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	HEATHROW AIRPORT MASTER PLAN CONSULTATION


Recommendation

In response to the consultation draft of the Heathrow Airport Interim Masterplan that SEEDA:

(a) continues to support the growth of Heathrow Airport in line with the policies set out in the Government White Paper “The Future of Air Transport” (2003);
(b) supports the option of a third runway at Heathrow on condition that environmental requirements set out in the White Paper and subsequent documents are met;
(c) supports the need for improvement of surface access, especially the proposal for rail access from the South via Staines (AirTrack). 
Introduction
The Government’s policy for London’s airports is set out in the ‘Future of Air Transport’ White Paper published at the end of 2003. The White Paper requires the major airports to prepare master plans to guide their development.  Because the White Paper put in place a range of subsequent studies at Heathrow, which are now coming to a conclusion, the masterplan for Heathrow Airport is an interim one.  An updated interim master plan will be published during the course of 2006, and following consultations on mixed mode and a possible sixth terminal, it is envisaged that the Government will undertake a review of progress in implementing the White Paper as a whole.
Heathrow currently operates and manages two runways and four terminals, handling about 67 million passengers a year. Heathrow is the UK’s only hub airport delivering significant direct and indirect benefits to the local and national economies. BAA’s aim is to retain and reinforce Heathrow’s status as a leading international network hub airport. Although Heathrow is currently handling more international passengers than any other airport in the world, competition from other large European Airports such as Charles-de-Gaulle, Schiphol and Frankfurt is very strong.  This is particularly because Heathrow’s European competitors are experiencing strong growth rates and have the scope to grow faster than Heathrow in future years. Protecting Heathrow’s competitiveness is therefore essential to retain its position and importance for the UK economy.
Purpose of the Master Plan

The draft interim master plan document outlines how Heathrow airport could develop within existing planning permissions. It also defines a land boundary to safeguard for a potential third runway and a possible terminal complex. Since key environmental issues associated with additional runway capacity are still being examined in more detail, the interim master plan is unable to show any specific layouts for new runway proposals. Therefore, the document should be seen as a strategy for growth, both within existing limits and potential future options.
SEEDA’s Views

Heathrow and Gatwick are major drivers of the regional economy, and SEEDA therefore took a very close interest in the work leading up to the Future of Air Transport White Paper published 18 months ago.  SEEDA’s formal views expressed to Government were very close to the policies eventually set out in the White Paper: making the maximum use of existing runway capacity, recognising the national importance of Heathrow, advocating a second runway at Stansted, followed by an additional runway at Heathrow, or Gatwick if Heathrow proves to not be deliverable.  SEEDA also expressed strong support for a continuing programme of surface access improvements to both Heathrow and Gatwick. The Regional Assembly opposes Government policy in relation to Heathrow, and has forcefully restated its position in response to this consultation.
In this context, SEEDA’s response to the consultation draft of the master plan for Heathrow should be to continue to support its growth in line with previously expressed views and Government policy, including the option of a third runway, and to reaffirm the need to improve surface access to Heathrow, particularly by rail from the South West (AirTrack). This scheme is an established priority in the current RES, and it is therefore important to maintain this support.
In the much longer term, SEEDA sees an increasing potential for High Speed Train transport.  We actively facilitate a number of related European projects, and this work shows that the HST may provide some substitute for short haul air travel, such as routes from provincial UK cities to Heathrow to access its long haul network.  The Government is starting work on proposals for a new high speed line from London to the North, and the connections with Heathrow should therefore be part of these considerations.  The HST network needs to be interconnected with other transport modes such as the domestic rail network, bus/coach network but also air services. Therefore, SEEDA should encourage BAA to take a potential HST station into consideration when developing the proposals for additional runway capacity and a potential sixth terminal at Heathrow.
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Appendix 1



SUMMARY OF THE MASTERPLAN

Traffic Forecasts

BAA believe that if Heathrow continues to operate within its existing limits, the airport will handle 87 million passengers a year by 2015 and thereafter 90-95 million passengers a year. In terms of cargo handling, BAA forecast an increase from 1.36 million tonnes in 2005/06 to 1.8 million tonnes in 2015/16. Underlying these forecasts is the assumption that air traffic movements (Atms) will be capped at 480,000 (477k pax and 3k cargo), hence growth in passenger and cargo throughput will mainly be achieved through larger aircraft. Furthermore, it is assumed that airlines will use more of their short haul slots for long haul flights. The new Terminal 5 will open in 2008 (phase 1) with phase 2 coming into operation by 2011.

