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Introduction 
 
 
1. This memorandum is in response to the Glasgow Airport Rail Link Bill 
Committee’s Preliminary Stage Report of 8th June 2006 which requested further 
information and analysis on: 
 

• Glasgow Crossrail and its integration with the Glasgow Airport Rail Link 
(GARL) and on rail connections more generally; 

 
•  the business case for investment in new infrastructure between Glasgow 

Central and Paisley Gilmour Street compared to the project as a whole; 
 
• the projected outturn costs for GARL; and 
 
• the impact Edinburgh Airport Rail Link (EARL) could have on the GARL 

project. 
 

 
GLASGOW CROSSRAIL  AND RAIL CONNECTIONS 
 
Background 
 
2. The Executive made a Partnership Agreement to support feasibility work on 
the Glasgow Crossrail  

 
“We will ensure that our transport system meets the needs of business, 
transport users and the environment by continuing to support feasibility studies 
into the Glasgow Crossrail project, and other public transport initiatives in 
Glasgow” 

 
3. In October 2005, SPT completed a £600,000 feasibility study, funded by the 
Executive, which brought the Crossrail project to a more detailed stage of 
development and has shown how engineering problems can be addressed. 

 
Glasgow Crossrail proposals in summary 

 
4. The Glasgow Crossrail proposal put forward by SPT includes proposals for: 
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• Construction of the High Street Curve 
• Construction of the Strathbungo Link 
• Upgrade of the City Union line from freight only to include passenger 

services. 
• Turnback facility at Kelvinhaugh 
• New stations at Glasgow Cross, West Street and Gorbals and re-siting 

High Street Station. 
 

 
 

5. The initial study established that the proposed infrastructure is technically 
feasible, and estimated the costs involved at £115 million - £187 million, the table 
below provides more detail: 
 

 Stations £ 
(Incl. Optimism Bias/ Excl. 

Rolling Stock) 
Permanent Way  £11m - £16m 
Structures  £34m 0 £72m 
Signalling  £39m - £44m 
Overhead Line and Power  £  5m - £22m 
 High Street £4m 
 Glasgow Cross £12m 
 Gorbals £4m 
 West Street £3m 
Land Compensation and 
Mitigation 

 £10m 

 Total £115m - £187m 
 
6.  SPT considered a number of service options for Glasgow Crossrail along 
various cross-city corridors.  
  
7. The initial SPT Glasgow Crossrail study did not provide information on how 
the proposed Glasgow Crossrail services would integrate with the GARL services.  
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8. As set out so far in the work done by SPT, to get to Glasgow Queen Street 
from Glasgow Airport passengers would require to change trains at Paisley Gilmour 
St and use a Glasgow Crossrail service to travel to Glasgow Queen Street Low Level 
(or other destinations). This would not change the GARL services as proposed in the 
Bill.  

 
9. Any proposal for a direct service from Glasgow Airport to Glasgow Queen 
Street using the Glasgow Crossrail infrastructure would have to be examined further 
to show that it was operationally feasible and economically justifiable. The detailed 
modelling required for service options will be included in the work being taken 
forward by SPT. 

 
Ongoing work 
 
10. It is crucial that a robust design is brought forward to ensure potential 
Glasgow Crossrail services fit successfully and reliably with the network as a whole. 
Transport Scotland will continue to engage with SPT to ensure that the best services 
are provided for new and existing rail passengers. 
 
11. SPT are currently inviting tenders for further Glasgow Crossrail work from 
suitable consultants.  Broadly, this will cover two areas: 
 

• a demand forecast for the Glasgow Crossrail services; and 
 
• an evaluation of the operational impact of Glasgow Crossrail services with 

the wider rail network. 
 

12. This work is due to provide interim results in March 2007.  We would 
anticipate that this work will provide the basis for a business case for Crossrail, that 
will be considered alongside other transport investments in the Strategic Transport 
Projects Review. 

 
Scotland’s Railways  
 
13. Scottish Ministers are committed to publishing Scotland’s Railways in the 
autumn of 2006 as a rail specific, daughter document to the National Transport 
Strategy.  This will set a strategic framework for the next 20 years and will set out the 
key role that rail plays in achieving a sustainable, effective and efficient transport 
system for Scotland. 
 
14. In developing Scotland’s Railways, Transport Scotland is taking account of a 
wide range of evidence, including public consultation, the Scottish Planning 
Assessment and Route Utilisation Strategies. 
 
