in terms of site
acquisition cost, noise effects and earthworks, although aspects of the natural
environment would be adversely affected.
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The final choice of layout (a widely spaced parallel runway layout) was adopted because
it enabled a significant increase in planning flexibility and airport capacity with a
minimum increase in land area and cost. The need for a cross-wind runway was
examined, and it was concluded that it was not necessary. This was because a 95% wind
coverage was considered reasonable for a second airport where other airports with
different runway orientations are within reasonable flying distance.

To ensure that the proposed airport would meet current as well as future aviation needs,
the Department of Aviation's layout criteria allow for larger aircraft than are presently
in production: aircraft with wing spams of up to 95 m could ultimately be accommodated.

A runway length of 4,000 m was adopted for the long runway after considering the
maximum stage lengths for large international aircraft and domestic aircraft, as well as
the effects of elevation and temperature. The layout also made provision for a shorter,
parallel runway to accommodate aircraft with up to 60 m wing-span on shorter stage
lengths and to provide separation from the wake vortices of large aircraft.

The area provided for terminal facilities is located between the two parallel runways. It
is capable of accommodating a variety of terminal concepts in response to roles that the
second airport may develop.

Airspace arrangements

A second Sydney airport located at Wilton would not affect military or restricted
airspace in the Sydney Region, although the continued existence of the Holsworthy
restricted airspace would impose some restrictions on its operations.

General aviation aircraft operating outside controlled airspace are currently denied
access to the coast for a distance of 20 nautical miles south of Bankstown because of
this Holsworthy restricted area. The Wilton control zone would form another constraint
and increase this distance to 40 nautical miles. If Holsworthy firing activities ceased
and the airspace restriction were removed, access to the south from Bankstown would be
greatly improved.

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

Land acquisition

The total area of the proposed site is 1,440 ha. Of this, 1,295 ha are in government
ownership. The balance, 145 ha, is held by three private companies and would be
acquired either by agreement or compulsorily. The market value of land and
improvements within the proposed site has been extimated at $1.8 million.

There is one dwelling on the site, and it is estimated that less than ten people would
therefore be displaced by site acquisition. For the alternative more northerly site it was
estimated that approximately 300 people would be displaced by site acquisition.

Noise

Using the same procedure as described for the proposed Badgerys Creek site, the effects
of aircraft noise from operation of an airport at Wilton for the worst case condition were
assessed for the proposed east/west alignment and for an alternative north/south
alignment. The potential number of people within the 20 ANEF contour likely to be
'seriously' or 'moderately' affected by aircraft noise was estimated to be as shown in
Table 2.
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Table 2 Population moderately or seriously affected by noise — Wilton

Number of people within 20 ANEF contour

Wilton
alignments Total potential Likely to be moderately  Likely to be seriously
population affected by noise* affected by noise
Proposed (E/W)
alignment 130 68 18
Alternative (N/S)
alignment 242 147 54

Includes those seriously affected.

Archaeology

A survey of the proposed site and its immediate environs was conducted based on the
archaeological sensitivity of environmental zones identified during the site ranking
investigations. The landscape-based system of sensitivity was further refined while in
the field, and areas deemed likely to have the greatest sensitivity were accorded the
most thorough examination. In the lower reaches of creeks crossing the study area,
several rock shelter sites containing Aboriginal drawings and possible archaeological
deposits were located. One of these shelter sites was situated low in the valley of Allens
Creek, the floor of the shelter being approximately 1 to 1.5 m above the creek bed. If
any permanent increase in the level of water flow in Allens Creek were to occur as a
result of airport development, the Aboriginal art could be damaged or destroyed.

Concerns of Aboriginal people

The proposed airport site lies on the boundary between the areas of the Tharawal and
Illawarra Local Aboriginal Land Councils. Aboriginal people have given conditional
support to the concept of airport development, but have also expressed concern about
possible adverse effects on the surrounding country which is of current and traditional
importance to them.

