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Guidance notes for visitors
Local Government House, Smith Square, London SW1P 3HZ

Welcome!
Please read these notes for your own safety and that of all visitors, staff and tenants.

Security

All visitors (who do not already have an LGA ID badge), are requested to report to the Reception
desk where they will be requested to sign in and will be handed a visitor's badge to be worn at all
times whilst in the building.

Fire instructions
In the event of the fire alarm sounding, vacate the building immediately following the green Fire Exit
signs. Go straight to the assembly point in Tufton Street via Dean Trench Street (off Smith Square).

DO NOT USE THE LIFTS.
DO NOT STOP TO COLLECT PERSONAL BELONGINGS.
DO NOT RE-ENTER BUILDING UNTIL AUTHORISED TO DO SO.

Members’ facilities on the 7th floor

The Terrace Lounge (Members’ Room) has refreshments available and also access to the roof
terrace, which Members are welcome to use. Work facilities for members, providing workstations,
telephone and Internet access, fax and photocopying facilities and staff support are also available.

Open Council
“Open Council”, on the 1st floor of LG House, provides informal A
meeting and business facilities with refreshments, for local authority members/ Open

officers who are in London. CWC{/

Toilets

Toilets for people with disabilities are situated on the Basement, Ground, 2nd, 4th, 6th and 7th floors.
Female toilets are situated on the basement, ground,1st, 3rd, 5th,and 7th floors. Male toilets are
available on the basement, ground, 2nd, 4th, 6th and 8th floors.

Accessibility

Every effort has been made to make the building as accessible as possible for people with
disabilities. Induction loop systems have been installed in all the larger meeting rooms and at the
main reception. There is a parking space for blue badge holders outside the Smith Square entrance
and two more blue badge holders’ spaces in Dean Stanley Street to the side of the building. There is
also a wheelchair lift at the main entrance. For further information please contact the Facilities
Management Helpdesk on 020 7664 3015.

Further help
Please speak either to staff at the main reception on the ground floor, if you require any further help
or information. You can find the LGA website at www.lga.gov.uk

Please don’t forget to sign out at reception and return your badge when you depart.



Strategic Aviation Special Interest Group
28 October 2011

A meeting of the Strategic Aviation Special Interest Group will be held on Friday

28 October 2011 at 11.00am at the offices of the LGA, Local Government House, Smith
Square, London SW1P 3HZ. The arrangements for the day are set out below:

SASIG

11.00am The Westminster Suite (8" floor)

Tea and coffee will be provided from 10.30am. A sandwich lunch will be provided after
the meeting.

Attendance Sheet

Please ensure that you sign the attendance register as it is the only record of your
presence at the meeting.

Order of Business
The order of business and papers are attached.
Location

A map showing the location of Local Government House, Smith Square is printed on the
back cover.

Contact

Stephen Service (Tel: 020 7664 3194; e-mail: stephen.service@local.gov.uk )

Hotels

The LGA has negotiated preferential rates with two hotels close to Local Government
House — the Novotel (Tel: 020 7793 1010), which is just across Lambeth Bridge and the
Riverbank Park Plaza (Tel: 020 7958 8000), which is along the Albert Embankment.
When making a booking, please quote the LGA and ask for the government rate.

http://www.parkplaza.com/hotels/gbriver?s cid=se.bmm2175

http://www.novotel.com/gb/hotel-1785-novotel-london-waterloo/index/shtmi
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http://www.parkplaza.com/hotels/gbriver?s_cid=se.bmm2175
http://www.novotel.com/gb/hotel-1785-novotel-london-waterloo/index/shtml




Agenda

Strategic Aviation Special Interest Group

11.00am on Friday 28 October 2011

Page No.
1 Apologies for absence and welcome to new attendees.
For discussion & decision:
2 Minutes of the last meeting (24 June 2011) and matters arising. 3
3 National Aviation Policy Update. 11
4 SASIG Finance Report — 2011/12 Outlook. 35

5 Report of the Chairman's Advisory Group meeting held 30 September 2011. 43

For information:

6 SASIG Response to National Aviation Policy Review 'Scoping 55
Document' Consultation (submitted 20 October 2011).

7 SASIG Response to Draft National Planning Policy Framework Consultation 107
(submitted 17 October 2011).

8 Dates for future meetings — please see dates below.

9 Any other business — please notify in advance (sasig@surreycc.gov.uk; (020) 8541 9459).

Presentation:-
Stephen King, Principal Transport Planner & Jeremy Johnson, Employment Manager,
Doncaster MBC — RHADS Robin Hood Airport Doncaster Sheffield

Dates for future meetings:

Chairman's Advisory Group (CAG) SASIG
3 February 2012 24 February 2012
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Strategic Aviation Special Interest Group
Minutes of Meeting

Friday 24 June 2011, Local Government House at 11.00

1. Apologies for absence and new attendees

The Chairman, Cllr Jamie Macrae, welcomed the group to the meeting and invited new
attendees to introduce themselves.

The list of those present and apologies received is at Appendix A.

2. Constitutional Matters — Election of Chairman and Vice Chairmen, and SASIG
Constitution

The group discussed the issue of whether or not the Localism Bill still contains a clause
providing Ministers with the power to pass on to Local Authorities the responsibility for
paying EU fines.

EDITOR'S NOTE:
Following the meeting, an update was provided by Greg Taylor at the Local
Government Association: the Government is maintaining its support for inclusion of
this power; however, the Government has conceded that Local Air Quality is an
area on which it is unlikely that fines will be passed to Local Authorities due to the
fact that it will be virtually impossible to prove conclusively that the breach was
entirely the fault of a Local Authority(ies).

This difficulty - proving conclusively that a Local Authority(ies) is entirely to blame
for breaches of EU regulations, and the inherent unfairness of such a Ministerial
power when Local Authorities are not necessarily involved in either drafting,
agreeing or enacting all elements of EU regulations, form the basis of the LGA's
lobbying against this power in the Bill.

In recognition of the Government's persistence, and the consequent need to
propose an alternative, an amendment from Cllr Margaret Eaton, LGA Chairman at
the time, has been tabled proposing that an independent, statutory arbitration
process be provided. This matter is for the Government to discuss and vote on
when the Bill reaches Report Stage in the Commons.

The Government has indicated that a Memorandum will be drawn up after the Bill
has been passed, explaining precisely how this power will be applied.
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Decisions
The election of Councillor Jamie Macrae as Chairman of SASIG was agreed.

The election of Councillor lan Lake and Councillor Jackie Cheetham as Vice Chairmen of
SASIG was agreed.

The proposed amendments to the SASIG Constitution were agreed.
Action
Circulate the 'SASIG Constitution, June 2011’ to the group.
EDITOR'S NOTE: Enclosed with these Minutes.
Minutes of the last meeting and matters arising
Decisions
It was noted that the record of attendees for the previous SASIG meeting (18 March
2011) requires two additions:
. Councillor Andrew Bosmans, Doncaster MBC; and

. Zhanine Oates (Essex CC) (advised prior to the meeting).

The Minutes of the meeting held on 18 March 2011 were agreed by the group as a
correct record.

Action

Amend the attendance list for the SASIG meeting held 18 March 2011.
EDITOR'S NOTE: Enclosed with these Minutes.

SASIG Finance Report — 2010/11 Year-end Account & 2011/12 Outlook

The Chairman thanked the Director for her continuing efforts, particularly in light of a lack
of personnel support.

Decisions

The 2010/11 out-turn account was noted.
The revised 2011/12 budget was noted.
The details for 2011/12 invoices were noted.
Actions

The SASIG membership agreed to advise the SASIG office of any amendments
necessary to the details for 2011/12 invoices.
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National Aviation Policy Review

The nine key areas that the SASIG response will focus on were discussed: planning,
economic evaluation, capturing economic benefits, 'noise envelope' concept,
concentration and dispersion, night flights, climate change, rail policy and community
involvement.

The group discussed commissioning further research on the economic evaluation of
aviation, and expressed concerns about the utility and cost of doing so.

It was noted that economic evaluations differ throughout the country and the economic
challenges facing localities are not always uniform. Questions were also raised about how
the disbenefits of noise are/are not accounted for within economic evaluation.

The option to submit case studies and existing evidence, drawn from the membership's
day-to-day work, focussing on community engagement was discussed. The short timeline
and the need to collate something meaningful was noted.

The infrastructure surrounding airports being a common issue for the group was also
discussed.

The importance of drawing together all the work being done in order to form the group
response was noted.

The group discussed how the effectiveness of Airport Consultative Committees varies. In
some cases, representatives on Airport Consultative Committees had limited knowledge
of the role of SASIG. The importance of the SASIG membership promoting the group and
publicising its role was stressed. The role of action and environmental groups on the
Consultative Committees was also discussed. The need for the representatives on Airport
Consultative Committees to move the agenda on to areas that they wish to see covered
was emphasised.

It was noted that the deadline for submission of comment on the national aviation policy
review Scoping Document is 30 September 2011.

Decisions & Actions

The SASIG membership agreed to share details and discuss their developing positions
on the Scoping Document.

It was agreed that SASIG will not independently commission research.

It was agreed that SASIG will supply evidence supporting the group's input to the
national aviation policy review focussing on ‘community engagement'.

It was agreed that SASIG's draft response will be circulated to the membership for
comment via email.
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It was agreed that the Technical Officer Group will continue working on the issues that
have been raised in the meeting.

It was agreed that SASIG will actively participate in the Government's review of the
'‘Guidelines for Consultative Committees' when this is published later in the year.

6. Report of the Chairman’s Advisory Group meeting held 3 June 2011

Decision The report was noted.

7. SASIG Annual Report 2011 (submitted May 2011)

Decision The report was noted.

8. Dates for future meetings

The dates for future meetings were noted:

Chairman's Advisory Group (CAG) SASIG

30 September 2011 28 October 2011

3 February 2012 24 February 2012
9.  Any other business No other items of business were raised.

Presentation by the Department for Transport (DfT):-
National Aviation Policy Review - Scoping Document

Representatives from the Department for Transport (DfT) and the Department for Environment,
Food & Rural Affairs (Defra) attended the meeting.

The DfT personnel gave a presentation on the Scoping Document published as the initial stage
of the National Aviation Policy Review; a copy of the slides is enclosed with these Minutes, and
is available on the SASIG website.

The Department made it clear that this policy review marks a change in approach, as they
wish to move on from the divergent positions that have developed to date, and called for more
reliable, less biased, input to the debate.

The group were encouraged to present their comments based on evidence - either existing
or new.

The provision of case studies was called for, as well as the formation of collaborative,
creative networks bringing together stakeholders across the debate.

