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Introduction

Introduction

This report presents the passenger forecasting work for proposed new airports
that make use of or are very close to the current Llanwern Steelworks to the east
of Newport in South Wales. In this report, these airports for convenience are
referred to as the ‘Severnside’ airport proposal. The forecasts presented here can
be taken to apply to the New airPort (Llanwern), HOK (Severnside) and Vulcan
proposals, subject to particular conditions being met. These conditions are set out
in the following chapter.

Following a meeting with relevant parties at the Department for Transport on 3
November, the report also addresses the forecasting of passengers for the ‘UK
One’ proposal for a new airport at Pilning to the north of Bristol.

This report is adapted from the November Draft Report ‘Demand Forecasts —
Severnside Airport’. It differs from that report in the following principal respects:

The rail access times to Severnside airport used in the passenger
allocation modelling were wrong and have now been corrected,

New passenger allocation model runs have been undertaken for
three scenarios:

= Severnside airport plus a new runway at Stansted,
=  Severnside airport with no new runway at Stansted,

= Severnside airport, seeded as Cliffe was, with no new
runway at Stansted, and

The main issues raised by New airPort and HOK in recent
communication with DfT have been addressed.

The structure of this report is as follows:

In Chapter 2, the salient points of the forecasting process are
summarised, including: the nature of demand and demand growth;
factors determining the allocation of demand to different airports;
the capacities assumed at Severnside; route growth at new airports
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and their ability to compete with existing airports; the effects of
seeding new airports.

In Chapter 3, the Severnside forecasts for each of the three
scenarios are summarised. The key input assumptions are briefly
introduced, the forecast passenger volumes are summarised, there
is some explanation of how and why passenger traffic is distributed
between Severnside, Cardiff and Bristol airports and a comparison
is made between Severnside and Manchester airports.

In Chapter 4 the UK One forecasts are summarised, and

In Chapter 5, the Severnside and UK One forecasts are compared
and the differences are explained.

7ialcrow



Department for

Transport

Demand Forecasts for a Potential New International Airport in South East Wales

21

Passenger Forecasting

SPASM - Passenger Allocation Model.

The forecasts presented here have been derived using the DfT's SPASM
Passenger Allocation Model. This is described in two documents which have
been supplied to the three promoters of South Wales airports:

Rules and Modelling: A Users Guide to SPASM, January 2002, and

SPASM Runs for SERAS: Input Assumptions and Model Outputs, April
2002

SPASM is a demand-led model. It takes the air travel demand forecast to be
generated in each UK District in each year between 2000 and 2030 and allocates
that demand between airports. There are 29 existing airports represented in
SPASM - including Cardiff and Bristol — and the ability to represent up to three
new airports in each SPASM run. SPASM allocates air passengers travelling
between ground district origins and foreign or domestic destinations to UK airports
on the basis of the relative generalised (total) costs of travel by all possible routes
(see below).

SPASM is a constrained model. Shadow costs (airport charges) are generated in
the model and applied to fit airport throughputs to terminal passenger and runway
capacities input by users for each airport for all model years.

Demand

The demand allocated is based on that described in Air Traffic Forecasts for the
United Kingdom 2000, published by DETR (now DfT) in May 2000. These are
unconstrained national air traffic forecasts, by passenger type. National mid-point
demand growth forecasts are used.

Within SPASM, the categories of demand modelled are: UK and foreign business
and leisure passengers, charter passengers, domestic passengers, low cost
passengers and international to international interliners.

Increasing market maturity is represented by higher growth rates in the first part of
the forecasting period than in the second. Between 2000 and 2015, UK air traffic
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demand is forecast to grow from 181 mppa to 335 mppa (4.2% per year) and
between 2015 and 2030 from 335 mppa to 501 mppa (2.7% per year). The overall
growth rate in the forecasting period from 2000 to 2030 gives 2030 demand 2.77
times 2000 demand, an average annual growth rate of around 3.45%.

Relative market maturity is represented by the propensity to fly in regions other
than London, the South East and Eastern regions growing to 2015 at a rate of 1
percentage point per annum above the national rate with a correspondingly lower
rate in the South East to retain consistency with the national forecasts.

Propensities to Fly

Propensities to fly in the South West and Wales regions are low (see Table 2.6 of
the Wales Consultation Document). The South West 2000 propensity is 0.73 (one
way trips per head of population), and in Wales it is 0.58. They stand at only about
50% of the national average propensity, which is 1.26. If the propensities to fly for
both regions were the same as the national average, then there would be an
additional 5.26 million (73%) one-way trips to/from the South West, and an
additional 3.98 million (117%) to/from Wales. The 2000 total for the two regions of
10.6 million would increase by 9.2 million.

Other than Wales and the South West enjoying, as do all regions outside the
South East, a growth rate of 1 percentage point per annum above the national rate
to 2015, it has not been assumed that propensities to fly in these two regions will
grow towards the national average.

Demand Allocation

Demand is allocated to different airports on the basis of the relative generalised
(total) costs of travel by all possible routes. Generalised cost comprises
combinations of surface access costs, flight frequency and interchange costs, in-
flight time and fares. Shadow costs are added at capacity-constrained airports.
All non-monetary costs such as time spent travelling to the airport, time spent
waiting at airports, the inconvenience of changing planes and in-flight time are
converted initially to £. In practice, the main determinants of the passenger
allocation to an airport are: relative surface access times and costs to each airport,
the frequency of air services on different routes at each airport and the shadow
costs at capacity-constrained airports. In-flight times, air fares and interchange
penalties can also affect the allocation. For the allocation of charter passengers, a
charter attractiveness parameter representing the number of charter flights and
the number of charter destinations served by each individual airport is included.
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The model has been calibrated on 2000 data to reflect the relative weights given
to surface access times and costs and service frequency by different types of
passenger.

Examples given in SPASM Runs for SERAS: Input Assumptions and Model
Outputs, April 2002 (Section 2.3) indicate that for a fairly typical trip between
Portsmouth and Amsterdam:
Flight frequency is a larger part of generalised costs for business
passengers than leisure passengers,
In-flight time is a larger part of generalised costs for business passengers
than leisure passengers,
Surface access times and costs are a larger part of generalised costs
(61% or 69% depending on which airport is used) for leisure passengers
than for business passengers (53% or 55%),
Airport shadow costs are a larger part of generalised costs, and will
therefore have a greater deterrent effect, for leisure passengers than
business passengers.

A new airport is represented in SPASM through its runway and terminal capacities
coming on stream in an appropriate opening year and surface access costs (time
and money costs by road and rail) between the airport and each district. Air
services may be ‘seeded’ at a new airport. The input characteristics for
Severnside are described below.