European heritage

Wilton has had a relatively short history of European development, due mainly to
geographic and environmental factors such as poor agricultural land, difficult access, and
unfavourable terrain. These factors inhibited development until late into the nineteenth
century and settlement was sparse even at that time. There is no physical historical
evidence remaining on the land owned by the Metropolitan Water Sewerage and Drainage
Board because of a policy to remove all structures on catchment land. There were no
sites noted of heritage value in the remaining privately owned portion of the proposed
site nor were any recorded sites identified within the 25 ANEF contour.

Economic effects

In the event of airport development, the negative effect of the loss of 65 ha of grazing
land on the proposed site would be outweighed by the positive effects on the local
economy of airport construction and permanent employment. Direct employment
associated with a second Sydney airport operating at 13 million annual passenger
movements could be as high as 10,500 jobs in the sub-region. Airport associated
employment and induced employment could add a further 600 to 1,000 jobs, while flow-on
employment in the Sydney Region could be up to 10,500 jobs of which up to 2,300 could
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be within the sub-region. A total of about 22,000 new jobs could be created by the
airport operations under the worst case of 13 million annual passenger movements.

Agriculture

There is very little agricultural activity within the proposed site or in the areas that
would be affected by aircraft noise, as the majority of the potentially affected area is
situated within the Metropolitan Catchment. The gross value of production from the
65 ha of agricultural land within the site has been estimated to be $195,000 per annum,
which represents about 0.3% of the annual value of agricultural production in the
Wollondilly Shire. In the absence of airport development, this production is likely to be
maintained in the short term, but in the longer term the area would probably be
subdivided further for hobby farming or for residential development.

Regional planning and development

A decision on a second airport site would remove the necessity to restrain urban
development in areas near other candidate sites. At the sub-regional level, subsequent
airport development and land use requirements for activities associated with airport
development could be readily accommodated. While some existing uses would be
displaced, the principal effect of a future airport in regional planning terms would be to
change the sequence in which the potential urban areas already identified were
developed rather than to add to the toted extent of urban development.

In the longer term, if the Wailton site were selected for the second Sydney airport,
comprehensive land use planning measures would be required to direct development in
the noise-affected areas, in order to prohibit inappropriate uses, to identify land for
future airport associated uses and to address the relationship of the airport to other
planning issues in the region. It is proposed that a strategic land use plan for the area in
the proximity of the selected airport site would be included in the Macarthur Regional
Environmental Plan.

THE PHYSICAL ENVIRONMENT AND EFFECTS OF THE PROPOSAL AT WILTON
Geology, soils and physiography

Triassic rocks of the Wianamatta Group (Ashfield Shale), Mittagong Formation and
Hawkesbury Sandstone outcrop over the proposed site. The site is located within the
Woronora Plateau physiographic sub-region of the Sydney Basin at an average elevation
of about 310 m.

The Department of Mineral Resources has indicated that there are no regionally
significant identified or potential extractive resources within the proposed airport site at
Wilton. However, there are about 50 Mt of in situ coal beneath the site which could be
economically mined. The likely effects of the future airport on the sterilization of coal
resources beneath the site cannot be determined at this stage, because the timing of
both airport development and coal extraction is uncertain,

The terrain of the proposed site incorporates flat laud, gently undulating slopes, and
steeply dissected gorges. The construction of an airport at this site would require a
major portion of the site to be reshaped.

A system incorporating a perimeter drainage canal with integrated detention ponds has
been proposed to divert all contaminated site run-off away from the Metropolitan
Catchment protection area. This drainage system would be constructed and stabilized
prior to any additional earthworks proceeding on the proposed airport site.
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Airport development would require about 2.975 million m3 of construction material
ranging from sub-base material to concrete. Most of this material could be obtained
from site earthworks or from established sources of supply. Total excavation for the
siteworks is estimated at 14.163 million m3, with fill estimated at 14.035 million m 3.

The site is located in an area of seismic activity between the Modified Mercallie Scale
ground intensity contours V and VI which are expected to be exceeded on average once
in 100 years. Vibration arising from seismic activity at this intensity would not be an
impediment to airport development.

Drainage and water quality

Approximately 86% of the site drains into the Wallandoola and Cascade Creeks and the
Cordeaux River, the waters of which enter Sydney's water supply system via the Nepean
and Cataract tunnels. The balance of the site drains into Allens Creek, which is a
tributary of the Nepean River.