The national aviation policy that is produced from this review will be consistent with
Government policy, for instance that for high-speed rail.
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The group drew out the following points in discussion with the Departmental representatives:

Deliverability of the policy is likely to be jeopardised by:

(i)
(ii)

(iii)

having not addressed the need for a spatial planning approach in such a policy;
non-conformity between the developing national aviation policy and the
Communities & Local Government Departmental work on the National Planning
Policy Framework (NPPF); and

the inappropriate imposition of national policy through measures being legislated for
via the Localism Bill, in conjunction with a lack of clarity in the Government's agenda
to provide for 'locally-made' decisions.

Through not addressing the need for a spatial planning approach in such a policy
the ability to assess the national situation in terms of infrastructure investment & provision
is severely compromised.

There is a lack of integration between aviation policy and associated sectors & policies -
economy, climate change, housing, rail and 'localism’, for example.

There will need to be sufficient recognition that Local Authorities will still be required
to make provision for conflicting development pressures, which have long-term
implications for land use around airports - requirement for housing land allocations where
noise impacts will not be unsuitable for such a land use, as well as the use of land for
future airport development (including safeguarding of land for potential future airport
development).

The 'duty to cooperate' is working well, however, this does not provide for an
understanding or assessment of the bigger picture.

The variation in characteristics of airports that are collectively considered as
‘regional airports' remains poorly understood.

Existing conditions, such as saturation of the local highway network, require attention
now. The policy needs to address existing conditions and not be limited to
considering future proposals, developments or conditions.

The next SASIG meeting will be on 28 October 2011 at Local Government House, Smith
Square, London, SW1P 3HZ.

The subsequent SASIG meeting will be on 24 February 2012 at the same venue.
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Strategic Aviation Special Interest Group, Friday 24 June 2011 Appendix A

Attendance list

Present

Authority

Rebecca Hawthorne

Birmingham City Council

Roger Burroughs

Broadland DC

ClIr Nigel Shaw

Broadland DC and Norfolk CC

Clir David Rowlands

Bucks CC

Conal Kearney

Cheshire East Council

Miles Carden

Cornwall Council

CliIr Keith Brockwell

Crawley BC

Clir Andrew Bosmans

Doncaster MBC

Stephen King

Doncaster MBC

Clir Mike Carver

East Herts DC

Clir Mick Page Essex CC
Zhanine Oates Essex CC
Cllr Mark Gough Harlow DC

Rob Gibson

Hounslow LB

John Coates

Richmond upon Thames LB

Wendy Rousell Luton BC

ClIr Charles Yarwood Mole Valley DC

Clir Graham Knight Reigate and Banstead BC
Clir lan Lake Surrey CC

Donald Yell Surrey CC

ClIr Alan Jones Tandridge DC

John Phillips Tandridge DC

Steve Bailes Uttlesford DC

CliIr Jackie Cheetham

Uttlesford DC

Roger Harborough

Uttlesford DC

Clir David Sleight

Wokingham BC

ClIr Jamie Macrae

SASIG Chairman

Anna Mahoney

SASIG Director

Eamon Lally

Local Government Group

Lucy Ellender

Local Government Group

Apologies

Authority

Caroline Simpson

Cheshire East

ClIr Chris Ridgers

Cornwall Council

Sandra Rothwell

Cornwall Council

Cllr John Jowers

Essex CC

lan Reay

Hertfordshire CC
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ClIr Jim Sanson

Horsham District Council

Cllr Mohammed Kausar Ealing LB
Paul Baker Hammersmith and Fulham LB
Aileen Carlisle Hillingdon LB

Clir Corinna Smart

Hounslow LB

Peter Long

Reigate and Banstead BC

Clir Darren Cooper Sandwell MBC
Clir Tony Haines Slough BC
Sue Janota Surrey CC
Kath Harrison Surrey CC
Edward Rehill Wokingham BC

Richard Worrall

SASIG Honorary President
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ITEM 3: NATIONAL AVIATION POLICY UPDATE

Recommendations

A

That the SASIG membership notes the issues discussed when SASIG met the Aviation
Minister, Theresa Villiers (see Annex A, pg.23).

That the SASIG membership assist the Department for Environment, Food & Rural
Affairs (Defra) in their work to include a noise indicator in the Department of Health
(DoH) policy (see Annex C, pg.31).

Summary

1

This report provides an update on national aviation policy covering:

. SASIG meeting with the Aviation Minister, Theresa Villiers (7 September 2011)
(Annex A, pg.23);

o SASIG response to 'Scoping Document' consultation as input to the Government's
national aviation policy review — reported elsewhere on this meeting agenda,;

o new Transport Secretary — Justine Greening (MP for Putney) (14 October 2011)
(see Annex B, pg.27);

o publication of the first report from the South East Airports Taskforce (SEAT);

o ongoing review of Air Passenger Duty (APD);

. developments in the debate around biofuels;

o national rail provision;

o proposals for a new airport; and

o SASIG meeting with Department for Environment, Food & Rural Affairs (Defra) —
new Head of Noise Policy, Tania Plahay (19 September 2011) (Annex C, pg.31).

SASIG met with the Aviation Minister, Theresa Villiers, in September 2011. The Minister
was receptive to the work of the group, and set out current issues on which she would
welcome the group's views. SASIG raised with the Minister the headline issues from the
group's developing response to the Government's aviation policy review.

A new Transport Secretary Justine Greening, MP for Putney, took on the role from Philip
Hammond on 14 October 2011. Mr Hammond moved to the role of Defence Secretary,
following the resignation of Dr Liam Fox.

The Government's South East Airports Taskforce (SEAT) published its first report in July
2011, looking at improving operations and the passenger experience at Heathrow,
Gatwick and Stansted. Developments resulting from the work of SEAT are intended to
be applied at other airports across the country, as appropriate.

11
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The Government concluded a consultation on Air Passenger Duty (APD) in June 2011,
the outcome of which is expected this autumn. Key changes proposed include extending
the duty to flights on business jets, amending the banding used for setting APD rates,
the 'premium economy' seating class, regional impacts; and devolution for Scotland,
Northern Ireland and Wales.

The use of biofuels form a large part of the aviation industry’s commitment to reducing
carbon emissions and meeting EU targets. However, there are currently limitations on
the availability of biofuels and concerns about the land use implications of producing
biofuels.

The Government is pressing ahead with their timetable for high-speed rail. SASIG
supports the substitution of domestic air services with high-speed rail links, and the
potential competition with short-haul flights to Europe. Plans from civil servants have
recently surfaced for a proposed high-speed rail link between Heathrow and Gatwick
Airports, in order to create a ‘super hub’ airport; it is unclear what the benefits of this
would be.

Proposals for a new airport in the Thames Estuary are continuing to be promoted by the
London Mayor, Boris Johnson. A proposed site at Shivering Sands would avoid some of
the negative impacts associated with aviation noise pollution and air quality impacts,
however, there are issues over the suitability of the land, the additional infrastructure
required to support the airport and the economic impact on communities around existing
airports.

SASIG attended an introductory meeting with the new Head of Environmental Noise
Policy Team at the Department for Environment, Food & Rural Affairs (Defra), Tania
Plahay, and Stephen Turner, Head of Technical & Evidence Team. Defra is conducting
research on how to fully evaluate the costs of noise and as part of this research are
relaunching the Noise Attitude Survey in 2011/12.

SASIG meeting with the Aviation Minister (7 September 2011)

10

11

The SASIG Chairman - Cllr Jamie Macrae, the SASIG Vice Chairmen - ClIr Jackie
Cheetham and ClIr lan Lake, and the SASIG Director — Anna Mahoney, met with the
Aviation Minister, Theresa Villiers, on 7 September 2011. Notes of the meeting are at
Annex A (pg.23)

The headline issues presented by SASIG to the Minister were:
o noise and night flying;

. surface access;

o local air quality;

o economic evaluation; and

. community engagement.

12
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The Minister was very generous with her time, letting the meeting continue until the
issues had been covered. An understanding of SASIG’s perspective was evident, and
the complexity of reaching agreement amongst a group such as SASIG was recognised.
The value of local detail supporting overarching principles was discussed.

Issues on which SASIG can valuably provide input to the Minister and her Department
derive from considering how the Government can:

o incentivise aircraft operators towards technical gains;

o constitute appropriate mechanism(s) for the collection of adequate funds for
mitigation and compensation measures; and

o illustrate linkages between airport activities and use of surface transport.

The Minister is aware of and interested in routes through which to capture resources to
provide for mitigation measures, and promoted the Government's approach of 'local
determination'.

SASIG suggested that there is an opportunity for a Government 'public relations'
campaign on improving surface access provision, supporting environmental protection in
terms of climate change emissions reductions as well as contributing to improving local
air quality and therefore people’s health, along with the related health agenda of
promoting more active lifestyles and reducing reliance on car travel.

The Minister clarified the Government's position following publication of their response
to the Committee on Climate Change's 'Aviation Report' that their 'no new runways'
approach relates to those airports in the South East at which there were proposals for
new runways - the 3 largest London airports, Heathrow, Gatwick and Stansted -
however, should other airports in the South East come forward with proposals for new
runways, support for these has not been ruled out.

The Minister was interested in hearing more - in the SASIG response to the national

aviation policy review 'Scoping Document' - about ideas for improving economic
evaluation.

13
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National aviation policy review —'Scoping Document' consultation

18

19

20

21

The Government has committed to a two and a half year programme for the review of
national aviation policy. Following an informal phase of stakeholder input over Winter
2010/2011, the Government published for consultation their 'Scoping Document, framing
the questions for debate, in March 2011.

SASIG has been actively involved in the Government's review through:

o the Department for Transport's (DfT) Aviation External Advisory Group (EAG), at
which SASIG has a seat;

o an 'Engagement Event' held in January 2011 for the SASIG membership, attended
by the DfT, the Civil Aviation Authority (CAA), the Committee on Climate Change
(CCC) and new economics foundation (nef); and

o production of a response to the 'Scoping Document' consultation.
By the time of this SASIG meeting on 28 October 2011, the final SASIG response to the

'‘Scoping Document' consultation will have been submitted (in accordance with the
deadline of 20 October 2011).

The draft SASIG response is included on this meeting's agenda; the final response will
have been circulated to the membership in the meantime.

New Transport Secretary

22

23

24

25

A new Transport Secretary, Justine Greening, MP for Putney, took on the role from
Philip Hammond on 14 October 2011. Mr Hammond moved to the role of Defence
Secretary, following the resignation of Dr Liam Fox.

Ms Greening had previously been Economic Secretary to the Treasury - a role that
reflected her earlier Treasury experience and professional background in accountancy.

As a constituency MP, Ms Greening has focussed her efforts on improving services on
the London Underground District Line and has been vocal against the expansion of
Heathrow, including having introduced the 'Environmental Protection (Airports) Bill' in
December 2007.