With three runways, the Department for Transport, has estimated that Heathrow could be capable of handling around 116 million passengers by 2030. The possibility of increasing capacity by using the existing runway system in a mixed mode (using each runway for both take-offs and landings) will also be considered and a full consultation on mixed mode is likely to take place in 2006. According to the White Paper, additional capacity at Heathrow would generate the largest direct net economic benefits of any new runway option (in the South East, i.e. Stansted, Gatwick and Heathrow).

Employment Forecasts – Economic Importance of Heathrow
Heathrow currently supports over 245,000 jobs across the country of which nearly 100,000 are direct and indirect jobs in the local area (68,400 are directly on-airport) and 145,000 are jobs across the UK. No employment forecasts are provided in the interim master plan. 

Heathrow is the gateway to and from the UK; some 9 million foreign visitors fly into Heathrow every year and an estimate of their expenditure in the UK adds up to about 1,5 % of the country’s GDP. Also many industries locate in the vicinity of Heathrow and nearly 3.5m foreign business trips are made to Heathrow every year. On the local scale BAA Heathrow engages with the surrounding communities in economic development and regeneration initiatives.

Developing Heathrow within existing limits

In the light of ongoing traffic growth and the need to ensure the airport remains competitive, BAA’s priority for Heathrow is to develop the airport within its current boundaries and planning limits. Therefore, investment in additional facilities to cater for larger aircraft is crucial to maximise passenger throughput.

Heathrow (including Terminal 5) occupies a site of 1227 hectares (‘operational land’ or ‘on-airport land’). Approximately 42 % of that land is used for airfield facilities including the two operational runways (a crosswind runway has been decommissioned). Another 15 % are used for aprons and piers. The existing four terminals cover 1.2 % of the total on-airport area. Cargo is being handled on 2.2 % of the airport and the rest of the land is taken by aircraft maintenance facilities (1.4 %), ancillary (18 %), landscape areas (3 %) and surface transport (10 %) which includes landside airport roads, forecourts, passenger and staff car parking, bus/coach stations, rail/underground stations, car rental areas and a taxi feeder park.

The interim master plan outlines a development strategy for Heathrow within existing limits which means a cap of air traffic movements at 480,000 per year. Furthermore, it is assumed that five terminals will operate within a 42,000 car parking spaces cap. In terms of rail access, Heathrow Connect will add two trains per hour (stopping service) to the existing four trains per hour Heathrow Express non-stop service. Two additional shuttle services will connect to Terminal 5 when it becomes operational. 

The development strategy is divided into two phases:  prior to opening T5 (2005 to March 2008), and post T5 opening (April 2008 to 2015). Priorities in those two phases are:

Pre Terminal 5 opening (2005 to March 2008):

· ensure the airport continues to function and deliver high levels of service to airlines and passengers;

· complete Terminal 5 Phase I as quickly and cost effectively as possible;

· ensure the airport is ready for A380 operations by Spring 2006;

· complete the pier projects to segregate physically departing and arriving passengers, as agreed with the DfT; and

· ensure that some key post Terminal 5 ‘enabling’ projects are delivered.

Post Terminal 5 opening (April 2008 to 2015):

· facilitate the growth in larger aircraft;

· enable the three airline alliances to provide competitive services;

· ensure that independent airlines are able to grow their businesses;

· complete Terminal 5 Phase II as cost effectively as possible; and

· ensure there is effective connectivity across the airport.
This strategy has the following main features:

· Eastern Apron remodelled to accommodate more larger aircraft, including the A380; improve congestion associated with aircraft ground movements; achieve physical solutions for the segregation of passengers; and significantly enhance the ambience of piers (through a combination of the construction of new piers and the rejuvenation of existing piers);

· Terminal 1 remodelled and refreshed to deliver a competitive product for Star Alliance airlines;

· Western Apron developed to support more A380 and short haul flights;

· Terminal 3 refreshed to deliver a competitive product for One World airlines and Virgin Atlantic;

· Southern Apron reconfigured to accommodate more A380 operations; and

· Terminal 4 refreshed to deliver a competitive product for Skyteam airlines.

The major physical challenge is the need to accommodate larger aircraft such as the A380, which requires not only widening of the runways and taxiways but also redevelopment of aprons and piers and longer reclaim baggage belts due to the increase of passengers in one aircraft.

Surface Access (within existing limits)
Heathrow is served by the following surface transport infrastructure: 

-
roads: M25 and M4/M4 Spur motorways, and the A3113, A4 and A30

· rail: Great Western mainline and Heathrow branch line used by Heathrow Express

· underground: Piccadilly line which loops from Hatton Cross via Terminal 4 and the Central Terminal Area (CTA)

· off-airport car parking: Purple Parking located in Southall is the principal off-airport site and contains approximately 7,000 of the overall 11,700 off-airport car parking spaces

In order to connect T5 to public transport a westwards extension of the Heathrow Express and the Piccadilly Line are part of the development strategy. T5 will also be connected to the M25 motorway. 