To avoid airport development or operation contaminating Sydney's water supply, the
preliminary master plan for the Wilton site incorporates a perimeter drainage canal
which would divert all contaminated site run-off from the Metropolitan Catchment to a
retarding basin on Allens Creek. Flows from this basin would be regulated to ensure that
the flow in Allens Creek from a 1:100 year storm event would not be increased by the
airport development. Smaller retention basins around the site would accept the first
flush of stormwater, enabling suspended material to settle before the water was
discharged.

Sewage, and process waste from operations such as aircraft maintenance would be
treated either on site or at a Metropolitan Water Sewerage and Drainage Board water
pollution control plant located off site and serving a wider area. The contribution to the
nutrient load in the Nepean River downstream of Camden which would be attributable to
airport operations is not expected to exceed 2.2% of the forecast nitrogen load and 1.9%
of the forecast phosphorous load in the year 2000.

Air quality

Air emissions related to airport operations would increase the future estimated level of
emissions in the Sydney Region by 0.6% for carbon monoxide, 0.5% for hydrocarbons and
2.1% for nitrogen oxides.

Access

If an airport were developed to the worst case air traffic level of 13 million annual
passenger movements, upgrading of the South Western Freeway, Wilton Road and Mount
Keira Road would be required. With the possible exception of Wilton Road, the
environmental implications of increased traffic flows would be relatively minor. If no
rail link were provided, the implications for the road network would be more significant,
but not markedly so.

Possible rail connections to the proposed site are via Maldon Junction, and via a possible
suburban railway from Macarthur south through Appin. This route via Appin would cost
more than the Maldon alternative, but would provide additional benefits to the
developing Macarthur area.

Average travel times in peak hour (end-to-end trip duration) for air passengers would be
as follows:

by road: 102 minutes

by rail via Douglas Park: 90 minutes
by rail via Appin: 84 minutes.
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Infrastructure

The proposed site is outside the area presently serviced by the Metropolitan Water
Sewerage and Drainage Board for both water supply and sewage disposal, and the Board
has no current plans for extending these services to the site. Construction of water and
sewerage facilities would have to be programmed to service both the airport and
surrounding development at the appropriate time.

Other services likely to be affected by airport development include existing and proposed
electrical transmission lines and a small section of the gas pipeline to Wollongong. These
would require relocation.

Landscape and visual quality

An assessment of the landscape character of the proposed site indicates that over 80% is
of minimal landscape or scenic quality, as it is located on a plateau which is a common
feature of the surrounding region. About 5% of the site area has been identified as
having a relatively distinctive landscape quality, and about 70% of this would be affected
by airport development. However, the loss of this distinctive feature would not be
significant when compared to the remaining areas surrounding the site.

THE BIOLOGICAL ENVIRONMENT AND EFFECTS OF THE PROPOSAL AT WILTON
Flora

A large proportion of the site carries native vegetation. This vegetation is relatively
undisturbed, as indicated by the large number (more than 350) of native plant species
present. Much of this vegetation would be lost if airport development were to proceed.
Of particular importance would be the loss of an unusual stand of open forest growing on
a shale-capped plateau in the middle of the site. Several rare species of plants would
also be affected. The site is regarded as having significant value for the preservation of
the flora of the Sydney Region and of the State as a whole. If airport development at
this site to proceed, impact on this flora would be unavoidable.

Fauna

There is a high diversity of fauna within the proposed site: ninety-six bird, twelve native
mammal, nine reptile and eleven amphibian species have been recorded. The highest
diversity of fauna within the site was supported by the native vegetation with the shale
vegetation being the most productive. The cleared land provided a variety of faunal
habitats (grassland, woodland, orchard, and dams) and the diversity of wildlife was high.
Several species of bird and one mammal (the koala) considered of conservation
importance were located on the site.