Each year, SPASM tests the opening and closing of international scheduled and
charter routes. Routes, by assessing whether sufficient demand is allocated to
justify minimum route frequencies at a commercial load factor. New routes cannot
automatically be started for the domestic and low cost carrier sectors. These must
be seeded. In the Severnside forecasting, domestic scheduled services were
seeded but low cost services were not. This is consistent with the forecasting at
UK One (with the exception of scenarios when Bristol airport was assumed to be
closed with its low cost routes seeded at UK One) and other regional airport
forecasts reported in Consultation Documents.

In the forecasts that follow the forecast numbers of low cost passengers are
determined by the numbers contained in the Department’s Air Traffic Forecasts for
the United Kingdom 2000, May 2000. A substantial part of the future low cost
passenger market is included in these forecasts as scheduled and charter
passengers.
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2.2

Inputs to Severnside Forecasts

There was deliberate effort in the forecasting to ensure that the Severnside and
UK One forecasts were prepared on the same basis. The modelling assumptions
used in the testing of the Severnside proposal are consistent with those used in
the UK One work. The same version of SPASM has been used (DLL 24), limited
“seeding” of domestic services was assumed in both along with the same
assumptions about capacity in the regions other than the South East (increased
capacity at both Birmingham and Manchester in 2016). There were differences in
some of the input assumptions — the closure of Bristol airport, airport capacity in
the South East, for example — which are addressed below.

Capacities

It has been assumed that the new Severnside airport has a runway capacity of
240,000 ATMs and a terminal capacity of 30 mppa, coming on stream in 2011 and
applying through to the end of the forecasting period in 2030. These are typical of
the single-runway capacities assumed in SERAS. They are based on a typical
airport operating day of around 17 hours.

It might be argued that an airport capable of operating for 24 hours per day would
have higher capacities and be better able to attract passengers. SPASM works
with annual averages of demand and capacities. The capacities assume that as
the airport becomes more fully utilised, daily and seasonal operational profiles will
flatten. A 24-hour airport would only be misrepresented in SPASM if the forecasts
threatened to reach either the assumed runway or terminal capacities. In practice,
not all night-time runway capacity would be available for passenger activities.
Runway maintenance would take some slots, as could air freight movements. In
addition, the volume of passenger demand for night-time air services is not clear.

A multi-runway airport would have greater ATM capacity and would be assumed
to have more terminal capacity too, but again this would only influence the traffic
forecasts if the assumed capacities were reached.

In the Severnside forecasts presented below, the assumed runway and terminal
capacities are not threatened.

Development Potential
No constraints were placed on the development of Severnside within its capacity

limits. Severnside was allowed in the modelling to develop international
scheduled and charter routes at commercially viable frequencies to all of
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SPASM’s 48 international destinations, short haul and long haul, subject only to
the level of demand for these services and Severnside’s ability to compete with
other airports for that demand. No routes were restricted from Severnside.

Crucially, as with any new airport, Severnside would have to compete with existing
routes at existing airports which will have strengthened in the number of routes
available and the service frequencies on those routes by 2011 when Severnside
was assumed to open.

Surface Access Times and Costs

The forecasts presented here can be taken to apply to all airport proposals which
make use of the Llanwern steelworks or adjacent sites and share key surface
access and passenger handling characteristics and capacities.

It was assumed in the modelling that passengers were processed at terminals on
the steelworks site and passenger access to the airport was served via a new
airport station on the Cardiff — Paddington main line and unconstrained new
access roads from Junction 23a of the M4 and local roads. These characteristics
seem common to all three airport proposals for this site, which differ principally in
terms of runway locations and the possible number of runways.

The road and rail generalised times (note that these incorporate more than in-
vehicle travel times) between Severnside airport and some of the larger local
centres are summarised in Table 2.1. The costs are for 2011: it is assumed road
speeds decline between now and 2011.

Table 2.1: 2011 Journey Times to/from Severnside

Location Road, minutes # Rail, minutes $
London* 186 101

Reading 119 75

Swindon 89 60

Cardiff 42 35

Exeter 131 122

Birmingham 106 138

*London: City of Westminster used.
#Road, minutes: Road times make allowance for future year congestion.
$Rail, minutes: Rail time is generalised time, including waiting for trains and getting to and from the

station in addition to time spent travelling in the train
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The rail times to/from Severnside differ from those quoted in our November report
and used in the forecasting reported there for two reasons:

There was an error in the rail times used in the earlier forecasting: times
and speeds of the rail links in the vicinity of the airport had been
transposed. This had a material impact on the forecasts. The error has
now been corrected and the forecasts presented in the November report
should be ignored.

A better level of rail service has now been assumed to ensure
compatibility with the rail assumptions for UK One.

It is assumed that Severnside Airport Station is served by the following rail
services. Coding assumes 7 hourly services stopping at the airport station in each
direction. These are:

Birmingham New Street to Cardiff via Worcester, Cheltenham,
Gloucester, Cheptstow, Severnside and Newport.

Derby to Cardiff via Leicester, Birmingham New Street, Worcester,
Cheltenham, Gloucester, Chepstow, Severnside and Newport.

Portsmouth to Cardiff via Southampton, Salisbury, Trowbridge,
Bradford-on-Avon, Bath, Bristol Temple Meads, Severnside and Newport.
Paddington to Cardiff via Reading, Swindon, Bristol Parkway,
Severnside and Newport.

Paddington to Newport via Slough, Reading, Swindon, Bristol Parkway
and Severnside.

Paddington to Swansea via Reading, Swindon, Bristol Parkway,
Severnside, Newport, Cardiff and Bridgend.

Exeter to Swansea via Tiverton, Taunton, Bridgwater, Weston-Super-
Mare, Bristol Temple Meads, Severnside, Newport, Cardiff, Bridgend,
Pencoed, Port Talbot and Briton Ferry.

As an example of the rail access times, the 35 minutes ail time between Cardiff
and the airport is built up as follows:

9 minutes access to Cardiff station

5 minutes wait at Cardiff station (6 trains per hour = 10 minute headway

divided by 2 = 5 minutes)

12.5 minutes in-vehicle time between Cardiff and Newport

4 minutes in-vehicle time between Newport and Severnside Airport

4 minutes Severnside Airport egress time

This may be optimistic, particularly in relation to the access time to Cardiff station
and the in-vehicle time between Newport and the airport station.

8
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Modelled Scenarios
Severnside Airport has been modelled in three different scenarios:

1. Severnside airport added to the Maximum Use of Existing Runways
scenario together with an additional runway at Stansted,

2. Severnside airport added to the Maximum Use of Existing Runways
scenario with no additional runway at Stansted,

3. Severnside airport added to the Maximum Use of Existing Runways
scenario with no additional runway at Stansted, and Severnside seeded
with the services assumed in the modelling of Cliffe.