15. Scotland’s Railways will set the framework for considering cross Glasgow 
connections and how these can be improved. The options that emerge will be 
considered in the Strategic Projects Transport Review. 

 
 
 

 3



 

Transport Connections 
 
16. The Executive recognises the points made by the Committee with respect to 
direct services to Glasgow Airport and the potential to improve the patronage on 
GARL.   
 
Current connecting services to Paisley Gilmour Street and Glasgow Central 
 
17. There are eight trains an hour arriving and departing at Paisley Gilmour Street 
from the west. The following examples are the number of trains per hour from 
selected main towns: 
 

• 3 trains an hour from Gourock (regular ferry connections from Dunoon and 
occasionally from Kilcreggan and Helensburgh) and Greenock. 

• 1 train an hour from Wemyss Bay (ferry from Rothesay).  
• 4 trains an hour from Port Glasgow into Paisley Gilmour St 
• 1 train an hour from Largs (ferry from Millport). 
• 2 trains an hour from Ardrossan (including ferry connections from Arran) and 

the towns of Dalry, Glengarnock and Kilbirnie. 
• 2 trains an hour from Ayr, Prestwick, (including the Airport station) Troon and 

Irvine. 
• 4 trains an hour from Kilwinning.. 
• In addition, there are connections from Maybole, Girvan and Stranraer. 

 
18. There is also a wide range of connections into Central Station: 
  

• Kilmarnock / Dumfries 
• Barrhead / East Kilbride 
• Neilston / Newton 
• Motherwell 
• Hamilton 
• Larkhall 
• Wishaw 
• Lanark 
• Shotts 
• Livingston 
• Partick, Hyndland, Milngavie and Dalmuir (with onward connections to 

Dumbarton, Balloch & Helensburgh) 
• Edinburgh (2 hourly throughout the day on GNER services, every hour early 

morning) 
• London - via Newcastle, Darlington and York 
• London - via Carlisle, Lancaster and Preston 
• Manchester 

 
Ongoing work 
 
19. The delivery of the major rail projects over the next few years and a rolling 
stock procurement plan which will introduce a fleet of higher performance trains to 
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the Scottish network will mean that the existing Scottish rail timetable must be 
revised.  
 
20. A robust timetable is necessary to deliver a reliable service and, subject to the 
constraints of the whole network, deliver sufficient capacity to meet predicted 
demand.   
 
21. Transport Scotland will be combining the outputs of the Scottish (Rail) 
Planning Assessment, the National Transport Strategy and Scotland’s Railways 
which are all in the course of development or under consultation.  
 
22. Timetable planning necessitates a lengthy preparation phase, thus 
discussions with project promoters and key stakeholders on future network services 
from 2009 will need to be initiated in early 2007 to ensure service aspirations are 
accommodated. The issues of connectivity and direct services to Glasgow Airport will 
be considered during this process. 
 
ANALYSIS OF THE BUSINESS CASE FOR INVESTMENT IN NEW 
INFRASTRUCTURE BETWEEN GLASGOW CENTRAL AND PAISLEY GILMOUR 
STREET COMPARED TO THE PROJECT AS A WHOLE 

 
Summary 
 
23. It has been possible, using existing work, to produce a range of estimates of 
the economic case for investment in the new infrastructure between Glasgow Central 
and Paisley Gilmour Street stations (termed main-line), compared with the added 
benefit that GARL, as a whole, brings. 
 
24. The analysis here does not represent a formal business case.  There is a 
large sensitivity range presented which reflects the difficulty associated with 
extracting such information. 
 
25. GARL as a whole has a net present value of £64.3 million over 60 years with 
an associated BCR of 1.28.  The estimates of the economic impact of the main-line 
alone range from a NPV of -£111.9 million to -£1.5 million with a “most likely” 
estimate of -£66 million.  The associated BCRs are 0.31, 0.99 and (most likely) 0.54.  
Full detail is provided below, including the assumptions made.  It should be noted 
that even the “most likely” estimate is somewhat generous with its allocation of 
benefits to the main-line component. 
 
26. Despite the difficulty in being precise the analysis is fairly clear that the case 
for infrastructure improvement between Glasgow Central and Paisley Gilmour Street 
stations is weak in comparison with GARL as a whole. 
 