The site is considered of significant ecological value because of its high faunal diversity,
and the presence of endangered species and of potential habitat for a wider range of
species. The southern part of the site is of greater importance than the northern cleared
area. The construction of an airport on the site would result in the loss of a large
amount of relatively unmodified native vegetation, and as a consequence the loss of
many faunal species from the site. Most would not colonize other areas of similar
habitat. Any loss of endangered species from the proposed site may cause changes to
their status, although the overall status of other species would not change.

If Wilton were the selected airport site, measures would be implemented to ameliorate
as far as possible these predicted impacts on the site's fauna. Any endangered species
(such as the koala) would be removed from the site to adjacent areas prior to
construction commencing. Also, a management plan and effective soil conservation
methods would reduce the effects of airport development upon the water flows and
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water quality along the creeks in the area, and fauna along Allens Creek would be

monitored during operation of the airport.

Recolonization of the airport site by native

fauna would be encouraged through the planting of native flowering shrubs in appropriate

areas.

PART D COMPARISON OF THE BADGERYS CREEK AND WILTON SITES

The proposals and environmental effects at the Badgerys Creek and Wilton sites are

summarized in Table 3.

Table 3

Factor

Proposed site

Site area

Airport layout
Preferred runway orientation
Runway configuration

Capacity in annual aircraft
movements

Capacity in annual passenger
movements

Airspace consequences

Land acquisition
Market value of land

Population displaced

Noise

Potential population within
the 20 ANEF noise contour

No. of people 'seriously’
affected

No. of people 'moderately' and
'seriously' affected by noise

Effect on agriculture
Archaeology
Concerns of Aboriginal people

European heritage

Summary of the comparison

Badgerys Creek

1,770 ha

North-east/south-west

Widely spaced parallel
runways

275,000

13 million

Significant changes required

$31.5 million
750 people

1,951 people
364 people
1,115 people
Some
Less sensitive
Opposition indicated
No sites recorded;

potential for
historic sites
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Wilton

1,440 ha

East/west

Widely spaced parallel
runways

275,000

13 million

Minimal changes require

$1.8 million
<10 people

130 people
18 people
68 people
Negligible
More sensitive
Conditional support

No sites recorded



Table 3

Factor

Economic effects
Construction employment
Direct permanent employment

Flow-on to Sub-Region

Agriculture

Area of agricultural land
within the site

Area of agricultural land
within the 25 ANEF contour

Gross annual value of
production within site and
25 ANEF contour

Percentage of local production

Regional planning and
development

Physiography, geology
and soils

Average elevation above sea-
level

Balance of cut-and-fill

Sterilization of resources

Drainage and water quality
Major catchment

Water quality criteria

Discharge to:

Contribution to forecast
nutrient loads (year- 2000)
in receiving waters

Air quality

Emissions from airport
operations as % of forecast
Sydney Region emissions

Summary of the comparison (continued)

Badgerys Creek

7,000 person years
10,500 jobs
2,300 jobs

1,405 ha

1,898 ha

$8.3 million
17%
Research and technical
facilities in the

Sub-Region may be
adversely affected

80 m
69,000 m3 (deficit)

Potential clay/shale
resource present

South Creek

No classified streams

South Creek

Nitrogen 2.2%,
phosphorous 2.0%

Carbon monoxide 0.6%,
hydrocarbons 0.5%,
nitrogen oxides 2.1%
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Wilton

7,000 person years
10,500 jobs
2,300 jobs

65 ha

$0,195 million
0.3%
Minimal restrictions

would arise from
airport development

310 m
128,000 m 3 (excess)
50 Mt coal

Metropolitan Catchment
Class 'S' and 'P' streams
Nepean River via
Allens Creek

Nitrogen 2.2%,
phosphorous 1.9%

Carbon monoxide 0.6%,
hydrocarbons 0.5%,
nitrogen oxides 2.1%



Table 3

Factor

Access

Average peak hour travel
times by road

Average peak hour travel
times by rail

Infrastructure
Water/sewerage

Power

Gas lines

Landscape quality

Flora

Fauna

Summary of the comparison (continued)

Badgerys Creek

69 minutes

72 minutes (via St Marys)
68 minutes (via Glenfield)