A biography and full contact details for Ms Greening are at Annex B (pg.27).
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South East Airports Taskforce (SEAT) —first report, July 2011

26

27

28

29

30

31

The Government's programme for 'better not bigger' airports has lead to a workstream to
improve the passenger experience. The 'South East Airports Taskforce' (SEAT) was set
up by the Government to progress this work, as well as improving operational
performance focussing initially on Heathrow, Gatwick & Stansted Airports, with
measures suggested by SEAT being applied at other airports across the country as
appropriate. The first report from SEAT was published in July 2011.

The Taskforce concluded that the airport community must continue to take the lead on
providing evidence and making representations on the importance of surface access
schemes. The importance of collaborative working, in particular with public transport
providers and planning and highway authorities, was acknowledged as being critical, as
was the role of central Government in delivering flagship projects such as HS2, Crossrail
and Thameslink.

The Taskforce recommended a package of proposals to address punctuality, delay and
resilience issues at Heathrow, Gatwick and Stansted:

o A set of operational freedoms to allow certain tactical measures to be applied to
anticipate, prevent and mitigate disruption and to facilitate recovery. The tactical
measures could include, for example, use of temporary departure routes and
occasional desegregation of runway operation; but would be subject to safeguards
to confine their use to certain defined and limited situations, and an assessment of
their environmental impact.

o A performance charter for each airport to motivate stakeholders to take decisions
based on the best interests of the whole airport system rather than being driven
principally by their own individual commercial interest. The charter would set out
the level of service that airline customers and their passengers should expect to
receive.

. A set of policy guidelines to optimise the utilisation of runway resource at each
airport.

These proposals will be taken forward at an airport level, but overseen and scrutinised
by an Airport Performance Facilitation Group chaired by the Civil Aviation Authority
(CAA), the independent aviation regulator.

A phased trial will be undertaken of operational freedoms at Heathrow Airport to better
understand the costs, benefits and impacts of the operational freedoms. The freedoms
constitute the extended use of twin arrival streams and the introduction of twin departure
streams, both in limited, prescribed circumstances.

The Government committed to require BAA Ltd to engage fully and transparently with
relevant Local Authorities, communities and other stakeholders throughout the process,
particularly on the monitoring of noise impacts. The quality of that engagement was
immediately brought into question, as Local Authorities are only now being engaged with
considerable detail having already been discussed.

15



32

National Aviation
Policy Update

28 October 2011
STRATEGIC AVIATION SPECIAL INTEREST GROUP

of the Local Government Association

SASIG - Item 3

Once assessed, the results of the trial will form the basis for a consultation with local
communities, which will in due course inform Ministers in deciding whether an
operational freedoms regime should be adopted at Heathrow.

Air Passenger Duty (APD)

33

34

35

36

Air Passenger Duty (APD) is an excise duty charged on the carriage of passengers
flying from a UK airport on an aircraft that has an authorised take off weight of more than
10 tonnes or more than twenty seats for passengers. The duty is not payable for
inbound international passengers who are booked to continue their journey (to an
international destination) within 24 hours of their scheduled time of arrival in the UK.

As part of the 2008 Pre-Budget Report, APD was restructured to take distance into
account, making long-distance flying significantly more expensive than previously.

In the June 2010 Budget, the Government announced it would explore changes to the
aviation tax system and that major changes would be subject to consultation.

In November 2010 charges doubled from those applied in February 2009, as detailed in
the table below:

Destination band, and In the lowest class of | In other than the
approximate distance in travel lowest class of travel”
miles from London (reduced rate) (standard rate)

Current From 1 Current From 1 Nov

Nov 2010 2010

Band A (0 —2000) £11 £12 £22 £24
Band B (2001 —4000) | £45 £60 £90 £120
Band C (4001 - 6000) | £50 £75 £100 £150
Band D (over 6000) £55 £85 £110 £170

* (However, if only one class of travel is available and that class provides for seating with a
seat pitch in excess of 40" then the standard (rather than the reduced) rate of APD applies.)
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A consultation on the structure of APD was undertaken between March and June 2011:
reform of the APD banding system; inclusion of passengers aboard 'business jets' for
the first time; ‘premium economy’ passengers; regional impacts; and devolution for
Scotland, Northern Ireland and Wales.

This consultation proposed that the present exemption for 'small aircraft' (i.e. less than
10 tonnes in weight or carrying fewer than 20 passenger) be removed and the current
maximum APD charge of £170 be levied on a per-passenger basis for aircraft with a
maximum take-off weight exceeding 5.7 tonnes, irrespective of the distance travelled.
This change would effectively extend the duty to passengers on business jets.

There have been concerns that the banding system, using the distance between capital
cities and London, results in large differences in the APD charged for some similar
journeys and there have been calls for the banding system to be amended.

There continue to be fears that reduced business travel, less inward investment in the
UK, and use of non-UK airports by airline operators as stop-over points for long-haul
flights, will all result from further increases in APD. The rate at which APD is applied
would have to be considerably higher than is being proposed for such impacts to be
realised.

There are also issues around the environmental contribution of APD - if the charge is to
contribute to reducing the environmental impact of aviation it is important that monies
collected are actually spent on measures to reduce such impacts.

The Government’s draft framework for UK aviation emphasises the importance of
regional airports in providing connectivity and contributing to local economies. This
would suggest these are factors that the Government will take into account when
determining the next phase of the APD regime.

The 2011 Budget indicated that by 2015 the Government is looking to raise £3.6 billion
from APD compared to £2.2 billion in the current financial year; however, the expected
increase in APD that was due on 1 April 2011 has been delayed until 1 April 2012.

The Government announced on 27 September 2011 that APD would be reduced on
direct long-haul flights from Northern Ireland airports. The reduction was due to fears
that certain long-haul routes from Northern Ireland would no longer be viable with a
knock-on effect being that the Northern Ireland economy would suffer.
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Biofuels

45

46

a7

48

A number of airlines are trialling the use of biofuels in their planes as part of their
commitment to making air travel sustainable. The types of biofuels being used range
from everyday cooking oil to fuel produced by recycling waste gases and algae-based
fuels.

There are issues around the availability of biofuels and land use impacts of growing
biofuels. The land use issue stems from the opportunity cost of growing biofuels instead
of other crops and the possible economic impacts such as pressure on food prices.
There is concern that biofuels cannot meet the demand for aviation fuel due to the
commercial viability of running an airline business if biofuel supply is limited.

The European Commission and major European aviation stakeholders have formed a
'European Advanced Biofuels Flight path Initiative', setting a target of 600 million gallons
of annual sustainable biojet production by 2020. Since 2008, EU Member States have
been obliged to raise the share of biofuels in the energy mix to 10% by 2020.

The use of biofuels will remain on the aviation agenda, with the inclusion of aviation in
the EU Emissions Trading Scheme (EU ETS) from January 2012, and the reliance being
placed by the aviation industry on having access to a cleaner fuel in order to reduce
emissions and provide for growth in activity.

National rail network

49

50

51

52

The Government unveiled plans in a consultation (February to July 2011) for their
proposed high-speed rail route linking London to Birmingham. The timetable set outs a
possible start date for construction of 2019 with the line between London and
Birmingham intended to be open in 2026. A spur to Heathrow Airport is included in
proposals for the second phase of the project.

The introduction of additional high-speed services connecting the UK to Europe will
impact on the aviation industry, particularly at airports where short-haul flights to the
continent are operated. Eurostar and Deutsche-Bahn are seeking to compete against
airlines on particular routes. Eurostar estimates that around 20 million people per year
fly from the south east of England to the near continent who could take high-speed ralil
services.

The potential for greater numbers of people to travel by high-speed rail if the services
are made available has already been demonstrated by Eurostar having attained an 80%
market share on the London-Brussels route.

Airport operators could seek greater cooperation with high-speed rail operators in order
to provide services that complement the high-speed rail service. Providing transport
links between airports and rail stations as well as greater rail passenger information at
airports will facilitate the ease of travelling.
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Civil servants have proposed a high-speed rail link between Gatwick Airport and
Heathrow Airport as a possible option for meeting capacity issues at the two London
airports. The scheme is being dubbed 'Heathwick'. The benefits of such a link are
unclear and further detail is required about the intention of effectively creating a 'super
hub airport', albeit with separate owners, and the benefits that may arise from doing so.

New airport proposals

54

55

56
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59

The consideration of a new 24-hour airport in the South East, sited where such an
airport would have minimal impact on local communities, is included in the agreed
SASIG policy principles. In the UK aviation policy review 'Scoping Document’, the
Government has ruled out any new runways at Heathrow, Gatwick and Stansted, in
addition to having ruled out 'mixed mode' operations at Heathrow. In order to provide a
long-term sustainable solution to the capacity issues at the major London airports,
several locations for a new airport in the South East have been suggested.

The Thames Estuary area has long been identified as the main opportunity area for a
new airport in the South East. There have been several locations identified for the
development of an airport including at Maplin Sands (Foulness), Cliffe on the Hoo
Peninsula in North Kent, the Isle of Sheppey and the Shivering Sands area, northeast of
Whitstable.

Most recently, London Mayor, Boris Johnson, has championed the development of a
new airport in the Shivering Sands area labelled 'Boris Island'. The benefits of a Thames
Estuary location include the opportunity for night flights without overflying communities
and rapid access to London and onward journey connections.

Any proposal in the Thames Estuary must address the associated risks and costs of
building major infrastructure on an area of floodplain, or a man-made island.

Any new airport will involve costs for surface access provision; which should be
considered in the context of the costs for improving existing surface access.

The implications for operations at existing London airports, and the surrounding
communities, must be considered in any proposal for a new airport, along with
compliance with other Government policy, such as the reduction of climate change
emissions.
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Department for Environment, Food & Rural Affairs (Defra) noise policy

60
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67

Anna Mahoney, SASIG Director, and Edward Cheng, SASIG Policy Officer, met the new
Head of the Environmental Noise Policy Team at the Department for Environment, Food
& Rural Affairs (Defra), Tania Plahay, and Stephen Turner, Head of Technical &
Evidence Team, supporting the environmental noise, and noise & nuisance teams at
Defra, on 19 September 2011. Notes of the meeting are at Annex C (pg.31).

The meeting consisted of an overview of the role of Defra's Environmental Noise Team,
their key work areas and projects they are developing, and the priority areas as SASIG
sees them.

The key work areas for the Environmental Noise Team at Defra include:
o attributing an economic value to noise

o understanding and evaluating the full costs of noise in terms of additional impacts,
embedding the principles of Noise Policy Statement for England (NPSE),

o implementing the Environmental Noise Directive(END) and Airport Noise Action
Plans (NAPs); and

o the Noise Attitude Survey.