27. Essentially, the running costs of the main-line alone, with the increased 
services, are not distinctly different to the running costs of GARL as a whole.  The 
main difference is simply the capital cost of the branch-line and the airport station.  
Around 50% of the patronage of GARL in total is estimated to be airport related.  The 
result is that the analysis shows that the main-line alone would require a higher level 
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of subsidy in terms of operating costs, whilst the benefits would be significantly lower 
(below half in even the most optimistic case and around a quarter in the most likely 
case). 
 
28. In summary, the analysis suggests that the construction of the main-line, from 
Glasgow Central to Paisley Gilmour Street stations, has a poor economic case and 
would not stand as a separate project.  
 
Analysis 
 
29. A transport efficiency analysis for optimistic, pessimistic and “most likely” 
scenarios is shown below.  The full set of assumptions used are detailed in the 
following section.  Information has been taken from the GARL development Appraisal 
(DDA) and, in places, the Stage 3 report. 
 
 
Table 1: TEE Analysis for Glasgow Central to Paisley Gilmore Street only and GARL 
as a whole 
 
All figures are discounted values over 60 
years in £000’s except BCR 

 
Main-line only 

  GARL  Most-likely High Low  

Accidents 
Total Discounted 
Savings 3900 2000 3900 0 

Economy (Transport 
Economic Efficiency      
User Benefits Travel Time 257200 62500 104200 49200 
 User Charges -1400 -700 -700 -1400 

 
Vehicle Operating 
Costs 14700 3600 14700 0 

 Reliability Benefits 41200 41200 41200 36200 
Private Sector 
Operator Impacts      
 Investment Costs 0 -6000 -6000 -6000 

 
Operating & 
Maintenance Costs -109100 -109100 

-
109100 -109100 

 Revenues 25600 12800 12800 0 

 
Grant/Subsidy 
payments 62800 72200 72200 81800 

      

Cost to Public Sector Item     

 
Public Sector 
Investment Costs -149400 -62400 -62400 -62400 

 

Public Sector 
Operating & 
Maintenance Costs     

 
Grant/Subsidy 
Payments -62800 -72200 -72200 -81800 

 Revenues -1000 -500 0 -1000 
 Taxation impacts -17400 -8700 0 -17400 
Monetised Summary      

 
Present Value of 
Transport Benefits 294900 78500 133300 50800 
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Present Value of 
Cost to Government -230600 -143900 

-
134600 -162700 

 Net Present Value 64300 -65400 -1300 -111900 

 
Benefit-Cost to 
Government Ratio 1.28 0.54 0.99 0.31 

 
Assumptions
 
30. Where a proportional allocation of benefits is used, this is calculated, unless 
stated otherwise below, in terms of the proportion of local patronage that is 
non-airport related trips.  This is taken, for simplicity to be 50% - in 2009, the 
proportion is 60% falling to 47% by 2030 (DDA p68).  This is likely to over state the 
benefits of the main-line, particularly in terms of required subsidy as airport trips, 
being longer, generate more revenue.  However, the assumption is robust of the side 
of caution in analysing the case for the main-line alone. 
 
Full details of assumptions of the three scenarios are given in the matrix below. 
 
 Most-likely High Low 
Accidents GARL accident benefits are 

allocated proportionally to the 
main line  

All accident benefits 
associated with GARL 
accrue to the main line 
section 

No accident benefits 
associated with GARL 
accrue to the main line. 

    
In the GARL DDA, travel time savings on PT are broken down into airport users 
and non-airport users. Highway time savings are not broken down in this way. 

Travel Time 

Includes non-airport related 
PT travel time and a 
proportion of highway travel 
time calculated by applying the 
same proportion of PT travel 
time generated by the non-
branch line to highway time 
savings 

Includes non-airport PT 
savings plus all 
highway time savings. 

Includes non-airport PT 
time savings only 

User charges User charge disbenefits are allocated based on 
patronage – user charge disbenefits accrue primarily 
from new airport trips so this is a conservative 
assumption. 
 

All user charge 
disbenefits are 
allocated 

Vehicle 
operating costs 

Vehicle operating cost benefits 
are allocated in proportion to 
PT time savings 

All VOC benefits are 
allocated 

No VOC benefits are 
allocated 

Reliability 
benefits 

All reliability benefits are allocated to the mainline – a 
simplistic assumption but information not available to 
quantify further and new trips (e.g. primarily airport trips) 
are given half weight in guidance. 