New services required

Relocation of 2.5 km
of 330 kV line

None affected
95% of site has
minimal quality

floristic
value of site is low

ecological value of
site is low
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Wilton

102 minutes

88 minutes (via Douglas Park)

84 minutes (via Appin)

New services required

Relocation of 2.0 km
of 330 kV line

Relocation of 4 km
of line

80% of site has
minimal quality

floristic
value of site is high

ecological value of
site is high
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CHAPTER 1

Requirement to Reserve a Site

11 OBJECTIVE OF THE PROPOSAL

In 1983 the Department of Aviation was directed by the Commonwealth Government to
examine all possible locations for a site suitable for possible future development as a
second major airport to serve the Sydney region. Subsequently, the then Minister for
Home Affairs and Environment directed that a Draft Environmental Impact Statement
be prepared under the terms of the Commonwealth Environment Protection (Impact of
Proposals) Act 1974. This Draft Environmental Impact Statement has been prepared in
response to that direction.

The objective of the proposal assessed in this Draft Environmental Impact Statement is
to acquire a site that would be suitable for possible future development as a second
Sydney airport. The document contains a description of the site selection process and of
the environmental implications of acquisition and development of the two short-listed
sites at Wilton and Badgerys Creek. The scope of its contents has been determined by
guidelines jointly developed by the Commonwealth Department of Home Affairs and
Environment and the New South Wales Department of Environment and Planning. A copy
of these guidelines is provided in Appendix A, together with a description of the
arrangements for supervising the preparation of this Draft Environmental Impact
Statement. These guidelines call for the Draft Environmental Impact Statement to be
based on assumptions relating to a fully operational second Sydney airport under the
'‘worst case scenario for the configuration fof airport] that has been adopted'.

In the light of this requirement, preliminary master plans have been developed for the
two short-listed sites that represent the maximum level of development that could be
contemplated in the foreseeable future. This level of development may only be
warranted under the most optimistic assumptions of long-term air traffic growth, and it
is probable that there would be very much lower levels of development at a second
airport. The decision to acquire a site at this time does not imply a commitment to the
level of development suggested under the 'worst case scenario’, nor to any other level of
development. However, the uncertainty associated with the timing and scale of
development at a second airport site, and the need to ensure that the maximum effects
possible in the very long term are accounted for in long range planning for future
metropolitan development in the environs of the site and in the eventual design and
construction of the airport, make it necessary to assess environmental effects on the
basis of a worst case scenario.
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The justification for acquiring a site at this time is established in the following sections
of this chapter in terms of:

forecast growth in the demand for aviation services;

the capacity of Kingsford-Smith and other airports to accommodate this growth in
air traffic;

the time at which the opportunity to acquire a site for a second airport could be
lost;

the consequences of deciding against acquiring a site at this time.

1.2 GROWTH IN AIR TRAFFIC

In the following sections, growth in aviation activity is discussed in terms of both
passenger movements and aircraft movements. Because of differences in the method of
collection of statistics between international and domestic passengers movements there
are differences in the way these passenger movements are defined. International
passenger movements at an airport are defined as the sum of passengers, both revenue
and non-revenue, originating and terminating at that airport on both scheduled and non-
scheduled flights. Passengers in transit are excluded. Domestic passenger movements at
an airport are defined as the sum of revenue passengers, originating and terminating, at
that airport on scheduled flights plus passengers transferring between scheduled flights.
An aircraft movement is defined as either a take-off or a landing of an aircraft. A
landing followed by a take-off of the same aircraft is defined as two aircraft
movements.

The relationship between aircraft movements and passenger demand is complex. A given
forecast of passenger demand could translate into a range of aircraft movements
depending on the assumptions made about the mix of different sized aircraft to be used
to carry the passengers and the average level of seat occupancy or loading on each
aircraft type.

The level of traffic at Kingsford-Smith Airport in 1984 was approximately 8.6 million
passenger movements, of which about 2.6 million were international. Between 1970 and
1984, passenger movements at Kingsford-Smith Airport grew at approximately 4.7%
(compound) per annum, while aircraft movements grew at a compound annual rate of
2.6%.