It would be expected that allocated demand at Severnside should increase from
one scenario to the next.

The seeded services in the third scenario equate to: 40% of Heathrow's 1998
scheduled services, 23% of Gatwick’'s 1998 charter services and 11% of
Stansted’s 2000 low cost services. They assume, in effect, that an operator or
operators, effectively the second alliance serving South East airports, moves its
services from the South East airports to the seeded airport.

In practice, there is not an existing mechanism by which airlines or alliances could
be made to transfer these services and many of the published responses to the
consultation on airport development have suggested that airlines would be most
reluctant to move services out of existing South East airports to apparently riskier,
less accessible new airports.

A test of seeding is whether the forecast passenger allocation is sufficient to justify
the level of seeding assumed. This is reported on in Chapter 3.

In the Severnside model runs (and the UK One model runs in which they remain
open), capacities at Bristol and Cardiff are assumed to increase as indicated in
Table 2.2.

Table 2.2: Assumed Passenger Capacities at Cardiff and Bristol Airports,
mppa

Years Bristol Cardiff
To 2007 3.6 3.6
2007 — 2020 10 12

9
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Beyond 2020 20 20

Routes to all domestic destinations are allowed to develop from Bristol and
Cardiff, but only short and medium haul international destinations are permitted.

10
7ialcrow



Department for

Transport

Demand Forecasts for a Potential New International Airport in South East Wales

3.1

3.2

Severnside Passenger Forecasts

Principal Inputs

Three scenarios were modelled in SPASM. In all three it was assumed that
Severnside airport would provide capacity for 240,000 ATMs and 30 mppa, and
that the airport with these capacities would be in place from 2011.

The first scenario has an additional runway assumed to open at Stansted in 2011.
Other South East airports are assumed to be able to make maximum use of the
existing runways.

The second scenario has no additional runway at Stansted.

The third scenario again assumes no additional runway at Stansted and seeds
Severnside with a substantial proportion of South East airport services.

The Severnside forecasts in each scenario are summarised in Tables 3.1 to 3.3.

Forecasts

In the first scenario, Severnside attracts some scheduled, charter and domestic
traffic. The total passenger forecast increases from 2.4 mppa in 2015 to 5.5 mppa
in 2030. Around a quarter of Severnside’s single runway capacity is taken up in
2030.

In the second scenario, the absence of the additional capacity at Stansted means
that Severnside attracts more passengers in each of these categories, with the
passenger forecast increasing from 3.9 mppa in 2015 to 9.5 mppa in 2030. 43%
of Severnside’s single runway capacity is taken up in 2030.

In the third scenario, a combination of seeding and the absence of additional
capacity at Stansted has a substantial impact on the forecast demand at
Severnside. There is low cost traffic as well as traffic in the other three categories
and forecast demand is 12.5 mppa in 2015 and 24.2 mppa in 2030. 85% of
Severnside’s single runway capacity is taken up in 2030. The effects of seeding
are considered in more detail below

11
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Table 3.1: Severnside Passenger Forecasts - Severnside added to
SERAS Maximum Use plus one new runway at Stansted in 2011

| 2000| 2005| 2010| 2015| 2020| 2025| 2030

Passengers, mppa

Scheduled 1.1 1.6 2.0 24
| to | interlining 0.0 0.0 0.0 0.0
Charter 11 2.1 2.5 2.7
Domestic 0.3 0.3 0.3 0.3
Low cost 0.0 0.0 0.0 0.0
Total 24 4.1 4.8 5.5
Passenger ATMs, ‘000

Scheduled 16 22 26 32
Charter 9 17 19 20
Domestic 4 5 4 5
Low cost 0 0 0 0
Total 29 44 50 57
Passengers/PATM

Scheduled 68 72 75 75
Charter 127 126 131 138
Domestic 62 69 74 76
Low cost 0 0 0 0
Total 85 92 96 97

12
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Table 3.2: Severnside Passenger Forecasts - Severnside added to

SERAS Maximum Use

| 2000| 2005| 2010] 2015| 2020| 2025| 2030

Passengers, mppa

Scheduled 2.2 2.6 3.1 6.1
| to I interlining 0.0 0.0 0.0 0.0
Charter 1.5 2.3 2.8 3.1
Domestic 0.3 0.4 0.3 0.4
Low cost 0.0 0.0 0.0 0.0
Total 3.9 5.3 6.3 9.5
Passenger ATMs, ‘000

Scheduled 32 36 44 78
Charter 11 18 20 22
Domestic 5 5 5 5
Low cost 0 0 0 0
Total 48 59 69 104
Passengers/PATM

Scheduled 69 70 71 78
Charter 127 130 136 143
Domestic 62 69 74 76
Low cost 0 0 0 0
Total 82 89 90 92

13
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Table 3.3: Severnside Passenger Forecasts — Severnside — seeded as Cliffe
- added to SERAS Maximum Use

| 2000| 2005| 2010] 2015| 2020| 2025 2030

Passengers, mppa

Scheduled 8.8 12.2 13.4 18.8
| to I interlining 0.0 0.0 0.0 0.0
Charter 2.2 2.6 2.9 3.2
Domestic 0.2 0.3 0.3 0.3
Low cost 1.2 15 1.6 1.8
Total 12.5 16.6 18.2 24.2

Passenger ATMs, ‘000

Scheduled 86 115 118 162
Charter 17 20 21 23
Domestic 4 4 3 4
Low cost 12 13 13 14
Total 119 151 156 203
Passengers/PATM

Scheduled 102 106 114 116
Charter 130 131 135 141
Domestic 65 73 77 80
Low cost 0 0 0 0
Total 105 110 117 119

Distribution of passengers

Figure 3.1 indicates the distribution of the Severnside demand (of 5.5 mppa in
2030) when there is an additional runway at Stansted. Severnside attracts more
than 40% of total demand only from Newport and 30-40% of total demand only
from parts of the Cardiff Valleys and other parts of South Wales. Severnside

14
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attracts 20-30% of Cardiffs demand but only 10-20% of demand from the
relatively high demand centres of Bristol and Bath.

Figure 3.2 indicates the distribution of the Severnside demand (of 9.5 mppa in
2030) when there are no additional runways in the South East. Severnside
attraxts 40% of the demand from Newport, Torfaen and parts of the Cardiff
Valleys and 30-40% of demand from wider areas in South Wales, South
Shropshire, Hereford and South Qoucestershire. Severnside is still attracting 20-
30% of the Cardiff demand and 10-20% of the Bristol and Bath demand.