The priorities from SASIG's perspective are:

o the need for noise control measures in the planning system;

o continuation of the Noise Attitude Survey (NAS);

. the need for effective community engagement on aviation related noise issues

. the need for noise to be more explicitly referenced in Defra's Business Plan, in
addition to reference to the 'natural environment'; and

o thorough application of the Noise Policy Statement for England (NPSE) within
Defra across other Government Departments

A key work area for the Environmental Noise Team at Defra involves research to better
attribute an economic cost to noise. In particular, the research has explored noise
exposure and human health impacts that can be linked to accidents, inefficiency,
absence from work and reduced lifetime earnings.

As part of this research programme, the Noise Attitude Survey (NAS) will provide a
robust source of data on public attitudes to neighbourhood noise and the main transport
noise sources. Road traffic noise is likely to be the main focus of the survey although
there will be an additional set of questions which will allow respondents to raise other
issues around noise, e.g. aviation noise impacts.

Defra is looking to get a noise indicator included in Department of Health policy, such as
the 'Public Health Outcomes Framework'.

Data for this is desired from Local Authority Districts, and the SASIG membership is
requested to provide appropriate contacts to be involved in this work.
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Conclusions

68

69
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A Government consultation on Air Passenger Duty (APD) concluded in June 2011, with
the outcome expected in Autumn 2011. Concerns around APD continue due to the
absence of a link between the purpose for collecting the duty and the measures on
which it is spent, along with the rates at which it is applied and the extent to which that
influences people's flying choices and airline operator's business choices.

The use of biofuels for aviation is being supported by the major airlines. There are
European targets in place to increase the amount of biofuels used in the energy mix
produced. The feasibility of producing enough biofuel for the aviation industry has been
guestioned and there are concerns that increasing the amount of biofuels grown will
have implications for growing other crops and create land-use problems that may impact
the global economy.

The use of biofuels will remain on the aviation agenda, with the inclusion of aviation in
the EU Emissions Trading Scheme (EU ETS) from January 2012, and the reliance being
placed by the aviation industry on having access to a cleaner fuel in order to reduce
emissions and provide for growth in activity.

The high-speed rail programme continues to be pursued by the UK Government, the
initial phase being planned between London and Birmingham. The main implication for
areas of the UK not connected by high-speed rail is a further exacerbation of their lack
of connectivity by comparison. Further detail is required to ascertain the benefits of a
civil servant-proposed scheme to link Heathrow and Gatwick Airports by high-speed rail.

The Government has maintained their position ruling out the expansion of Heathrow,
Gatwick and Stansted Airports, although the work on operational measures at Heathrow
could yield undesirable changes in activity.

The first public consultation phase of the national aviation policy review concluded in
October 2011, to which SASIG supplied a full response.

New airport proposals in the Thames Estuary continue to be championed by the London
Mayor.

Contact Officers: Anna Mahoney, SASIG Director Tel.: (020) 8541 9459 Date: 19.10.11

Edward Cheng, SASIG Policy Officer Email: sasi@surreycc.gov.uk
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Annex A

SASIG Meeting with Theresa Villiers, Aviation Minister
Weds. 7 Sep. 2011, House of Commons

Meeting Notes

Introduction

1 Theresa Villiers, Aviation Minister, kindly met with SASIG to discuss interaction between
the Department for Transport’s national aviation policy review; the related Government
agendas of localism, planning, local environmental protection, & economic growth; and
the priorities as SASIG sees them.

Summary

2 The headline issues presented were:

° noise and night flying;
o surface access;
. local air quality;
o economic evaluation;

. community engagement.

Discussion points

3

In his introduction, Cllr Jamie Macrae, SASIG Chairman, set out how SASIG works via
collaboration amongst the membership towards the goal of sustainable aviation from
the national policy perspective.

The Minister is aware of and interested in routes through which to capture resources to
provide for mitigation measures.

The limitations of the Land Compensation Act were referred to; in particular its
application in relation to aviation development only being able to be made with reference
to associated road development. The need for another process with regard to aviation
compensation claims was emphasised.

The Minister referenced the longstanding contributions made by airport operators
towards surface access, and cited the funds for Crossrail provided by BAA (Ltd) as a
positive example of the progress Government has made towards increasing
contributions from the industry.

The Minister made clear that the legality of requiring funding from airport operators

for surface access relies on there being a clear linkage between use of that surface
access and airport activities.
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Around a number of airports there is little spare capacity available on the
surrounding roads and railways, and there is little space available (if any) to expand
into (in terms of building more capacity into the network), and a new approach is needed
that recognises this.

The Minister was interested in hearing more - in the SASIG response to the national
aviation policy review 'Scoping Document' - about ideas for improving economic
evaluation:-

o consideration of the full range of benefits and disbenefits through their inclusion in
an improved methodology;

o thorough evaluation in order to assist the capture of projected gains, particularly in
economic terms (revisiting the historically-assumed link that transport development
always leads to economic gain);

o supporting an understanding of the interaction of airports and their surroundings,
with such interactions incorporated into the economic evaluation;

o front-loading the process by convening economic experts at the beginning of the
process to collaborate on production of an accepted methodology — using the Air
Quality Technical Panel process applied for evaluation of a proposed third runway
at Heathrow as an appropriate model to replicate; thus, hopefully, yielding a better
methodology that users can have more confidence in using; and

o the application of a thorough approach should assist with capturing the projected
gains of aviation development by having detailed (i) the full range of benefits and
costs; and (ii) the areas needing to be provided for alongside the 'aviation'
elements (i.e. associated surface access, adequate mitigation and compensation
funds, associated land use gains/losses — sterilisation/safeguarding/non noise-
sensitive uses, adequate business premises, etc.).

The Minister clarified the Government's position following publication of their response
to the Committee on Climate Change's 'Aviation Report' that their 'no new runways'
approach relates to those airports in the South East at which there were
proposals for new runways - the 3 largest London airports, Heathrow, Gatwick and
Stansted - however, should other airports in the South East come forward with
proposals for new runways, support for these has not been ruled out.

The Minister promoted the Government's approach of 'local determination’.

The issues of ‘concentration’ and 'dispersion’ of flightpaths were covered briefly,
with the Minister being very supportive of the considerable gains she regards as
possible from air traffic control changes — technologically and operationally. The Minister
referred to the work of the Civil Aviation Authority (CAA) through their ‘Future Airspace
Strategy’ (FAS). The precision that will be possible regarding aircraft following
concentrated flightpaths will also provide for the operational practice of dispersing these
concentrated flightpaths. The Minister believes that the new technology in air traffic
control can deliver a better situation.
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In response, the point was made by SASIG that technological gains have been fairly
marginal in recent years, and reliance on technology for projected improvements is
not acceptable.

The need for predictability of flightpaths was stated, along with the importance of the
dual features of both the number of overflights and the sound level of each of
aircraft.

In line with the current approach of improving and increasing the use of existing capacity
and facilities, the use of bigger planes will be no doubt be pursued. This in turn means
more trips to and from airports, i.e. more pressure on surface access networks
associated with airports. In support of the adequate functioning of not only the aviation
industry, but all other industries/businesses too, clear limits must be set for the aviation
industry to work within. These must be set according to the nature of the impacts, for
example, a limit on the number of trips by road, and rail, in place of percentage modal
splits that do not reflect the scale of activity — e.g. a small percentage change in modal
split for Heathrow relates to millions of cars on the local roads. SASIG supports the
production of meaningful limits within which the industry can grow.

'Points of control' were mentioned, with SASIG emphasising that considerable
development can take place at airports without the need for planning permission, which
is one of the few effective opportunities to address, negotiate and agree improvements.
In the absence of effective points of control there remains a need to address existing
conditions to achieve improvements.

The Minister invited SASIG’s thoughts on how the Government can push aircraft
operators towards technical gains. Immediate comments made were: continuing the
use of landing charges and operational constraints to incentivise the use of the quieter
aircraft types; the need to keep in mind that the new technology for aircraft is focussing
on improving fuel-efficiency in order to reduce carbon emissions from fuel burn and the
next generation of aircraft, as designs stand at present, have the potential to produce a
significantly worse noise climate.

(This is an area for the SASIG membership to consider in more detail).

The importance of a long-term planning approach was raised, due to the timescales
involved in delivering major transport schemes.

It was emphasised that there is an opportunity for a Government 'public relations’
campaign on improving surface access provision, supporting environmental
protection in terms of climate change emissions reductions as well as contributing to
improving local air quality and therefore people’s health, along with the related health
agenda of promoting more active lifestyles and reducing reliance on car travel.
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Conclusions

20 The Minister was very generous with her time, letting the meeting continue until the
issues had been covered. An understanding of SASIG’s perspective was evident, and
the complexity of reaching agreement amongst a group such as SASIG was recognised.
The value of local detail supporting overarching principles was discussed.

21  Further issues on which SASIG can valuably provide input to the Minister and her
Department derive from considering how the Government can:
push aircraft operators towards technical gains;
constitute appropriate mechanism(s) for the collection of adequate funds for mitigation
and compensation measures; and
illustrate linkages between airport activities and use of surface transport.

Contact Officer: Anna Mahoney, SASIG Director Date: 9 September 2011
Tel.: (020) 8541 9459 / 07968 832687 Email: sasig@surreycc.gov.uk
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Annex B

DeHavilland

Information provided by DeHavilland political intelligence services

Putney Conservative Party - Majority 10,053
Transport Secretary

Profile

Justine Greening's election to as MP for Putney in 2005 - the seat lost by the scandal-beset
former minister David Mellor in 1997 - was seen as a symbol of rejuvenation by members of
the Conservative party. Indeed, outgoing party leader Michael Howard devoted part of his
resignation speech to hailing Ms Greening's election as a symbol of what the party had
achieved since its disastrous 1997 and 2001 performances.

Following her election, Ms Greening was made a member of the House of Commons Work
and Pensions Select Committee and a Vice-Chairman of the Conservative party, with special
responsibility for youth issues. She was promoted to the frontbench in 2007, becoming a
Shadow Treasury Minister and later a Shadow Communities and Local Government Minister.

Having been appointed Economic Secretary to the Treasury following the formation of the
Conservative and Liberal Democrat coalition - a role that reflected her previous Treasury
experience and professional background in accountancy - Ms Greening replaced Philip
Hammond as Transport Secretary in the reshuffle following the resignation of then Defence
Secretary, Liam Fox, in October 2011.