Forecasts of air traffic growth for Sydney

Passenger traffic at Kingsford-Smith Airport is forecast by the Department of Aviation
to grow over the long term (to the year 2010) at an average annual rate of 1.6%—3.8%.
This would result in passenger traffic levels at Kingsford-Smith Airport, in the absence
of any constraints on capacity, ranging between a low of approximately 13.4 million and
a high of 24 million annual passenger movements. The corresponding range for annual
aircraft movements would be from a low of approximately 216,700 to a high of 382,600
movements. The Department of Aviation's forecasts of air traffic in the Sydney Region
are based on the assumption that there will be no change in the present socio-economic
or aviation industry environment, and that there will be ample runway capacity available
in the region to handle additional growth. These forecasts are shown in Tables 1.1 and
1.2.

These forecasts are a systematic assessment of future growth based on analysis of past
patterns and of possible future developments. They represent best estimates and are
produced for the purpose of reducing the risk associated with the Department's forward
planning responsibilities. However, these forecasts are neither precise nor fixed, and are
reviewed and revised where necessary as additional information becomes available.
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Table 1.1 Forecast numbers of annual passenger movements at Sydney (Kingsford-
Smith) Airport

1985 1990 1995 2000 2005 2010 increase
Q000 Qo000 a0 Q000 Q000 [ese0) <%)
Low
International 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
International 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
Total 9,493 12,044 14,320 17,123 20,751 24,056 3.79

Note: As a comparison, provisional figures for 1984 are as follows: international 2,645, trunk 4,720, regional 1,208,
total 8,573.

* Includes commuter passenger movements.
Source: Department of Aviation.

Table 1.2 Forecast numbers of annual aircraft movements at Sydney (Kingsford-
Smith) Airport

Annual
1985 1990 1995 2000 2005 2010 increase

<%)
Low
International 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
General Aviation** 46,140 50,620 51,220 53,870 56,610 59,440 1.02
Total 172,410 183,330 186,960 197,740 207,590 216,730 0.92
Median
International 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
General Aviation** 47,390 54,410 57,110 62,820 69,020 74,340 1.82
Total 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
General Aviation** 48,810 59,010 64,930 74,600 83,530 95,760 2.73
Total 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: international 20,129, trunk 46,114, regional 62,844,
general aviation 40,772 total 169,859.

* Includes commuter aircraft movements.
** Includes military and helicopter movements.

Source: Department of Aviation.
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Assumptions underlying forecasts

These forecasts depend on a range of assumptions relating to air fares, income levels,
gross domestic product, population and other socio-economic factors that affect
passenger demand. The major assumptions are set out in Table 1.3, while assumptions
made in deriving the level of international, trunk and regional aircraft movements from
passenger demand are summarized in Table 1.4. General aviation aircraft movements
are also directly derived from similar economic parameters.

Table 1.3 Principal assumptions for annual passenger movement forecasts
: Low forecast High forecast
Assumption (% per annum) (% per annum)
Growth in real income (Australia) S~ 2.0-5.0

Growth in real income (international

countries of origin/destination) 0-2.0 2.0-3.6
Population growth (Australia) 1.0 1.3
Change in real level of air fares 0.5-2.0 -1.5-0

Source: Department of Aviation.

Table 1.4 Principal assumptions for annual aircraft movement forecasts
Aircraft load factors Aircraft types
(% of seats occupied) (seating capacity)
International 70% Sydney—overseas direct; From 100-140 seats up to
35% Sydney—other Australian 600 seats, depending on
port—overseas route and forecast year
Trunk 70-75% 96 to 270-280 seats

depending on route
and forecast year

Regional 60-75% depending 52-75 seats for airline
on route service; 8-30 seats for
commuter services —
depending on route
and forecast year

Source: Department of Aviation.

It is possible, therefore, to vary the forecasts by making changes to the underlying
assumptions. The arguments for higher or lower forecasts than those prepared by the
Department of Aviation are reviewed below.