Figure 3.3 indicates the distribution of the Severnside demand (of 24.2 mppa in
2030) when there are no additional runways in the South East and Severnside is
seeded with substantial parts of the South East airports’ scheduled, charter and
low cost services. Severnside attracts more than 40% of the demand from 38
local authority areas covering large parts of South Wales, Herefordshire,
Worcestershire, Gloucestershire, Somerset and Devon, including Cardiff, Bristol,
Bath and Swindon. It attracts 10-20% of demand from as far east as Oxford and
Reading.

Allocation of traffic between Severnside, Bristol and Cardiff

The 2030 passenger forecasts at Bristol and Cardiff Airports are sumamrised in
Table 3.4 for the different model runs that add the new Severnside airport.

Table 3.4: 2030 Forecasts at Bristol, Cardiff and Severnside Airports, mppa

Row | Scenario Bristol Cardiff | Severn | All 3
side airports
1 Max Use of existing SE runways only 11.9 4.3 16.2
2 Severnside (2011). Max Use of existing SE 7.7 2.6 9.5 19.8
runways only
3 Stansted runway added in 2011 8.4 4.2 12.6
4 Severnside (2011). Stansted runway 6.7 2.5 55 14.7
added in 2011
5 Severnside (2011) seeded. Max Use of 5.9 2.1 24.2 32.2
existing SE runways only

Rows 1 and 2 indicate the effect of adding Severnside to a Maximum Use
scenario. The total forecast at the three South West airports increases from 16.2

15
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mppa to 19.8 mppa with Severnside taking around half of the total allocation to
the three airports.

Rows 3 and 4 summarise the two forecasts when Stansted has an additional
runway. The South West airports lose some 4 to 5 mppa to the additional
capacity in the South East. Severnside is the most vulnerable to the additional
South East capacity, its demand falling to only 5.5 mppa, 37% of the total
allocation to the three airports.

Row 5, when compared with row 2, indicates the effect of seeding. There is some
additional transfer of traffic from Bristol and Cardiff airports to Severnside, but a
large increase in the total number of passengers allocated to the three airports, to
32.2 mppa, particularly to Severnside which takes three quarters of the total
allocation to the three airports.

Effects of Seeding

The seeding of services at Severnside in the third scenario introduced scheduled
services to 32 out of the 48 international destinations, charter services to 13
destinations and low cost services to 17 destinations.

The seeding assumptions might have been expected to generate 20 — 30 mppa at
Severnside, even at current/past levels of demand since they represented:
40% of Heathrow's 1998 scheduled services (40% of 60 mppa = 24
mppa)
23% of Gatwick's 1998 charter services (23% of 10.9 mppa = 2.5 mppa)
11% of Stansted’'s 2000 low cost services (11% of Stansted’s 2000
scheduled service throughput of 10.5 mppa = 1.2 mppa)

Whether seeding worked at Severnside in modelling terms can be seen from the
model’s allocation of passengers and adjustment of services at Severnside in the

early years from its opening in 2011. Key data are presented in Table 3.5.

Table 3.5: Effects of Seeding at Severnside

2011 2012 2013
Scheduled ATMs, ‘000 189 77 78
Scheduled passengers, mppa 9.01 7.78 7.63
Scheduled load factor 48 101 98
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Charter ATMs, ‘000 12.7 13.7 15.3
Charter passengers, mppa 1.61 1.77 1.98
Charter load factor 127 129 129
Low cost ATMs, ‘000 5.3 10.0 11.6
Low cost passengers, mppa 0.75 0.84 1.08
Low cost load factor 142 84 94

Only around 40% of the scheduled ATMs seeded at Severnside in 2011 survived
the first year: there were 189,000 scheduled ATMs in 2011 and only 77,000 in
2012. The allocation of scheduled passengers gave a non-viable average bad
factor of 48 passengers per ATM in 2011. The model responded by reducing the
number of routes operated and frequencies provided until a viable average load
factor of around 100 passengers per ATM, but with a much reduced number of
ATMs, was reached.

In 2012, Severnside’s services are forecast to carry around 10 mppa,
considerably below the 20 — 30 mppa the seeded services might have been
expected to carry.

By 2030, scheduled services were modelled to be operated to 27 of the 32
seeded destinations, charter services to 11 of the 13 destinations and low cost
services to all 17 destinations.

Seeding adds 14.7 mppa to the Severnside 2030 forecast (increasing it from 9.5
mppa to 24.2 mppa), when modelled against a background of heavily constrained
South East airports. The additional attractiveness of Severnside with the seeded
services causes a ripple effect, with passengers attracted to Severnside freeing
up capacity at other constrained airports and allowing further demand to move to
its preferred arports. Of the additional Severnside forecast demand, 4.3 mppa is
additional traffic accommodated to the UK airport system, with the other 10 mppa
(or thereabouts) re-allocated from other airports. The airports which lose most
traffic in the re-allocation are: Gatwick, Bristol, East Midlands, Stansted and
Leeds Bradford.

Comparison with Cliffe Forecasts
Severnside, when seeded with the same services as Cliffe, attracts 24 million
passengers in 2030. Cliffe attracted 110 million. The two sets of brecasts are

summarised in Table 3.6.

Table 3.6: Summary of Seeded Severnside and Cliffe 2030 Forecasts, mppa
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Severnside forecast Cliffe forecast

New airport

Scheduled 19 92
Charter 3 15

Low Cost 2 3

Total 24 110
South East airports* total 183 162
National airports total 434 477
Demand not accommodated 67 24

* = Heathrow, Gatwick, Stansted, Luton

The greater accessibility of Cliffe to the main part of the passenger market that
cannot be accommodated with existing airport capacity means that Cliffe attracts
86 mppa more than Severnside and that 43 mppa more passengers are
accommodated in total. The existing South East airports, principally Luton,
accommodate 21 mppa more when Severnside is added than when Cliffe is
added to existing capacity.

The relative inaccessibility of Severnside significantly harms its ability to cater for
excess South East demand.

Severnside Compared with Manchester

The suggestion has been made that an airport at Severnside could aspire to
perform the same role for the South West and Wales that Manchester airport
fulfils for the north of England and to match Manchester’s forecast demand.

The 2000 air travel demand, short-haul and long-haul, within 30+ minutes by road
of Severnside and Manchester is shown in Figures 3.4 to 3.7 and summarised in
Table 3.7.

Table 3.7: Long-haul and short-haul catchments at Severnside and
Manchester
Severnside Manchester Severnside
as % of
Manchester
Short haul | Long haul | Short haul | Long haul | Short and
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Figure 2.4 | Figure 2.5 | Figure 2.6 | Figure 2.7 | long haul

combined

<30 217,000 44,000 3,304,000 627,000 7
minutes

<60 2,382,000 692,000 9,298,000 1,890,000 27
minutes

<90 5,045,000 1,249,000 | 14,952,000 | 3,180,000 35
minutes

<120 10,494,000 | 3,063,000 | 19,483,000 | 4,251,000 57
minutes

The short-haul and long-haul demand within each time band is substantially
higher at Manchester than at Severnside. Within the 60 minute time band, for
example, Manchester’s short-haul catchment is four times that of Severnside and
its long haul catchment three times.