Some proportion of 
reliability benefits 
allocated to branch 
line. 

    
Investment 
costs 

A figure of £5 million, with OB applied and discounted is added to account for train 
park at Paisley Gilmour. 

Operating and 
maintenance 
costs 

An assumption that operating and maintenance costs remain the same as GARL 
as a whole for the main line section.  

Revenues Revenues allocated in 
proportion to patronage 

Revenues allocated in 
proportion to patronage 

All GARL revenues 
allocated to branch  
line 
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Grant/Subsidy 
payments 

Calculated using same procedure as GARL as a whole 

Public sector 
investment 
costs 

Information is available in the Stage 3 report on the breakdown of investment costs 
between the branch line and non-branch line works. These figures have Optimism 
Bias applied and then are appropriately discounted. 

Revenues 
(Public sector) 

Loss of public sector revenue 
allocated in proportion to 
patronage 

Loss of public sector 
revenue allocated to 
branch line 

Loss of public sector 
revenue allocated to 
main line 

Taxation 
impacts 

Allocated in proportion to 
patronage  

Allocated to branch line Allocated to main line 

 
THE PROJECTED OUTTURN COSTS FOR GARL 
 
31. The Committee wrote in its preliminary stage report at para 108: 

 
“The Committee was surprised to read a statement by the Minister, 6 weeks 
after the Bill was introduced, that the cost estimate would be in the range of 
£170 million to £210 million. When the Bill was introduced, the Promoter’s 
Estimate of Funding and Expenses Statement (“the Estimate”) quoted a “grand 
total” of £160 million. Given the scepticism expressed by several objectors 
about the estimates made by the promoter, such a lack of clarity does not 
inspire great confidence in the project.” 

 
32. SPT submitted an estimate of expense and funding statement for the GARL 
as part of their Bill submission.  This estimated the capital costs of the infrastructure 
and associated works, fees etc as £160 million at Q4, 2004 prices. 
 
33. Scottish Ministers recognise that having realistic, transparent and accurate 
estimates of the final costs of publicly funded schemes is important in providing 
accountability to the public and Parliament.  Accordingly, Transport Scotland’s major 
rail projects team commissioned and implemented work to construct a detailed 
projected inflation adjustment process for the rail enhancement schemes that are 
funded by Transport Scotland.  The process itself is complex but in our view 
appropriate, in that there is evidence that the costs of constituent components of a 
typical rail project e.g. track, signalling, standard civil engineering (i.e. bridges) etc 
ate subject to differential inflation rates. 
 
34. The application of these cost indices across the major rail projects portfolio 
was the basis for the Ministerial Statement in respect of projected outturn costs, 
which for GARL are in the range of £170 million - £210 million on delivery in 2010. 

 
35. The Estimate of Expense and Funding costs and the projected outturn costs 
are essentially two ways of reporting the same figure.  The former is an estimate of 
cost measured in current prices (if the project was delivered at the point in time when 
the estimate was derived) while the Ministerial statement on projected outturn cost is 
the account for inflation over the duration of the project.  Consequently, there is no 
real term cost difference between the two reported figures. 
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ANALYSIS OF IMPACT OF EDINBURGH AIRPORT RAIL LINK ON THE GARL 
PROJECT. 

 
36. In considering any impact that EARL could have on GARL a number of factors 
need to be taken into consideration. 
 
Forecast Passenger Growth at each airport 
 
37. The patronage figures for both EARL and GARL have been modelled using 
the estimates as set out in the Aviation White Paper, “The Future of Air Transport”, in 
December 2003, i.e. 

 
• Edinburgh Airport – 20 mppa* by 2030 
• Glasgow Airport – 15 mppa by 2030 
 

*million passengers per annum 
 
38. BAA Scotland, in their Outline Master Plans for Edinburgh (2006) and 
Glasgow Airports (July 2005), have forecast annual passenger numbers in excess of 
the white paper forecasts. 
 