The possibility of lower than forecast growth

Growth in air traffic between 1981 and 1983 has been either low or negative, and it
might thus be considered possible that demand would continue to be stable in terms of
passenger and aircraft movements. However, it is a characteristic of air traffic growth
that periods of rapid growth alternate with periods of moderate growth or even
stagnation. This phenomenon is illustrated in Table 1.5, which shows fluctuations in
annual percentage increases in passenger traffic at Kingsford-Smith Airport.
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Table 1.5 Fluctuations in annual percentage increases in passenger traffic at
Kingsford-Smith Airport, 1972-84

Annual % increase in numbers of originating
and terminating passengers

Year
International Domestic

(%) (%)
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: Department of Aviation.

It is considered highly unlikely that passenger demand will remain stable in the long term
unless the Australian economy also enters a period of permanent stagnation. This
outcome is not likely, and would not be a sound basis on which to undertake forward
planning. Alternatively, it could be considered possible that individual demands for air
travel services are now fully satisfied and the propensity to travel will not increase. In
that event, however, continued population growth would still stimulate continued growth
in passenger traffic.

While an assumption of growth in passenger traffic should therefore be accepted, there is
nevertheless an argument that this would not translate into corresponding growth in
aircraft movements: this is based on an assumption that increased passenger traffic
would be accommodated in larger aircraft and/or higher seat loadings. This possibility is
feasible, but the likelihood that it would occur is constrained by the structure of the
aviation market in Australia, where the economies that can be achieved by using larger
aircraft must be balanced against the requirement to provide at least a minimum
frequency of service to all airports served. This tension is illustrated by recent moves
towards the use of smaller aircraft in an attempt to service the market better. Qantas
has pursued such a path with its purchase of B767 aircraft to service lower density Asian
and South Pacific routes.

Therefore, in the absence of severely adverse conditions of a permanent nature (for
example, a sustained world-wide depression), it is highly improbable that aviation
activity levels, expressed either as passenger or aircraft movements, will fall
significantly below the Department of Aviation's low forecasts.

The possiblility of higher than forecast growth

Conversely, there is an argument that growth in aviation activity in Sydney may well
exceed the Department of Aviation's high forecast. This argument can be supported by
reference to Table 1.6, which sets out indicators of the market penetration of aviation
services for major cities with population levels comparable to Sydney's.
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Table 1.6 Indices of air traffic levels at selected cities

Ratio of passengers

Metropolitan regions Figures in millions* to metropolitan population
with populations of (passengers per capita):
2.5-5.0 million, . . . .
ranked by size Metropo!ltan Total terminal International Domestic For total For
population passengers passengers passengers terminal domestic
(1981) (1983)** (1983) (1983) passengers passengers
San Francisco—Oakland—

San Jose 4.6 29.6 2.1 27.5 6.4 6.0
Detroit—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
Washington (DC) 3.2 17.5 0.3 17.2 5.5 5.4
Montreal 2.9 6.9 3.2 3.7 2.4 1.3
Toronto 2.9 13.7 6.1 7.6 4.7 2.6
Dallas—Fort 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—Fort Lauderdale 2.6 25.0 7.1 17.9 9.6 6.9

* For calendar year for all major airports in the metropolitan region.
** A passenger who joins or leaves an aircraft at the referred airport.
+ Excludes Newcastle and Wollongong.

Source: British Airports Authority Annual Report and Accounts, pp. 109-10; Reader's Digest Atlas of the World, 1982
Edition, pp. 146-74 and 229-41.

The level of air traffic in the Sydney region corresponds to an average of 2.3 trips each
year per person in the region. This average is the result of combining the activity of the
relative few who travel many times with the substantial number of international
travellers, plus the number of trips by the bulk of the population that travels rarely, if
ever, by air. While it is recognized that the circumstances of each of the urban centres
shown in Table 1.6 differ widely (some cities such as Sydney are ports of entry, while
others such as Dallas—Fort Worth are major interchange points where air traffic is
concentrated and redistributed), it appears that the Sydney air traffic market is not
saturated, and that higher traffic levels are possible. As Table 1.6 shows, the levels of
air travel generated by cities of a similar size to Sydney are often higher. The Canadian
domestic air traffic pattern may provide a relevant comparison in this regard. There is
a trunk route between the two major cities, Toronto and Montreal, and there are four
other urban centres distributed across the continent at distances comparable to those
found in Australia. It is notable that the number of trips taken within the country per
person is 2.6 for Toronto, compared to 1.6 per person for Sydney.