It is also apparent from Figures 3.4 and 3.5 that a large part of the Severnside
demand within 120 minutes is accounted for by the West Midlands conurbation,
so is unlikely to make use of Severnside, given its much better access to a wider
range of air services at Birmingham airport.

The strength of the catchment around Manchester airport is apparent from
Figures 3.6 and 3.7. There are large concentrations of demand in Greater
Manchester, Merseyside, parts of Lancashire and Yorkshire which are likely to
favour Manchester given the range of services available.

Table 3.8 indicates the routes modelled at Manchester with more than 100 weekly
services in 2000.

Table 3.8: Routes at Manchester having more than 100 services per week in
2000

Manchester

TFS Canary Islands

SKG Greece

JFK United States East

AGP lberian Peninsula

LCA Other Med. States

DUB Dublin
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There are also some six routes with a service frequency between 80 and 100 per
week. These are: Germany, Italy, Republic of Ireland, Channel Islands, Paris and
Amesterdam.

Manchester’'s 2000 catchment is shown in Figure 3.8. The extent of Manchester’s
catchment throughout Lancashire, Cheshire and Yorkshire is apparent but
Manchester also attracts significant passenger numbers from further afield — from
Edinburgh and Glasgow, Tyneside, the West Midlands and North Wales.

The conclusion is that the Severnside and Manchester catchments are very
different, the Manchester catchment substantially exceeds that of Severnside and
it is not realistic to expect Severnside airport to be anything like another
Manchester.

Comments on Appraisal of the Analysis by the DfT

In their Appraisal of the analysis by the Department for Transport of the demand
for an airport in the south west UK and the forecasts for an airport using the
Llanwern site, New airPort Limited (NaL) quote ten key highlights. This section
responds to those highlights which are reproduced in italics.

Responses to Highlights

1 Trains from Cardiff to an airport in east Newport will take 92 minutes in 2011
compared with some 15 minutes currently.

We acknowledge and apologise for an error in the rail times used in the analysis
reported in November. But in the November report we were careful to state that
the ‘rail time is generalised time, including penalties such as those for waiting for
trains and interchange between trains’. This has been ignored in the comparison
made by NalL, who mistakenly compare modelled generalised time with current
station to station times.

In the current modelling, with corrected times, the Cardiff — airport generalised
time is 35 minutes with the Cardiff to Newport station-to-station time representing
12.5 minutes and Newport to Airport station time a further 4 minutes of the 35.
The full breakdown of the 35 minutes is given in Section 2.2 of this report.

2 Trains on the mainline between Newport and Bristol Parkway will travel at
only 20 miles an hour on at least 10 miles of the track in 2011.
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Again, this is a combination of our error, now corrected, and NaL ignoring the
advice we gave that the quoted times include penalties such as those for waiting
for trains and interchanging between trains, resulting in NaL drawing the wrong
conclusion.

3  An airport in the south west of the UK could attract over 30 million
passengers per year by 2030, but if an additional runway were built at Stansted it
would lose at least 18 million passengers per year.

This conclusion is based on forecasts for UK One if no new runways were
assumed in the South East and if a new runway were assumed at Stansted. If no
new runways were assumed in the South East, South East airports could
accommodate at most around 200 mppa. This is around 100 mppa short of the
forecast demand for South East airports. In these circumstances, the forecasting
model will suppress some of these trips and reallocate trips to other airports
around the South East. It allocates a large number to UK One (it allocates fewer
to Severnside because it is further away from the South East). When an
additional runway at Stansted is assumed providing additional capacity of 47
mppa, the model allocates fewer trips to airports outside the South East, including
UK One.

4 By contrast if no new airport were built Cardiff airport would only lose
100,000 passengers per year if a new runway were built at Stansted.

This conclusion is based on Severnside forecasts. If airports at Severnside and
Bristol are assumed, forecast passengers at Cardiff fall by 100,000 if an additional
runway is assumed at Stansted. Cardiff, being further away from the South East
than Bristol and Severnside, and constrained in the services it can offer from its
2500 metre runway, does not in this scenario attract spillover traffic from the
South East so is barely affected by an additional runway at Stansted.

5 In what appears identical scenarios (no new construction of runways in the
south east of England) the DfT has variously forecast that Cardiff airport would
handle either 4.3 million or 8.7 million passengers per year by 2030.

The 8.7 million forecast is taken from the Wales Consultation Document as the
2030 forecast in the South East Constrained scenario. This is described on page
33 of the same document as Assumes that growth at regional airports is not
constrained but that capacity at London airports is fixed at around 150 mppa,
which is the level already catered for in the planning system’. The 4.3 million
forecast is taken from a forecast that assumes Maximum Use of the Existing
Runways in the South East. In this scenario the South East airports have
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capacity of around 200 mppa, with more capacity at Stansted and Luton in
particular than was then allowed for in the planning system. So these are not
identical scenarios and, given the greater constraint in the South East and the
absence of capacity at Severnside, Cardiff does attract more spillover traffic.

6  The DfT makes no provision for low cost carriers in most of its forecasts for a
new airport. In the one forecast where it does make such provision it estimates
low cost carriers would constitute only 2% (700,000 passengers) out of the total
by 2030.

In all of the forecasts there are low cost passengers at one or more of Cardiff,
Bristol and the new SW airport (UK One or Severnside). Each of the three
airports is likely to claim that it would be best placed to attract low cost services
for different reasons, with the existing airports of Bristol and Cardiff able to claim
that they both currently do serve low cost carriers. When Severnside is seeded
with 11% of Stansted’s 2000 low cost services, it is forecast to serve 1.8 million
low cost passengers by 2030. The point has been made in Section 2.1 that a
substantial part of the future low cost passenger market is included in the
Department’s 2000 forecasts as scheduled and charter passengers.

7 The DfT forecasts that if a new airport were built on the mainline railway and
next to the motorway in south east Wales this would result in fewer passengers
flying from south Wales and the south west of England, not more.

Two airports can attract more passengers than three located reasonably close
together because the concentration of a given volume of local demand at a
smaller number of airports can allow more routes to pass the route viability tests
provided passengers do not migrate out of the region. Routes are more likely to
fail the route viability tests altogether or fail to thicken if demand is spread
between three local airports. The output from relevant model runs shows, for
example, that without Bristol, UK One starts 20 scheduled routes in its first year
but only 13 with Bristol present.