Year Low (mppa) Central (mppa) High (mppa) 
 EDI GLA EDI GLA EDI GLA 
2030 18.8 16.9 23.0 20.7 26.0 24.3 
 
39. Strathclyde Partnership for Transport have developed the business case on a 
conservative 5% mode share, of the passenger forecasts in the Aviation White Paper 
forecasts, for the GARL services. 
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Scottish Originating Passengers
Share of Traffic taken by Each Scottish County
Source: 2005 UK CAA Survey of Scottish Airports (Final Version)

Business Leisure Total GLA PIK EDI ABZ & INV GLA PIK EDI ABZ & INV GLA PIK EDI ABZ & INV

Borders 55,267 140,000 195,267 1.5% 0.0% 98.0% 0.5% 15.3% 2.1% 82.5% 0.0% 11.4% 1.5% 86.9% 0.2%

Central 337,878 611,647 949,525 16.8% 1.4% 81.7% 0.1% 46.4% 6.7% 46.7% 0.3% 35.8% 4.8% 59.2% 0.2%

Dumfries and Galloway 26,016 125,066 151,083 66.3% 5.3% 28.4% 0.0% 72.0% 16.1% 11.9% 0.0% 71.0% 14.2% 14.7% 0.0%

Fife 384,917 782,412 1,167,329 2.0% 0.6% 96.8% 0.6% 25.4% 3.6% 70.7% 0.3% 17.7% 2.6% 79.4% 0.4%

Grampian 1,123,502 1,254,317 2,377,819 0.7% 0.7% 3.0% 95.6% 15.0% 1.5% 7.6% 75.9% 8.3% 1.2% 5.4% 85.2%

Highland and Islands 236,417 573,100 809,517 4.4% 0.1% 7.5% 88.1% 24.7% 6.2% 11.2% 57.9% 18.7% 4.4% 10.1% 66.7%

Lothian 2,200,788 3,645,061 5,845,849 1.4% 0.2% 98.3% 0.1% 10.6% 10.4% 78.4% 0.7% 7.2% 6.5% 85.9% 0.4%

Strathclyde 2,725,481 5,865,750 8,591,231 86.3% 4.3% 8.3% 1.2% 69.7% 27.0% 3.1% 0.2% 75.0% 19.8% 4.7% 0.5%

Tayside 416,960 765,580 1,182,539 5.6% 0.0% 83.6% 10.8% 36.4% 3.3% 54.3% 5.9% 25.5% 2.1% 64.7% 7.6%

Total Scotland 7,507,227 13,762,933 21,270,160 33.4% 1.8% 46.6% 18.2% 41.3% 15.5% 33.3% 9.9% 38.5% 10.7% 38.0% 12.8%

Largest share taken by Glasgow Largest share taken by Edinburgh Largest share taken by Aberdeen & Inverness

Total Passengers Business Leisure Total

 

Markets Served at each airport 
 
40.  The following table sets out the breakdown of passengers, by type, at each of the main Scottish Airports. 
 



 

Common Routes and Destinations 
 
41. The following table sets out the routes/destinations which are common to both 
Edinburgh and Glasgow Airport, and hence where there may, in conjunction with a 
number of other factors (see Factors affecting selection of airport of departure) be a 
propensity for certain travellers to change their preferred airport of departure as a 
result of the introduction of rail links to Edinburgh and Glasgow Airports. 
 
 

DESTINATIONS SERVED DIRECT FROM:  
GLASGOW EDINBURGH GLASGOW EDINBURGH GLASGOW EDINBURGH 
Domestic Domestic Domestic 

(Scotland) 
Domestic 
(Scotland) 

International International 

Belfast City Belfast City Barra   Alghero (Sardinia) 
(C) 

Belfast Int. Belfast Int. Benbecula  Alicante (M) Alicante (M) 
Birmingham Birmingham Campbeltown  Amsterdam (S) Amsterdam (S) 
Bristol Bristol Inverness Inverness Arrecife (C) Arrecife (C) 
Cardiff Cardiff Islay  Athens (SS)  
Exeter Exeter Kirkwall Kirkwall  Atlanta (S) 
Guernsey  Stornoway Stornoway Barcelona (M) Barcelona (M) 
Isle of Man Isle of Man Sumburgh Sumburgh  Bergen (S) 
Jersey Jersey Tiree  Berlin Schoenefeld 

(S) 
 

Leeds Bradford Leeds Bradford  Wick  Billund (SS) 
London (Heathrow, 
Gatwick, Stansted, 
Luton) 

 London 
(Heathrow, 
Gatwick, Stansted, 
Luton) 

   Bodrum (C) 

 London City   Bourgas (C) Bourgas (C) 
Londonderry     Brussels  (SS) 
Manchester Manchester   Calgary (M)  
 Newquay   Chicago (SS)  
Norwich Norwich    Cologne (SS) 
Nottingham East 
Midlands 

Nottingham East 
Midlands 

  Copenhagen (?) Copenhagen (?) 