Such comparisons, while of limited validity, could be interpreted as suggesting that there
may be scope for an increase in the market penetration of air services in Sydney. The
future growth opportunities that might result in such an increase include the following:

Greater exploitation of the leisure market, which appears less well developed in
Australia than in other western countries.

Potential for a significant increase in international tourist travel from overseas,
especially from the United States, Japan and South-East Asia. The Commonwealth
Department of Sport, Recreation and Tourism estimates that in 1983-84 the number
of US tourists to Australia grew by 32% while those from Japan and the remainder
of Asia increased by 25% and 32% respectively. In view of the already large and
increasing number of Americans and Japanese who can afford to visit Australia, it
would seem probable that this international tourist market could develop
substantially over the long term. The growth and development of the ASEAN
nations is a further potential source of travellers in the long term. An increasing
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proportion of this traffic may enter Australia at other recently completed
international airports (Adelaide, Cairns, Townsville and Melbourne). However,
Sydney will remain a major tourist destination in its own right, and the majority of
tourists will still arrive or depart either directly by air (from overseas) or indirectly
by air (either on domestic flights from one of the other ports of entry, or on
international flights travelling between international terminals within Australia).

The possibility that some form of deregulation of the aviation industry in Australia
will promote a wider range of travel opportunities for the mass market. There is a
world-wide trend towards deregulation of air transport that may be difficult to
resist since it is perceived as having been successful in reducing fares. Air fares
across the North Atlantic Eire effectively deregulated, as are the holiday markets in
Europe. The US domestic market is officially deregulated, leading to widely
publicized fare reductions of 50% or more in real terms on many of the most
travelled routes. The Canadian Government is partially deregulating some of its
domestic air routes.

The potential suggested by these factors is in part counterbalanced by the distribution of
the Australian population and their location in predominantly temperate climatic zones,
and by an economy based primarily on agriculture and mining (Shaw 1982). These factors
tend to lower the generation of air travel compared to that found in cooler climates and
in economies that are more dependent on manufacturing. Further, the long travel
distances to Australia may yet limit the potential increase in international tourism to
Australia from the United States, Japan and South-East Asia.

The Commonwealth Government has commenced a review of domestic aviation
regulatory arrangements, the outcome of which cannot be predicted or incorporated into
the current preparation of forecasts of aviation activity. However, it is likely that the
new arrangements will be directed at stimulating growth and enhancing the opportunity
for Australians to travel by air.

These growth possibilities — increased penetration of the leisure market, increased
international tourism to Awustralia, and changes to domestic aviation regulatory
arrangements — might thus combine to produce future air traffic levels at Sydney that
would be greater than the Department of Aviation's high forecast. Nevertheless the
probability of this occurring is assessed as low.

1.3 RUNWAY CAPACITY OF KINGSFORD-SMITH AIRPORT

The runway capacity of an airport is not fixed, as it depends on a number of factors
including weather, the mix of aircraft, the profile of daily aircraft movements, and air
traffic control procedures, all of which can vary. An airport may thus have surplus
capacity in off-peak periods and still be overtaxed during the peaks. However, capacity
is widely accepted as reflecting an average hourly aircraft handling rate with a
maximum ‘'tolerable' delay due to congestion. The Department of Aviation uses a
standard maximum tolerable average delay of 4 minutes per aircraft throughout the day.
At this level of average delay:

1.5% of aircraft would be delayed for more than 30 minutes
6.0% of aircraft would be delayed for more than 15 minutes.

At BEm annual traffic level of 200,000 aircraft movements, these delays would represent
eight flights per day delayed for over 30 minutes Emd thirty-three flights per day delayed
for 15 minutes or more because of airport congestion.

In 1984 there were approximately 170,000 aircraft movements at Kingsford-Smith

Airport. If the profile of daily aircraft movements and aircraft mix remained
unchanged, then full capacity under the delay criteria described above would be reached
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