As a constituency MP, Ms Greening has focussed her efforts on improving services on the
District Line and has been vocal against the expansion of Heathrow: she introduced the
Environmental Protection (Airports) Bill in December 2007. Following the May 2010, the
Conservative-led government agreed to halt expansion at Heathrow.
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Before becoming an MP, Ms Greening worked as a strategist and accountant for
PricewaterhouseCoopers, GlaxoSmithKline, Beecham and Centrica. She was a councillor in
Epping and stood as the Conservative candidate for Ealing, Acton and Shepherd's Bush in
2001.

Born in Rotherham, Ms Greening attended a local comprehensive before moving to study
economics at the University of Southampton. She later gained an MBA from the London
Business School, providing the springboard for her career in accountancy.

Higher Education

Southampton University (Economics)

London Business School (MBA)

School Education
Oakwood Comprehensive School, Rotherham; Thomas Rotherham College, Rotherham

Full Name  Justine Greening

Place of Birth Rotherham, South Yorkshire

Hobbies & Personal Interests Squash; Swimming; Walking; Rotary International
Date of Birth 30 April 1969

FURTHER DETAILS

Current Government or Shadow Front Bench Position
Secretary of State for Transport, October 2011-

Areas of Strong Political Interest
Vocational education, youth crime, environment

First elected in 2005? Yes

First elected in 2005? Yes

Declared Interests 11. Miscellaneous; Chartered accountant (non-practising).
Present Select Committee Memberships Public Accounts Committee
Memberships of Bill Committees Member, Finance (no.3) Bill Committee
First elected in 2010? No

First elected in 2010? No
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Current Memberships of Party Groups
The Bow Group: Member 1998-, Political officer 1999-2000; Vice-chair (Youth), Conservative
Party 2005-10

PAST ACTIVITY

Past Memberships of Party Groups
The Bow Group: Member 1998-, Political officer 1999-2000; Vice-chair (Youth), Conservative
Party 2005-10

Past Government and Shadow Posts

Shadow Minister for: the Treasury 2007-09, Communities and Local Government 2009-10;
Economic Secretary, HM Treasury 2010-October 2011; Secretary of State for Transport
October 2011-

Committees on Bills (2005 - Parliament)
Member, Standing Committee D on the Company Law Reform Bill, June - 20 July 2006

Past Select Committee Memberships
Member: Work and Pensions 2005-07, Public Accounts 2010-

Past Memberships of Councils and Public Bodies
Councillor, Epping Town Council 1998-2002

Electoral History
Contested Ealing, Acton and Shepherd's Bush 2001 general election. Member for Putney
2005-10, for Putney (revised boundary) since 6 May 2010 general election

Publications
Essay on healthcare reform in the book 'A Blue Tomorrow', published by Conservative think
tank the Bow Group

Past Employment

Auditor (PriceWaterhouse 1991-1996)

Finance manager (SmithKline Beecham 1996-2001)
Business strategy manager (GlaxoSmithKline 2001-2002)
Sales and marketing finance manager (Centrica)
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CONTACT DETAILS
Party Linkhttp://www.conservatives.com/

Emailgreeningj@parliament.uk

Office Address

House of Commons

London

SWI1A OAA

Organisation Department for Transport (DfT)
Job Title Transport Secretary

Ministerial Email justine.greening@dft.gsi.gov.uk

Ministerial Fax 020 7944 4399
Ministerial Telephone 020 7944 3011

Ministerial Address
Department for Transport
Great Minster House

76 Marsham Street
London

SW1P 4DR

Office Fax 020 7219 5851

Constituency Address
3 Summerstown
London

SW17 0BQ

Constituency Telephone 0208 946 4557
Constituency Fax 0208 944 6839

Website http://www.justinegreening.co.uk

http://www.dft.qov.uk

Assistant Name  Josh Sadler
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Annex C

SUMMARY OF SASIG MEETING WITH THE ENVIRONMENTAL NOISE TEAM,
DEPARTMENT FOR ENVIRONMENT, FOOD & RURAL AFFAIRS (Defra)
19 SEPTEMBER 2011

Summary

1

Anna Mahoney, SASIG Director, and Edward Cheng, SASIG Policy Officer, met the new
Head of the Environmental Noise Policy Team at the Department for Environment, Food
& Rural Affairs (Defra), Tania Plahay, and Stephen Turner, Head of Technical &
Evidence Team, supporting the environmental noise, and noise & nuisance teams at
Defra, on 19 September 2011.

The meeting consisted of an overview of the role of Defra's Environmental Noise Team,
their key work areas and projects they are developing, and the priority areas as SASIG
sees them.

Introduction

3

The key work areas for the Environmental Noise Team at Defra include:
o attributing an economic value to noise

o understanding and evaluating the full costs of noise in terms of additional impacts,
embedding the principles of Noise Policy Statement for England (NPSE),

o implementing the Environmental Noise Directive(END) and Airport Noise Action
Plans (NAPs); and

o the Noise Attitude Survey.

The priorities from SASIG's perspective are:

o the need for noise control measures in the planning system;

. continuation of the Noise Attitude Survey (NAS);

. the need for effective community engagement on aviation related noise issues

. the need for noise to be more explicitly referenced in Defra’'s Business Plan, in
addition to reference to the 'natural environment'; and

o thorough application of the Noise Policy Statement for England (NPSE) within
Defra across other Government Departments.

Attributing an economic value to noise

5

Defra has been working with the Interdepartmental Group on Costs and Benefits noise
subject group (IGCB (N)). The first IGCB(N) report (2007) valued the annual social cost
of noise at £7-10 bn. The cost calculations have been included in the Treasury Green
Book.
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Evaluating the full cost of noise in terms of additional impacts

6

Defra has looked to build upon the research undertaken by Berry and Flindell (2009) into
noise exposure and human health impacts and Maynard et al (2010) on environmental
health and noise.

The other areas to be explored by Defra include the links between hypertension, quiet
areas, and productivity where noise can be linked to impacts including accidents,
inefficiency, absence from work and reduced lifetime earnings.

Embedding the Noise Policy Statement for England (NPSE) message

8

Defra emphasised the work they do with other Government departments, particularly the
Department for Transport (DfT), the Department of Health (DoH) and the Department for
Communities and Local Government (DCLG). The emphasis from Defra is on ensuring
that the recommendations in the Noise Policy Statement for England (NPSE) remain
important considerations in development of Departmental strategies such as the
sustainable framework for UK aviation, 'high-speed 2' rail proposals, the public health
White Paper and the draft national planning policy framework (NPPF).

Implementing the Environmental Noise Directive (END)

9

10

Important work has begun to ensure the Environmental Noise Directive (END) is
implemented particularly through the development of action plans for ‘Important Areas’.
The development of a web-based tool, ‘The Important Area Support Tool’ (IAST), will
assist relevant Authorities (Highways Authorities and rail transport operators) in
developing noise action plans (road and rail only) by maintaining a list of locations of
Important Areas (IAs) and utilising Google 'Street View' to display the data. The intention
is to create a dialogue and an evidence base for discussion between noise-makers and
noise-receivers. The tool will be used to demonstrate the value of having highlighted in a
central repository the areas for action. The tool will be rolled out from the beginning of
October 2011.

Work has begun into examining community responses to ‘Quiet Areas’ with a pilot
engagement project being run in conjunction with Brighton and Hove Borough Council.
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Inclusion of noise indicator in Department of Health policy

11

12

Defra is looking to get a noise indicator included in Department of Health policy, such as
the 'Public Health Outcomes Framework'.

Data for this is desired from Local Authority Districts, and the SASIG membership is
requested to provide appropriate contacts to be involved in this work.

Airport Noise Action Plans (NAPs)

13

14

15

16

In terms of progress on Airport Action Plans, so far 6 have been adopted; 4 are
scheduled to be adopted soon, with the remainder to be completed by the end of the
year.

Round 2 is due by Christmas 2012, covering 65 agglomerations, with a requirement for
three times as much mapping from a tenth of the budget.

At present, commitments for Round 2 have been forthcoming from BAA Ltd regarding
Heathrow and Stansted Airports, Manchester Airports Group (MAG) Ltd. regarding
Manchester Airport, and Birmingham International Airport plc regarding Birmingham
Airport.

The application of the END requirement for noise mapping every 5 years to smaller
airports may present capacity problems in terms of accessing and analysing data for the
period.

Noise Attitude Survey (NAS)

17

18

19

The Noise Attitude Survey (NAS) is a major social research project undertaken in 1991
and 2000.

Defra is to carry out a further Noise Attitude Survey in 2011/12, beginning in November
2011 and reporting by March 2012. The survey will provide a robust source of data on
public attitudes to neighbourhood noise and the main transport noise sources.

Road traffic noise is likely to be the main focus of the survey although there will be an

additional set of questions that will allow respondents to raise additional issues around
noise, e.g. aviation noise impacts.
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Conclusions

20

21

22

23

Defra emphasised their role in facilitating between different Government Departments to
ensure that the principles contained in the Noise Policy Statement for England (NPSE)
were embedded in important strategic documents across aviation, health and transport
in general.

Defra explained their web-based tool represents an important mechanism to ensure that
the Environmental Noise Directive (END) is implemented, by assisting the development
of NJoise Action Plans (NAPs). The tool offers an interface accessible through the web
that can present key data on the location of sites where noise issues have been
identified. The tool is intended to add to the evidence base and facilitate communication
between noise-makers and noise-receivers.

An update was provided regarding Airport Noise Action Plans (NAPS), with six having
been adopted and the remainder to be adopted by the end of 2011. Commitments for
Round 2 have been forthcoming from BAA Ltd regarding Heathrow and Stansted
Airports, Manchester Airports Group (MAG) Ltd. regarding Manchester Airport, and
Birmingham International Airport plc regarding Birmingham Airport.

Defra is to carry out another Noise Attitude Survey (NAS) beginning in November 2011
and reporting by March 2012. Although road traffic noise is likely to be the main focus of
the survey, there will be an additional set of questions that will allow respondents to
raise additional issues around noise, e.g. aviation noise impacts.

Contact Officers: Edward Cheng, SASIG Policy Officer, Anna Mahoney, SASIG Director
Date: 20.09.11 Tel.: (020) 8541 9459 Email: sasig@surreycc.gov.uk

Defra Noise Teams:-

Environmental Noise Team

Tania Plahay, Head of Environmental Noise Team Noise & Nuisance Team
(020) 7238 3147, tania.plahay@defra.gsi.gov.uk Belinda Gordon
Tim Dice Felicity Chasney
Alasdair Grant

Gladstone Pereira

Technical and Evidence Team
Stephen Turner, Head of Technical and Evidence Team,
(020) 7238 5365, 07920 834715, stephen.turner@defra.gsi.gov.uk
Hilary Notley
Yvette Hood

Bureau Veritas (acoustic consultants) Extrium
Colin Grimwood Nigel Jones
Gwyn Mapp Matthew Burdett

Sarah Joubert

34



SASIG Finance Report —
2011/12 Outlook

28 October 2011

STRATEGIC AVIATION SPECIAL INTEREST GROUP
of the Local Government Association

SASIG Meeting - Item 4

ITEM 4: SASIG FINANCE REPORT - 2011/12 OUTLOOK
Recommendations
A That the 2011/12 outlook be noted (Annex A, pg.39).