Southampton Southampton   Cork (S) Cork (S) 
     Dalaman (C) 
    Dominican 

Republic (?) 
 

    Dubai (S)  
    Dublin (S) Dublin (S) 
     Faro (SS) Faro (M) 
     Frankfurt (S) 
     Galway (S) 
     Gdansk (S) 
    Geneva (M) Geneva (M) 
     Hamburg (S) 
    Halifax (SS)  
     Helsinki (SS) 
    Heraklion (SS)  
    Ibiza (SS) Ibiza (SS) 
     Innsbruck (C) 
    Islamabad (?)  
     Katowice (S) 
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     Krakow (S) 
    Lahore (SS)  
     Larnaca (C) 
    Las Palmas (SS) Las Palmas (SS) 
    Las Vegas (C)  
     Madrid (S) 
    Mahon (SS) Mahon (M) 
    Malaga (M) Malaga (M) 
    Malta (SS)  
     Murcia (SS) 
    New York (Newark) 

(S) 
New York (Newark) 
(S) 

    Nice (SS) Nice (SS) 
    Orlando (Sanford) 

(SS) 
 

    Ottawa (SS)  
    Palma (M) Palma (M) 
    Paphos (SS)  
    Paris (CDG) (S) Paris (CDG) (S) 
    Philadelphia (S)  
     Pisa (SS) 
    Prague (S) Prague (S) 
    Pula (SS) Pula (SS) 
    Reykjavik (SS)  
     Rome (Fiumicino) 

(S) 
     Stockholm 

(Arlanda) (SS) 
    Tenerife (South) 

(S) 
Tenerife (South) 
(S) 

    Toronto (SS) Toronto (M) 
     Varna (C) 
     Warsaw (S) 
    Vancouver (SS)  
     Zakynthos (C) 
      
      
      
      
      
      

 
(S) – Scheduled 
(SS) – Seasonal Scheduled 
(C) - Chartered 
(M) – Mix of above  
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Factors affecting selection of airport of departure 
 
42. There are several factors which determine the choice of an airport of 
departure, pre-eminent would be service availability and frequency.  However, other 
factors such as ease of access, price etc are also significant depending upon the 
reason for travel, i.e. business or leisure. 
 
43. The following extracts summarise recent academic studies which have 
considered these factors and their influence. 

 
• Ashford and Bencheman (1987) used a Multinominal Logit (MNL) model for 

airport choice at five airports in England (Heathrow, Manchester, 
Birmingham, East Midlands and Luton), and their results showed that 
access time and flight frequency were the significant factors for all types of 
passengers, whilst fares were significant for all passengers except 
international business travellers; 

 
• The Centre for Transport Studies (Hess and Polak) concluded that there 

exists significant influences on airport choice due to access-time, fare and 
frequency of service.  They have also found that there were significant 
differences across travellers in their sensitivity to these factors, and that 
while differences in sensitivity to fare and frequency could be adequately 
accommodated by deterministic market segmentation, the sensitivity to 
access-time additionally varied randomly within these market segments; 

 
• In a more recent paper (2005), Hess modelled airport choice for domestic 

and international air passengers departing from the Greater London area.  
The model showed high sensitivities to changes in flight frequency and flight 
time, and to access-time and access-cost, while significant effects of air-fare 
and airline allegiance were only identified for certain population segments. 

 
Conclusion
 
44. The business case for the Glasgow Airport Rail Link (GARL) is based on a 
conservative 5% mode share of the passenger forecasts for Glasgow airport, as 
contained in the Aviation White Paper. With the introduction of a rail link to Edinburgh 
airport it is reasonable to expect that certain passengers, whose route/s of 
preference are served by both airports, might decide to switch from Glasgow to 
Edinburgh airports and vice versa. 
 
45. However, it is expected that the impact on the current business case would be 
minimal, given the points of origin and market sectors which make up the majority of 
the business at Glasgow airport. Furthermore should passenger numbers at 
Glasgow airport increase in line with the current BAA forecasts and/or the GARL 
service secures a higher mode share e.g. 10%, then any impact on the business 
case is likely to be further reduced. 
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