The DfT forecasting model is a demand-side model. There is no presumption that
increasing the supply of airport capacity in an area will generate new underlying
demand. Where airports are congested in an area and underlying demand is
suppressed or forced to travel to airports outside the region, as happens in the
South East, then new airport capacity appears to ‘generate’ demand. In the case
of the South West and Wales, the airports are not congested and additional
capacity spreads the underlying local demand more thinly. All the airports are
competing for the same demand, the airport that can minimise overall travel costs
by providing the most frequent services closest to the largest concentrations of
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demand for a particular destination is likely to prevail. Frequency of service is a
major component of the overall cost of travel. With only two airports competing,
the new site is more attractive to airlines and there is more incentive and potential
for frequencies to increase significantly at the new airport thus attracting more
passengers to the region than in the three airport case.

8 If three runways were built in the south east of England and no new airport in
the south west of the UK, the UK would handle some 20 million end user
passengers per year more than if the runways were not built.

As explained in response to highlight 3, building no new runways in the South
East leaves around 100 million passengers by 2030 unable to fly from South East
airports. In the modelling it is assumed that some of these do not fly (trips are
suppressed), others are reallocated to other airports. Building three new runways
in the South East will allow most of the excess demand to be accommodated
meaning that fewer trips will be suppressed and more passengers in the UK
airports system.

9 If no new runways were built in the south east of England and a new airport
were built in the south west of the UK some 19 million more end user passengers
per year would fly from that area.

This is the same point as highlight 3. It is not strictly true to say that ‘some 19
million more end user passengers per year would fly from that area’. It would be
better expressed as some 19 million more end user passengers per year could
fly from South West airports, depending on where the new South West airport is
located’. But the vast majority of these 19 million would prefer to fly from South
East airports.

10 The catchment area for such an airport is over half that of Manchester,
which is forecast to handle up to 70 million passengers per year by 2030.

NaL has been very selective in its catchment comparison and has ignored
important advice given in our November report. The Severnside catchments as a
percentage of the Manchester catchments quoted in the November report were:

30 minutes 7%

60 minutes 27%
90 minutes 35%
120 minutes 57%

So we can take it that NalL’'s claim is based on the 120 minute catchment. In
relation to the 120 minute catchment, the November report said ‘It is also
apparent from Figures 2.3 and 2.4 that a large part of the Severnside demand

23
f1alcrow



Department for

Transport

Demand Forecasts for a Potential New International Airport in South East Wales

3.8

within 120 minutes is accounted for by the West Midlands conurbation, so is
unlikely to make use of Severnside.” NaL ignored this so made the misleading
claim that Severnside’s catchment is over half that of Manchester.

Economic Appraisal of Potential New Airport

The economic appraisal of the potential Severnside airport has followed the same
approach as the appraisal of other airport options in the South East of England
and other regions.

Benefits are estimated to generated and existing users, freight users, producers
(the airport authority) and Government in the form of revenues from Air
Passenger Duty. The approach to economic appraisal is described in the SERAS
supporting document Economic Appraisal. The appraisal of the Severnside
option reported below is based on the scenario in which South East airports are
heavily constrained and Severnside is seeded with a large part of the services at
South East airports. This is the scenario in which Severnside is forecast to serve
24.2 mppa in 2030.

If either South East airports were less heavily constrained or if Severnside were
not seeded, smaller benefits would be generated. The lack of success of the
seeding assumptions has been pointed out in Section 3.5. The benefit estimates
can therefore be taken to be optimistic.

Capital Costs

Capital costs had to be estimated for a representative airport in South East
Wales. The three proposals differ principally in their runway locations. One
proposal envisages the runway(s) being located on the existing Llanwern
steelworks site, one envisages the runway(s) being located in the vicinity of the
Caldicot Levels/Porton Grounds to the south of the steelworks site and the third
envisages the runways being built on a new man-made island in the Severn
Estuary just off the shoreline to the south of the steelworks.

The only one of the three proposals to make an estimate of costs, as far as we
are aware, was that which envisaged an airport in the vicinity of the Caldicot
Levels/Porton Grounds. This estimated capital costs at £1,500 million, then made
allowance for an additional 10% in professional fees and 15% contingency, giving
an estimated cost of £1,900 million. That proposal recognised that ‘the built-in
15% contingency ..... might for some eventualities be exceeded, so the airport
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concept has been investigated for much higher levels of initial capital cost with
sensitivities of 50% and 100% increases representing initial cost levels of £2.85
billion and £3.8 billion in 2002 money.” These estimates are said to relate to an
airport of a similar size to the UK One proposal appraised in the South West
Consultation Document. In that appraisal, UK One was assumed to have one
runway with passenger capacity capped at 20 mppa.

The standard SERAS assumptions for on-costs and contingencies apply two
factors of 25%, which would take the airport proposer’s estimated capital costs up
from £1,500 million to almost £2,350 million for a 20 mppa airport.

The information provided by the promoters on the locations, layouts and
capacities of new airports in South East Wales did not allow robust cost estimates
to be produced. For appraisal purposes a capital cost estimate for a single
runway airport with passenger capacity of up to 30 mppa was built up from:

The ‘medium’ UK One capital cost estimate of £1 billion, taken from
Table 6.29 of the South West Consultation Document,

Additional terminal costs to allow for passenger capacity of 30 mppa.
The cost of creating an offshore island taken from another offshore
airport proposal, including a 40% mark-up on costs to allow for
offshore construction activity, and

Standard allowances of 25% of estimated costs to allow for on-costs
and a further 25% contingency allowance.

The resulting estimated capital cost is £3.2 billion, which equates to £107 million
per mppa of capacity.

Some site preparation costs might be saved if a lower cost option than an
offshore island location for the runway were assumed.

The assumed capital cost per unit of capacity added is compared in Table 3.9
with that of other new site options appraised. The assumed Severnside costs are
comparable per mppa with the costs of the Midlands New Site (which clearly does
not involve any expensive offshore construction) and considerably lower than the
costs of Cliffe.

Table 3.9: Comparison of Capital Costs per Unit of Capacity Provided

Severnside Midlands Cliffe 2
New Site' runways
Capital cost, £ billion 3.2 6.5 9.8
Capacity, mppa 30 62 77
25
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Capital cost per mppa, £ 107 105 128
million

1 For a two runway Midlands New Site option with capacity of 62 mppa

Economic Appraisal Results

The economic appraisal results are summarised in Table 3.10. There are net
benefits of -£1.2 billion and a benefit:cost ratio of 0.69:1.