The interim master plan recognises the need to increase the use of public transport. Currently about 112,000 vehicles enter Heathrow every day; most of those used by air passengers and airport staff. About 35 % of Heathrow’s airport passengers are currently using public transport which equals the number of people using their private car.

The Crossrail proposal, although it will serve the airport, is seen as having limited benefit for Heathrow.  However, it may attract airport passengers and staff to rail complementing the existing four Heathrow Express services per hour.

AirTrack is described in the interim master plan as looking the most promising of all the rail schemes currently being considered. AirTrack would provide a rail link to the South West network via Staines allowing services to run from Heathrow to Reading, Woking/Guildford and London Waterloo. The interim master plan says of AirTrack: “we support the principle of creating a new rail access to the south west rail network where it can be provided in a timely fashion and where funding issues can be resolved” (Interim Masterplan, section 8.19).

Staff working at Heathrow currently access the airport predominantly by private car (72 %), only 1.1 % use rail, 4.6 % tube and 12 % bus or coach services. It seems that start times for public transport are a key determinant for airport staff who work shift patterns outside of normal office hours. Car sharing schemes and negotiations with public transport providers seem to have the greatest potential to achieve a step change in staff accessing the airport by more sustainable modes of transport.
Environmental impacts (within existing limits)
The interim master plan acknowledges that despite the very positive economic benefits Heathrow generates, there are also substantial social and environmental impacts, such as air quality, noise and surface access. Environmental impacts of a potential third runway are not considered in the interim master plan because they are subject of Government studies which are not due to report until towards the end of 2006.

In terms of air quality, road vehicles and aircraft are the main sources of emissions in the Heathrow area. The UK’s Air Quality Strategy for England – which establishes a series of indicators and objectives to improve urban air quality – is aligned with the EU Air Quality Framework Directive (Directive 99/30/EC). Local authorities surrounding Heathrow are assessing and reviewing the air quality at Heathrow and an action plan to improve air quality in a designated Air Quality Management Area (AQMA) has been developed. As part of the planning permission for T5, the production and frequent review of an air quality action plan was imposed as a condition to ensure compliance with European and national air quality guidelines as well as to reduce the negative impact on the surrounding communities.

BAA’s current aim to improve air quality includes helping to develop an integrated approach for the local area, managing aircraft emissions whilst on the ground, promoting and implementing airport vehicle fleet management policies which requires old vehicles be replaced by the latest clean technology vehicles, promoting surface access initiatives for airport staff and passengers to reduce the growth of private car trips and encouraging aircraft manufacturers to research and adapt new technology which reduces emissions from aircraft engines.

The current noise strategy aims to reduce noise generated at source and ensure aircraft use best practice such as the provision of Fixed Electrical Ground Power (FEGP) to minimise ground noise.

Enhancing biodiversity is part of the management of nature conversation areas on-airport as well as of BAA’s support of local initiatives whose aim is to improve the environment. Policies and measures relating to management of the water environment, waste management, energy use and climate change are also in place and part of the interim master plan.
Heathrow with additional runway capacity

The interim master plan outlines BAA’s position on additional runway capacity at Heathrow. It is stated that there is “nothing new regarding additional runway capacity which has not already been in the public domain. What is new is that, for the first time, all key issues have been brought together within one document.” 

With three runways Heathrow could be capable of handling around 116 million passengers by 2030 (DfT forecast). The interim master plan only proposes a safeguarded land boundary for a third runway and does not define any land uses. This preliminary identification of additional land for a three runway airport is slightly larger than the airport boundary as outlined in the White Paper and would include the loss of up to 700 houses. The interim safeguarded land boundary does not make provision for new road access schemes that may be required to support it. Further work involving transport authorities will inform BAA of transport options that may need to be safeguarded in addition to the interim master plan.

The Government calculates that the proposal for a third runway at Heathrow would generate over £6 billion in direct net economic benefits. At the same time, the Government recognises that “these strong economic arguments must be weighed against serious environmental disadvantages.” In terms of timing the White Paper says that a new runway could not come into operation before 2015-20, and then only provided that stringent environmental conditions can first be met.

Air quality, noise and surface access issues are acknowledged to be crucial for any further development at Heathrow. Particularly additional public transport infrastructure alongside demand management measures on the roads are seen as delivering the most for air quality improvement in the area. A joint approach by a number of stakeholders is needed to achieve an integrated transport approach. 
Further work will be undertaken during 2006 to take the proposal for new runway capacity and a potential Terminal 6 into a public consultation. Depending on the Government’s decision on potential new runway capacity at Heathrow, it will take some time to develop a full master plan and no indication is given when BAA intends to publish this. In the meantime, further interim master plans will be produced and discussed with stakeholders and local communities.
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