B That debts be cleared by those Authorities yet to pay their 2011/12 subscriptions.
(Annex B, pg.41).

Summary

1 A new team member, Edward Cheng, started as SASIG Policy Officer with
SASIG at the beginning of September 2011. Edward is working part-time with
SASIG, and part-time as Technical Officer in Transport Strategy for Surrey
County Council.

2 The post of SASIG Information Officer is to be recruited to shortly.

3 The 2011/12 SASIG account has been once again buffered by funds in the
inherited holding account, reinforced by confirmation of the sum held in that
account, which was higher than had been estimated.

4 Subscriptions have been paid by just over half of the Authorities in membership
this year; the unpaid subscriptions are being pursued by the Income
Management Team at Surrey CC and the SASIG Director.

5 Three outstanding debts remain from the 2010/11 membership, and are being
pursued.

6 A revised subscription rate is to be devised for 2012/13, along with an
investigation into the opportunities to raise further income for the group in
accordance with rules controlling the charging and trading activities of Local
Authorities. Presentation of a proposed budget will therefore be made to the
group at the SASIG meeting on 24 February 2012.

7 The SASIG website has been developed with a greater number of reciprocal
weblinks having been supplied on the SASIG membership Authorities' websites.
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Personnel update

8 Edward Cheng took on the post of SASIG Policy Officer on 5 September 2011.
Edward's role is part-time with SASIG, and part-time as Transport Strategy
Technical Officer within Surrey County Council.

9 Edward has worked as Policy & Performance Officer at Trafford Borough
Council, an Audit Assistant for the Audit Commission, and most recently at
Hertfordshire County Council as Transport Planning & Policy Officer. Edward has
also held two internships: with The Communications Group researching the
‘corporate social responsibility' (CSR) practices of a major land developer, along
with lobbying and event management support; and a targeted research project
for 'Scope' - UK charity for children and adults with cerebral palsy — on the
housing options for disabled people.

10 Edward is seeking to achieve membership of the Royal Town Planning Institute
(RTPI) through continuing his Assessment of Professional Competence (APC).

11 The post of SASIG Information Officer is to be recruited to shortly, meaning a
new team member could be in place in late November/early December.

12  The period of 2011/12 during which these posts were vacant will yield an
underspend in the budget allocation for salaries. This may be required to offset
reduced income if some Authorities do not honour their 2011/12 subscriptions.

2011/12 SASIG account outlook

13 A status report detailing the SASIG account to date (April-September 2011) is at
Annex A (pg.39), along with a projected year-end out-turn.

14  This shows the sum in the SASIG holding account to be £27,000, and the
expected income from membership subscriptions for 2011/12 to be £73,680,
yielding a total income of £100,680.

15 The status of subscriptions received to date for 2011/12 is detailed at Annex B
(pg.41). Thanks are expressed to those Authorities from which payment has
already been received. The Income Management Team at Surrey County
Council and the SASIG Director are pursuing recovery of the debts from the
outstanding invoices.

16  Of the Authorities that have not yet been invoiced for 2011/12 (Crawley BC,
Harlow DC, Horsham DC, and Thanet DC) it is expected that income will be
received from Crawley, and it is hoped, from Harlow; budget allocation is an
issue at Harlow, contacts at Horsham indicated their intention to resign, and
negotiations are ongoing regarding outside representation at Thanet.

17 The expected income from subscriptions excludes those Authorities from which

there is a risk no payment will be received in 2011/12 (Harlow DC, Horsham DC,
Thanet DC).
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18 There remain 3 unpaid subscriptions from 2010/11 (Central Bedfordshire,
Hillingdon LB & NW Leicestershire DC), which are being pursued by SCC &
SASIG.

19 Four Local Authorities ceased their membership of SASIG at the end of 2010/11:
Elmbridge BC, Mid Sussex DC, Wandsworth LB and West Sussex CC.

20 The period during which posts in the SASIG office were vacant yields a projected
year-end under-spend from the budget for 'staff salaries'.

21  Activity during the second half of the year will determine spend from budgets for
'supplies and publicity', 'travel', and 'conferences and training'. For instance, if
SASIG were to hold another 'Engagement Event' as part of the national aviation
policy review, funds would be required for a host venue and catering.

22  Overspend on the budget for 'Telephones’ is due to an upgrade of equipment
provision, from a mobile telephone to a Blackberry device.

Proposed 2012/13 budget & revised SASIG membership subscriptions

23 Investigations are underway in to options for a revised subscription structure for
the SASIG membership.

24 The rules controlling opportunities for Local Authorities to charge and trade in
order to broaden and increase income streams are also being investigated.

25 Adiversion from the usual practice of presenting a proposed budget for the next
financial year is therefore necessary. A proposed budget will be presented at the
group meeting to be held on 24 February 2012.

Development of SASIG website

26  Over the summer, the SASIG intern, Lina Yim, progressed development of the
SASIG website, with a focus on securing reciprocal weblinks between the SASIG
website and those of the SASIG membership Authorities.

27  The number of these reciprocal weblinks now in place has increased significantly
compared with this time last year. The assistance received from both our contact
officers at membership Authorities and their web team colleagues has been vital
for this work, and we would like to extend our thanks to everyone involved.

28 The SASIG office team shall continue to develop the SASIG website, in order to
provide a useful and useable for resource for the membership.
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Conclusions

29 The SASIG office team has been added to by Edward Cheng taking on the role
of SASIG Policy Officer (part-time). This role being filled on a part-time basis is
intended to increase opportunities for personal development, and to reduce
staffing costs.

30 Efforts are being made to both recover the outstanding 2010/11 subscriptions
and receive the remaining subscriptions for 2011/12.

31 Arevised subscription scheme and new income streams are required for SASIG
to continue active operations into 2012/13.

32 Development of the SASIG website continues, following the successes achieved
this summer with the addition of reciprocal weblinks between the SASIG website
and those of the membership Authorities. Thanks to all involved with this work.

Contact Officer: Anna Mahoney, SASIG Director Tel. (020) 8541 9459
Date: 19.10.11 Email: sasig@surreycc.gov.uk
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Annex B

Local Authority Status Amount (£) Invoice No.
Aylesbury Vale District Council Unpaid 790 9500027157
Broadland District Council Paid 790 9500027159
Bromley LB Unpaid 1,580 9500027160
Buckinghamshire County Council Paid 4,740 9500027161
Canterbury City Council Unpaid 790 9500027162
Cheshire East Council Unpaid 1,580 9500027163
Cornwall Council Unpaid 1,000 9500027164
Crawley Borough Council Not yet invoiced [1,580] ~~~

Doncaster Metropolitan Borough Council Unpaid 1,580 9500027165
Ealing LB Unpaid 3,160 9500027020
East Herts District Council Paid 1,580 9500027166
Essex County Council Unpaid 4,740 9500027167
Hammersmith & Fulham LB Unpaid 1,580 9500027168
Hampshire County Council Paid 1,580 9500027169
Harlow District Council Not yet invoiced [1,580] ~——

Hertfordshire County Council Paid 4,740 9500027170
Hillingdon LB Unpaid 3,160 9500027171
Horsham District Council Not yet invoiced [1,580] ~——

Hounslow LB Unpaid 3,160 9500027172
Luton Borough Council Paid 3,160 9500027173
Mole Valley District Council Paid 1,580 9500027029
Newham LB Unpaid 1,580 9500027193
North West Leicestershire District Council Unpaid 790 9500027174
Reigate and Banstead Borough Council Paid 1,580 9500027031
Richmond upon Thames LB Paid 3,160 9500027032
Slough Borough Council Unpaid 3,160 9500027175
Southend on Sea Borough Council Unpaid 1,580 9500027176
Spelthorne Borough Council Unpaid 1,580 9500027034
Surrey County Council Paid 4,740 ~~~

Tandridge District Council Paid 1,580 9500027035
Thanet District Council Not yet invoiced [790] ~~~

Uttlesford District Council Paid 1,580 9500027037
West Mids Jt Comme (Birmingham City Council) Paid 4,740 9500027011
Windsor and Maidenhead RB Unpaid 3,160 9500027178
\Wokingham Borough Council Unpaid 1,580 9500027039

Total raised *
Total received *

Outstanding balance *
* Excluding those sums detailed as 'Not yet invoiced'.
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ITEM 5: NOTES OF THE CHAIRMAN’S ADVISORY GROUP (CAG) MEETING HELD
FRIDAY 30 SEPTEMBER 2011

Attendees: ClIr Jackie Cheetham - SASIG Vice-Chairman (Uttlesford DC)
CliIr Nigel Shaw (Broadland DC, & Norfolk CC)
Cllr Andrew Bosmans (Doncaster MBC)
Cllr Alan Jones (Tandridge DC)
Steve Bailes (Uttlesford DC)
Rob Gibson (LB Hounslow)

Anna Mahoney - SASIG Director
Edward Cheng - SASIG Policy Officer

Item 1: Apologies for absence & new attendees

1 Apologies were noted from ClIr Jamie Macrae - SASIG Chairman and ClIr lan Lake -
SASIG Vice-Chairman. ClIr Jackie Cheetham - SASIG Vice-Chairman, kindly chaired this
CAG meeting.

2 Cllr Cheetham welcomed Edward Cheng, the new SASIG Policy Officer.

Item 2: Notes of the Chairman's Advisory Group (CAG) meeting held 3 June 2011 &
matters arising

3 The meeting held on 7 September 2011 with Aviation Minister, Theresa Villiers, was
reported to the group. Please see attached notes from that meeting.

4 A SASIG Technical Officer Group (TOG) meeting was held on 24 June 2011, to discuss
emerging positions regarding the national aviation policy review and informed the
response provided at Iltem 3 on this agenda — Draft SASIG Response to National Aviation
Policy Review 'Scoping Document'. Please also see attached notes from the SASIG TOG
meeting.

5 A scheme of venues and invitees for future meetings at which to promote the work of the
group and attract new member Authorities was discussed.

Action Items

6 SASIG office team to circulate a report of the meeting held with Theresa Villiers, Aviation
Minister, on 7 September 2011.

7 SASIG office team to circulate a report of the SASIG Technical Officer Group (TOG)
meeting held 24 June 2011.
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Iltem 3: National Aviation Policy Review 'Scoping Document' Consultation — DRAFT
SASIG Response.