Table 3.10: Economic Appraisal of Proposed South East Wales Airport

Appraisal basis Total Total Net Benefit:Cost
Benefits, Costs, £m Benefits, Ratio
£m £m
3.5% discount rate, 2,634 3,842 -1,208 0.69

44% cost bias
allowance, 3 year
delay to benefits

Under the new Green Book assumptions on discount rates and optimism bias set
out in Table 3.10, the present value of costs would have to fall by £1,208 million
(31%) to generate a cost:benefit ratio of even 1:1, which falls far short of the
ratios achieved by other airport options appraised in the South East. This implies
that the undiscounted capital costs would have to fall from around £2.8 billion to
around £1.9 billion to achieve a benefit:cost ratio of around 1:1, even in this
optimistic scenario as far as benefits are concerned.

The airport charges required to fund a new airport on a self-standing basis would
need to be higher than those at nearby airports. Such higher charges are likely to
have some adverse effect on demand which, however, we have not attepted to

quantify.
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4

4.1

UK One Passenger Forecasts

Principal Inputs

The UK One forecasts assumed capacities at UK One similar to those assumed
for Severnside, with UK One assumed to open in 2011. In three of the four
forecasts made, Bristol airport was assumed to close. When Cardiff and Bristol
airports were assumed to be open, they were assumed to grow in capacity terms
as in the Severnside forecasts.

The surface acess times between UK One and selected major cities are given in
Table 4.1. UK One is assumed to be around 15 minutes by road and 8 minutes

by rail closer than Severnside to the large sources of demand to the east.

Table 4.1: 2011 Journey Times to/from UK One

Location Road, minutes # Rail, minutes $
London* 172 93

Reading 104 68

Swindon (Thames Down) 74 52

Cardiff 67 50

Exeter 112 113

Birmingham 113 123

*London: City of Westminster used.
#Road, minutes: Road times make allowance for future year congestion.
$Rail, minutes: Rail time is generalised time, including waiting for trains and getting to and from the

station in addition to time spent travelling in the train

The UK One forecasts were produced for four different scenarios, in three of
which the existing Bristol airport site was assumed to be closed.

The forecasts made different assumptions about airport development in the South
East. One set of forecasts was based on a scenario which assumed substantial
additional capacity in the South East in the form of an additional runway at each
of Heathrow, Gatwick and Stansted.

Three sets of forecasts were for a scenario which assumed that the capacity of
the London airports was fixed at around 200 mppa, with Maximum Use made of
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existing runways but no new runways. This is compatible with the Severnside
scenarios which did not have a new runway at Stansted.

UK One was seeded with domestic scheduled services except when Bristol
airport was assumed to be closed, when it was seeded with Bristol's 1998
domestic scheduled, international scheduled and international low cost service
frequencies.

The principal inputs to the four forecasts are summarised in Table 4.2. Scenario
1 has the most favourable set of assumptions for UK One - constrained South
East capacity and Bristol airport closed: scenario 4 has the least favourable —
more capacity in the South East but Bristol airport is closed and all of Bristol's
services are ‘seeded’ to UK One.

The less favourable set of assumptions of more capacity in the South East and
Bristol airport remaining open, which was modelled for Severnside, has not been

modelled for UK One.

Table 4.2: Principal Inputs to UK One Forecasts

Scenario SE capacity Bristol Seeding
airport

1 Max Use of existing | Closed All Bristol services
runways

2 Max Use of existing runways | Closed None

3 Max Use of existing runways | Open Bristol domestic

services

4 Three new runways | Closed All Bristol services

(RASCO Reference Case)

Forecasts

The UK One forecasts for each scenario are summarised in Tables 4.3 to 4.6.
With limited capacity in the South East and Bristol airport assumed to be closed
(Scenarios 1 and 2), UK One is forecast to attract in excess of 30 mppa by 2030
and around 20 mppa if Bristol airport is assumed to remain open (Scenario 3).
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With additional runways in the South East, but Bristol airport assumed to be
closed, UK One is forecast to attract 11.3 mppa in 2030.

Table 4.3: UK One Passenger Forecasts — Scenario 1. South East
Constrained, Bristol Closed, UK One Seeded, mppa

| 2000| 2005| 2010| 2015| 2020| 2025| 2030

Passengers, mppa

Scheduled 3.3 9.4 12.5 20.6
| to I interlining - 1.2 1.8 3.4
Charter 2.9 6.4 6.8 7.6
Domestic 0.6 0.7 0.8 0.9
Low cost 0.5 0.7 0.7 0.7
Total 7.3 18.3 22.6 33.0

Passenger ATMs, ‘000

Scheduled 32 124 155 230
Charter 8 40 42 44
Domestic 25 10 11 11
Low cost 3 4 4 4
Total 68 178 212 289

Table 4.4: UK One Passenger Forecasts — Scenario 2. South East
Constrained, Bristol Closed, UK One Not Seeded, mppa

| 2000| 2005| 2010| 2015| 2020 2025 | 2030
Passengers, mppa
Scheduled 27| 82| 113| 196
| to I interlining - 0.7 1.1 3.7
Charter 2.5 6.4 6.8 7.6
Domestic 0.6 0.7 0.8 0.9
Low cost 0 0 0 0
Total 58| 160| 200| 318
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Passenger ATMs, ‘000

Scheduled 34 103 134 223
Charter 18 40 42 44
Domestic 25 10 11 11
Low cost 0 0 0 0
Total 77 153 187 278

Table 4.5: UK One Passenger Forecasts — Scenario 3. South East
Constrained, Bristol Open, UK One Seeded with Domestic Services, mppa

| 2000| 2005| 2010| 2015| 2020| 2025| 2030

Passengers, mppa

Scheduled 1.2 4.3 6.9 11.9
[ to | interlining - 0.4 0.6 1.5
Charter 0.7 4.7 5.4 6.4
Domestic 0.5 0.5 0.6 0.6
Low cost 0 0 0 0
Total 2.4 9.9 13.5 20.4
Passenger ATMs, ‘000

Scheduled 16 54 81 134
Charter 5 30 33 36
Domestic 25 7 8 8
Low cost 0 0 0 0
Total 45 91 122 178

Table 4.6: UK One Passenger Forecasts — Scenario 4. South East Not
Constrained, Bristol Closed, UK One Seeded, mppa

| 2000| 2005| 2010| 2015| 2020| 2025| 2030

Passengers, mppa

Scheduled

1.0

2.0

3.2 3.6

| to I interlining

0.1 0.1
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Charter 2.2 6.1 6.4 6.8
Domestic 0.5 0.6 0.7 0.8
Low cost 0 0 0 0
Total 3.78 8.8 10.3 11.3

Passenger ATMs, ‘000

Scheduled 15 28 38 42
Charter 16 39 40 41
Domestic 25 9 10 10
Low cost 0 0 0 0
Total 56 76 88 93

The South West Consultation Document concluded about UK One (para 6.11.3)
that if substantial capacity were made available in the South East or in the
Midlands, the leakage of passengers from the South West would probably
continue and the case for a major development north of Bristol would be severely
undermined.

It also concluded (para 6.11.12) that a new Bristol airport would approach
financial viability only at the low end of the range of construction costs and with
the high level of forecast demand under Scenarios 2 and 3 (ie, SEC demand with
the existing airport closed). With either lower traffic or the traffic being split
between the new and existing sites or higher costs, a new airport is unlikely to be
financially viable. The existing airport represents sunk capital that still has useful
life, and, in national resource terms, could be a cost-effective way of providing
airport facilities up to its capacity.

Table 4.7 shows the major effect of the constrained South East scenario on these
airports. The three airports attract around 30 mppa when there is no additional
runway in the South East, in part because of the locational advantage of UK One
which is closer to the South East catchment than Severnside and able to
compete with Midlands airports for demand spilled over from the South East.

With three additional runways in the South East, in scenario 4, the three airports
only attract 14 mppa.

Table 4.7: 2030 Forecasts at Bristol, Cardiff and UK One Airports, mppa

Scenario Bristol Cardiff UK One

All 3 SW
airports
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1 SE constrained, Bristol closed (UK
One seeded with Bristol frequencies)

2.4

33.0

35.4

2 SE constrained, Bristol closed (no UK
One seeding other than domestic
services)

2.5

31.8

34.3

3 SE constrained, Bristol open (no UK
One seeding other than domestic
services)

5.3

2.5

204

28.2

4 SE unconstrained, Bristol closed (UK
One seeded with Bristol frequencies)

2.7

11.3

14.0
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5 Comparison of Severnside and UK One
Forecasts
5.1 Comparison
UK One is better located in relation to the major centres of demand than
Severnside and is better able to attract demand from the South East. It is
modelled as some 15 minutes closer by road and 8 minutes by rail to the South
East than Severnside.
The 2030 forecasts for the two airports are summarised in Table 5.1. The UK
One forecasts exceed those for Severnside for the following principal reasons:
It is better located relative to the large part of air travel demand than
Severnside, and is better placed to pick up trips spilled over from
constrained South East airports.
It has been modelled in most cases with Bristol airport assumed to be
closed, with most of Bristol's services and demand transferring to UK
One
Table 5.1: 2030 Forecasts at Severnside and UK One
Forecast SE Capacity | Seeding of | Airports | New All 3 SW | SE
new airport | closed airport, airports, | airports,
mppa mppa mppa
1 UK One Maximum All Bristol | Bristol 33.0 34.9 201.2
Use of | services
existing
capacity
2 UK One Maximum None Bristol 31.8 34.3 199.5
Use of
existing
capacity
3 UK One Maximum Bristol UK | None 20.4 28.2 199.0
Use of [ services*
existing
capacity
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4 UK One Max Use plus | All  Bristol | Bristol 11.3 14.0 272.6

3 runways services

Severnside Use of

Maximum None None 9.5 19.8 199.9

existing
capacity

Severnside Use of

Maximum As Cliffe None 24.2 32.2 197.7

existing
capacity

Severnside Stansted

Max Use plus | None None 55 14.7 233.1

runway

South East Airports are Heathrow, Gatwick, Stansted, Luton, London City, Norwich and Southampton

* But Bristol remains open in this scenario, closed in the other three UK One scenarios

The different forecasts for Severnside and UK One are attributable to their
different levels of accessibility (their natural catchment areas) and the different
input assumptions made - capacities in the South East, whether Bristol airport is
assumed to remain open or not, and the seeding of services.

Comparison of the third UK One forecast and the first Severnside forecast shows
UK One attracting around twice as many passengers as Severnside when there
are no new runways in the South East (20.4 mppa compared with 9.5 mppa). UK
One would compete more as an overspill airport with other airports outside the
South East than would Severnside, given its advantage in generalised cost terms
relative to the South East market. In a heavily constrained South East scenario,
when the excess demand for South East airports is around 100 mppa in 2030, the
three South West airports attract around 8 mppa more (28.2 mppa compared with
19.8 mppa) when additional capacity is provided at UK One rather than
Severnside. The South West airports are competing for overspill traffic with other
airports at similar distances (generalised costs) from the main South East market,
and an additional 15 minutes access time by road has an effect on the passenger
allocation.

When capacity is provided further from the South East at Severnside rather than
UK One, both Birmingham and East Midlands airports attract more passengers
and the effects ripple further to the north, with both Manchester and Leeds
Bradford airports also attracting more passengers.

The Wales Consultation Document, in relation to proposals for Severnside airport,
suggests (para 4.4.6) that a new airport there would be viable only if Cardiff or
Bristol Airport, or both, were to close or become congested to the point of
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capacity. The Department’s forecasts under all scenarios indicated that this was
unlikely to occur within the forecasting period.

The recent Severnside forecasts indicate Severnside’s throughput growing by
2030 to 5.5 mppa if there is an additional runway at Stansted, 9.5 mppa if there is
no new runway capacity in the South East and 24 mppa if there is no new runway
capacity in the South East and major airlines/alliances could be persuaded to
move large parts of their services from South East airports to Severnside.

This last assumption seems improbable. The scheduled services seeded at
Severnside attract an average load factor of only 48 passengers per ATM in
2011. The model responds by eliminating 60% of seeded scheduled ATMs in
2012 to bring the average load factor up to a more viable 100 passengers per
ATM.

Comparison of the Severnside and Manchester catchment areas showed that
demand within a given time of Manchester substantially exceeded that of
Severnside. Within a 60 minute catchment, for example, Manchester’s short-haul
catchment is four times that of Severnside and its long-haul catchment three
times.

Manchester's catchment area extends across the North of England and to the
major cities in Scotland and the West Midlands and into North Wales. It is able to
compete with other airports for traffic because of its extensive services in a way
that Severnside is most unlikely to. Severnside does not have the local demand
or range of services to match Manchester and cannot sensibly be seen as an
equivalent to Manchester.
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Notes:

Data is presented at district level except
for the boroughs of London which are
divided into a central area (City of
Westminster, City of London, Kensington &
Chelsea and Camden) and into four
guadrants.

Each bar represents the total air travel
demand from passengers whose ultimate
origin or destination is within that
particular district.

Demand consists of international scheduled,
international low cost, charter domestic scheduled
and domestic low cost.

Shading represents the percentage of a
district's air travel demand that fly from
Severnside Airport

Figure 3.1 - Demand For Air Travel By District at Severnside Airport (With One New Runway at Stansted)