The SASIG Director explained that the SASIG response would have references added to
link the issues raised to the Department for Transport (DfT) consultation questions, with
only the relevant questions being answered.

Sections requiring the addition of evidence or further explanation to justify the points being
made in the SASIG response were identified and discussed, along with issues to be
added.

Decisions:-

It was agreed that it was legitimate to respond only to the relevant questions.
The group discussed amendments to the draft SASIG response:-

- '‘Blight' and the loss of ‘community":

Consideration of ‘blight’ on communities caused by aviation developments is needed. For
instance, the purchase of residential units around Stansted Airport lead to an increase in
the numbers of people renting rather than purchasing properties, with the associated
turnover of residents, and commensurate reduction of investment in such properties,
which resulted in the loss of ‘community' in these areas.

The compensation system was regarded as important but it should only be used when it is
needed.

It was agreed that greater consultation with the community is required.
- 'Safeguarding’ of land:

The 'safeguarded' land at Gatwick Airport is currently used for warehousing with a small
amount of retail. Such land uses are more appropriate for land around airports, due to
such activities being less noise-sensitive than residential land use.

'‘Safeguarding’ was regarded as important in considering the long-term future of airports,
however, the issue of blight on the community was important to consider alongside this.

- The purpose and validity of emissions data and passenger demand forecasts:

The Government recently published additional aviation passenger and emissions
forecasts to complement the aviation 'Scoping Report'. CAG felt that the SASIG response
should focus on the headline concerns rather than the technical analysis. In particular, the
air traffic movement (ATM) figures and passenger numbers used in the Government
response are highly inaccurate and flawed in terms of the projections. Forecasts for the
year 2050 include airports that may be out of operation in the near future, and some of the
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base figures are the same for 2008 and 2050 at airports where growth is possible and
expected. There was concern that these figures might lead to legal challenge.

- Noise reduction and management:

New, up to date guidance is required to replace PPG 24 — Planning Policy Guidance
note 24, 'Planning and Noise'. A positive statement on noise guidelines should be
included in the SASIG response to highlight the need for national guidance on noise
reduction and management associated with aviation. The issues of noise ‘management’
and noise ‘reduction’ were discussed. An example of where a relaxation of noise controls
has occurred is illustrated by the decision affecting activity at Doncaster airport.

The development of noise metrics was discussed, in particular the characteristics of
Leq and the European Directive noise metrics Lgen, -Lday;Levening,8Nd Lnight.

The navigational technology, P-RNav, is being introduced and will allow greater
concentration of aircraft along flightpaths. There is a risk that this greater accuracy
could lead to some households being those affected by all overflights if such concentrated
flightpaths are used.

In order to develop an effective noise envelope, more resource must be put into social
survey research in order to assess the community response to aviation noise. The
conditions at, and communities around, each airport must be considered on a case by
case basis. The different noise characteristics and sound levels from different aircraft and
helicopters must also be considered.

- Progression towards a ban on night flights where residents are overflown:

The specification of any night flying regime must be founded on a positive, productive
relationship between an airport operator and the resident, business and other populations
around their airport. This provides for variation in regimes between airports, as determined
locally and reflecting the characteristic operations at each airport.

When the Department for Transport reviews the night flying regime applied at Heathrow,
Gatwick & Stansted airports, two matters to comment on are: effective enforcement; and
points of control — considerable development and activity can take place without the need
for a planning application, thus other points of control are needed.

A suitably-located airport would have the potential to provide for 24-hour operations,
where flights over populated areas would not take place at night.

- Community involvement:

The role of Airport Consultative Committees (ACCs) was discussed and that the term
‘consultation’ in practice often means information provision after a decision has been
taken. The role and operation of ACCs depends upon the attitude of the airport operator
and the circumstances of the airport, with distinct differences being identified between
ACCs at airports with lower levels of activity and those at airports with higher levels of
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activity, and where a positive and productive relationship has been built up between
airport operators and the mixed communities with an interest in the aviation activity.

The need for Airport Master Plans (AMPSs) to be regularly reviewed and maintained as
'live’, flexible documents was reiterated.

- Improved economic assessment:

The suggestion to include elements that have not traditionally been included in economic
assessments of aviation, often due to the difficulty of doing so, was retained as an
important inclusion in the SASIG response. Reference to existing methodologies where
such issues are incorporated is heeded.

- Integration with rail:

The options for surface access by rail were discussed. Maintaining and improving existing
assets could yield benefits, for instance the semi-fast service that operates on the East
Coast Mainline (ECML) could provide better surface access to airports in that area.
Action Items

Amendments to be made to the draft SASIG response to the national aviation policy
review 'Scoping Document' consultation:

. SASIG office team to add comments as above; and

o Uttlesford DC to provide evidence to support employment figures included in the
case study in section 5 'Capturing economic benefits'.

CAG membership to use contacts in order to ensure Aircraft Noise Monitoring Advisory
Committee (ANMAC) meetings are continued (last meeting held Oct. 2009).

Item 4: National Planning Policy Framework (NPPF)

The group commented on the report.

Action Item: -

SASIG office to make changes to the sections regarding Planning Policy Guidance 24:

'Planning and Noise', and to include such amendments in the SASIG response to the
aviation 'Scoping Document' to ensure a consistent message.
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Item 5: SASIG Finance Report —2011/12 Outlook & 2012/13 Proposed Budget.
Decisions:-
33  The group noted the 2011/12 outlook.

34  The group agreed to recommend to SASIG that debts be cleared by those Authorities yet
to pay their 201112 subscriptions.

Action ltem: -
35 SASIG office team to continue pursuing and recover outstanding unpaid subscriptions for

2011/12, as well as 2010/11, and to ensure invoices are sent out to those Authorities yet
to b invoiced for 2011/12.

Item 6: Any Other Business

36 The membership of CAG was raised, with respect to addition on another representative.
This matter will be raised for discussion at a subsequent meeting.

Dates for future meetings:

Chairman's Advisory Group (CAG) SASIG
~~~ 28 October 2011
3 February 2012 24 February 2012
Contact Officers: Edward Cheng, SASIG Policy Officer Tel.: (020) 8541 9459
Anna Mahoney, SASIG Director Email: sasig@surreycc.gov.uk

Date: 06.10.11

ENCLOSURES WITH MINUTES:-

Notes from meeting with Aviation Minister, Theresa Villiers, (7 Sep. 2011) — presented at Item 3 ‘National
Aviation Policy Update' on the agenda for SASIG meeting on 28 October 2011.

Notes from SASIG Technical Officer Group (TOG) meeting held 24 June 2011 to discuss national aviation
policy review 'Scoping Document' consultation — presented below.
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Output from SASIG Technical Officer Group (TOG) meeting, 24 June 2011
National Aviation Policy Review

Planning — use of the policy resulting from the review as a material planning consideration and
its likely impact on local planning policy

There appears to be little coordination of inter-related timescales: ...... Local Plans...national
policy...Planning Policy Statements (PPSs) being done away with when National Planning
Policy framework (NPPF) produced.
No clear view on timing or overarching framework.
Airport Master Plans (AMPSs) due for review (every 5 years)

AMPs not statutory; LPA can adopt them if they wish.

AMP at MAN devalued due to simply being a rolling review of policy.

LTN AMP depended on consultation undertaken by airport operator.

DfT assumed all AMPs would be adopted by LPAs as statutory documents (DfT & ODPM

at that time were not talking to each other).
Need to provide the criteria by which any development proposal should by assessing.

Can be valuable at Public Inquiry.

What weight should be given to the 2003 White Paper at the moment? e.g. regarding analysis of
the Core Strategy?

An outcome from this stage of the review should be to clarify this.

Need to set out what we want a long-term strategy to say. Planning principles are needed for
small- and large-scale developments.

Government policy during the T5 Inquiry was not adequate and the Government got in to hot
water on this.

It is inappropriate to propose a high-level document AND ask for detailed elements.

We understand the process, aim and purpose of the document; however, we have these
concerns....

We feel that some of these issues could be addressed by......

We feel that further work is needed......

We would like to assist by......
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Economic evaluation — clear and comprehensive evaluation of the sector’'s economic benefits
and disbenefits

All losses and gains need to be detailed, i.e. economic & environmental.

Need to use a transparent, accepted methodology.

Need to include tourism deficit.

Look at the nature of the traffic, what it is doing, and who receives the income/benefit.

Set out the criteria we want covered in economic evaluations (noise costs; sterilising land for
development; safeguarding; carbon; etc.)

What is the distinction being made between ‘aviation’ and ‘aerospace’?

maintenance and engineering.....?

Capturing economic benefits — the full range of considerations required in order to
actually capture the projected economic gains

Jobs — commuting; growth points.
Economic Impact Assessment — see answer to qu.2

How will that then be used?

‘Noise envelope' — reactions to the Government's proposed use of a 'noise envelope'
What is it?!?

Can we make it what we want it to be?

Numbers matter......... can any of ANASE be resurrected?

Measurement based solely on noise is inadequate; need controls on numbers of movements
too.

A 'noise envelope' is fine as a concept, however it is of no use if it does not reduce the actual
noise impacts experienced.

Advantage could be a role in setting the maximum noise an area would expect to experience.
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Push for fuel efficiency could lead to disastrous change in noise environment.
Headroom for increased noise at Heathrow because contour was set including Concorde.
Propose the 'noise envelope'(s) that we would wish to be used.

1/ we are unclear what is meant by a 'noise envelope'.

2/ if you wish to use a 'noise envelope', this is what we consider it should be....
(a combination of the following elements)

A movement limit

B component for tonality

C no night flights/envelope during the night

D progressive reduction

E leading to a flying ban at night.

There is concern that we are moving away from science-based policy, and are picking at
suggestions.

Unregulated aviation activity is a problem, e.g. a turboprop aircraft being used for parachutists.

Helicopter activity must be included in a new noise management regime. Helicopters can fly
where they like. We suggest that the busiest routes follow surface transport networks.

Concentration and dispersion —issues surrounding the use of these air traffic
management operational concepts

1/ it is not possible to make a decision between concentration and dispersion;
2/ we need more research in order to better understand the community response; &

3/ therefore the Government does not have the information it needs in order to make a decision
at this point.

What is the justification for concentration down the centre line of noise preferential routes?

...certainty...decisions regarding housing...compensation schemes...??
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It may be advantageous for the aviation industry if concentration is supported in preference to
dispersion, as capacity can be increased from more dense usage of swathes.

Dispersion benefits the industry by pulling large planes on to............ ?
Dispersion must be that and not a means by which to increase activity.
Practicality of dispersion — need a control on usage of each route.

Itis only 747s and larger aircraft that are the problem; smaller aircraft are up to 3,000 feet
altitude quickly virtually within the airport boundary (re. Heathrow).

Night flights — progression towards the goal of a ban on night flights

What would the impact of a night flight ban be on the operators of the following airports -
Nottingham East Midlands, Norwich & Doncaster?

Claims of '‘commercial confidentiality' should no longer be allowed.
The quality of debate has continued to be stifled by information that was presented at the
Terminal 5 Public Inquiry still not having been released by parties from the aviation industry,

information that was claimed at the time to be ‘commercially sensitive'.

The studies carried out to date on sleep disturbance, economic costs & benefits of night flights,
etc., provide useful analysis but not a full enough picture of the situation; further work is needed.

Implement measures to achieve a progressive reduction of night flying (in terms of numbers of
flights).

Drive towards the use of the quietest aircraft via the use of punitive landing charges.

At Heathrow, all landing charges should be based on environmental criteria; they should no
longer be suppressed.

The business case used to support night flying needs to be better justified (use our economic
assessment arguments).

Children around Heathrow lose 6 months of their educational years.

Health Impact Assessments......
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Climate change — compliance between the national aviation policy and climate change
policy

...awaiting the Government's response to the Committee on Climate Change's (CCC's) advice
that aviation growth to 2050 should be no more than a 60% increase on 2005 levels (over which
time forecast growth is 200%).

For the aviation industry, ‘climate change' means fuel consumption.

For the section of flight between the ground and up to 5,000ft, improvement efforts should focus
on reducing noise, not climate change, impacts. We accept that climate change is important,
however, in the context of securing an improvement overall, noise must be prioritised at these
lower altitudes of flight.

We want a clear, concise statement from the UK Government on their position in relation to
aviation and climate change in order that it can be used in local planning considerations.

ATWP 2003 said nothing on climate change, as the EU ETS was expected to deal with
managing carbon emissions.

Commitments in relation to climate change tie-in directly with considerations of airport capacity.
... how climate change costs are included in economic assessments ...

How will activity be managed in order to achieve a fair spread across the available carbon
budget?

Rail policy — coordination with high-speed rail developments and provision for local rail
improvements

It is important to spread the word to organisations representing rail in order for them to input to
the review.

For the benefit of communities around airports, it is important that increased/better rail
connectivity with airports does not lead to further expansion at those airports.

Qu.: Does HS2 release capacity on existing rail lines?
In favour of substitution (of short-haul flights with rail trips).
Is there any money for existing improvements???

HS2 is regarded by some LAs as an opportunity to secure funding for improving the local area
(in the broadest sense).
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How does this sit with the need for HS2 to not consume all the available funding for rail, leaving
none for improvements to the existing network?

Include in response local case studies of where rail-air connectivity works well (e.g. Manchester
hub).

Community involvement — experiences of (Consultative Committees, Noise & Track
Keeping Working Groups, Air Transport Forums, Airport Surface Access Strategies,
AMPs, NAPs)

It is important to recognise the advantages of Consultative Committees, e.g. a route through
which greater accountability is required of an airport operator.

The effectiveness of Consultative Committees is very strongly influenced by the Chairman and
Committee representatives. Representatives have the opportunity to use the Committee to raise
the issues that they wish to see addressed. Effectiveness is reduced in instances where some
big personalities dominate the agenda & debate.

The "airport’ is a business, and the operator is therefore quite right to run their business as well
as possible according to their business needs.

A failing of CCs is that aspirations get falsely raised.

Ask the DfT what their programme might be for their intended review of CCs.

Air Transport Forums (ATFs) are appropriate for discussing local issues, however, not for
national issues. ATFs have the potential to be a route through which transport links to and from
airports could be improved. ATFs need to be used in this manner.

Airport Surface Access Strategies (ASASs) are worth doing. (because.....?)

The origin and destination of passengers has an effect (e.g. Luton and Eastern Europe — low
car usage).

Could Government policy require that airport operators supply a levy for surface access? Can a
transparent process be formed through which airport operators fund surface access to their
airports? (...compare with the Aggregates Levy — waste industry paying for the impacts
associated with their sector).

Travel Plan & Bond analogy...

Need to work with percentages, not actual numbers, to cover the variation in scale of surface
access trips associated with each airport.

(EDITOR'S NOTE post-meeting: however, this does not address the actual volume of trips ...... )

BIDS Business Improvement Districts.....collection of funds.
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ITEM 6: SASIG RESPONSE -
NATIONAL AVIATION POLICY REVIEW 'SCOPING DOCUMENT' CONSULTATION

Summary

This report presents the SASIG response to the Department for Transport's consultation on
the 'Scoping Document' as part of their national aviation policy review. This consultation
response was submitted in accordance with the deadline of 20 October 2011.

Please note:-

There are 13 numbered sections in the SASIG response; at the beginning of each are the
questions from the consultation document (the 'Scoping Document’) — these questions are
numbered as per the consultation document (i.e. from section 5 of the 'Scoping Document').
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'SCOPING DOCUMENT' CONSULTATION

20 October 2011
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Executive Summary

1

This response is from the Strategic Aviation Special Interest Group of the Local
Government Association (SASIG). SASIG represents 39 Local Authorities across
England, all with an interest in strategic aviation issues (see Annex A, pg.99). These
Local Authorities comprise a population of 12.5 million people, around a quarter of the
total population of England.

We recognise the importance of the Government’s programme to underpin existing, and
secure future, economic growth, and are eager to support that, as appropriate for Local
Authorities, across all sectors, of which the aviation industry is one.

The drive for economic growth is one part of the overarching aim of improving people's
quality of life and well-being. Meeting this broader aim requires an understanding of how
to achieve economic growth in concert with protecting and improving environmental and
social conditions.

This policy review presents the opportunity for practical application of the Government's
renewed sustainable development vision and commitments, building on the UK's 2005
Sustainable Development Strategy. "...the time has come to move sustainable
development beyond being considered as a separate, ‘green’ issue which is a priority for
only a few government departments."*

SASIG sees a need for the next stage of this policy review to embrace this broader aim
by addressing the areas that have not been adequately addressed in the process so far:

o strategic planning;

. transparent, accepted methodology for calculating economic value;
. understanding how to capture projected economic benefits;

. application of a 'noise envelope' to provide reduced noise impacts;

. improved understanding of the impacts of concentration and dispersion of
flightpaths;

. progression towards a ban on night flights where residents are overflown;

o integration with climate change policy to meet the required targets;

o integration with rail policy;

. provision and improvement of surface access connections with airports; and

. support for and development of community involvement.

! Department for Environment, Food & Rural Affairs webpage — Sustainable Development
www.defra.gov.uk/environment/economy/sustainable/
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These headline issues in more detail:-

Strategic planning

o inclusion of a spatial planning approach in order to consider the need for, extent and
location of any future capacity increase;

o use of the policy resulting from the review — will it be appropriate for use as a material
planning consideration, or not?; and

o anticipation of the likely impacts of the resulting national policy on local planning policy.

Calculating economic value

o the need for the Government to develop and adopt a transparent, accepted
methodology for the clear and comprehensive evaluation of the sector's economic
benefits and disbenefits.

Capturing economic benefits

o a development of the historically-accepted link between the provision of transport
infrastructure and forecast economic development benefits, to include the full range of
considerations required in order to actually capture those projected economic gains.

An effective 'noise envelope' that reduces actual noise impacts

. application of the ‘noise envelope’ concept in a manner that reduces the actual noise
burden experienced by communities under flightpaths, not simply in a manner that tracks
upwards with increasing activity in the absence of a meaningful improvement in the
noise climate.

Concentration and dispersion of flights

) development of a greater understanding of the community response to aviation noise in
order to inform an appropriate application of the air traffic management operational
concepts of concentration and dispersion.

Night flights
o evaluation of the economic benefits and disbenefits and progression towards the goal of
a ban on night flights where a significant number of residents are overflown.

Climate change
o compliance between the national aviation policy and national climate change policy,
making any aviation growth conditional upon proven technology of lower emissions.

Rail policy
. provision for local rail improvements in coordination with high-speed rail developments.

Surface access connections with airports

. provision of new and improvement of existing surface access connections with airports,
incentivised through meaningful targets in advance of aviation activity expansion.

and
Community involvement

. a constructive evaluation of successful community involvement, in order for those
elements to be replicated, or new approaches to be developed in those areas where
current practice does not work well.
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Introduction

In the policy review Scoping Document, the Government indicates that some
elements of the 2003 Future of Air Transport White Paper may still be relevant, but
that many of its provisions are no longer fit for purpose as they fail to recognise the
importance of addressing climate change and give insufficient weight to the local
environmental impacts of aviation.? It would therefore be reasonable to expect the
newly developing national aviation policy to remedy these deficiencies.

It is unclear what weight should be given to the 2003 White Paper, for example when
analysing local Core Strategy documents, and an outcome from this stage of the
review should be to clarify this.

It is also seen as beneficial for the review to clarify the role of regional airports, from
having assessed the national network of aviation services, and having developed an
understanding of the interconnections. This requires an understanding of the
diversity amongst the group of airports referred to as 'regional’.

In considering the role of regional airports, we urge the Government to revisit their
'UK Aviation Forecasts™ to explain the purpose and standing of the figures presented
there.

We support the Department’s approach to this consultation, set out in the Scoping
Document as seeking "...the right balance...between the economic, social and
environmental costs and benefits of aviation...", stating that "...unconstrained growth
of aviation is not an option".*

However, the Scoping Document does not consider future capacity provision by
asking the vital question "Why, how and where should further capacity be provided?"
In the absence of thoroughly examining this question, the review outcome will not be
appropriate for use as national policy. Subsequent stages in the review process must
accommodate this assessment in order to address the policy vacuum that has
existed in recent years, and provide robust policy that withstands detailed
examination. A national policy that lacks specific locational guidance will be almost
useless to the aviation industry, the planning authorities and the public.

% 'Developing a framework for sustainable UK aviation: Scoping document' (March 2011),
par.1.14, pg.9.

% 'UK Aviation Forecasts 2011’ (Table 2.6, pg.43), August 2011, Department for Transport,
http://www.dft.gov.uk/publications/uk-aviation-forecasts-2011

* 'Developing a framework for sustainable UK aviation: Scoping document' (March 2011),, par.1.2, pg.6.
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The need for this strategic planning is further reinforced by the Government's 'UK
Aviation Forecasts 2011’ report in which it is assumed that future capacity increases
('maximum use' scenario) will all be forthcoming from 'regional’ airports.® This
expansion is being approached in that report as proceeding without consideration of
the local implications, which is not an approach the Government can reasonably
take.

The review process should also provide a long-term strategy. This is critical for
increasing clarity over near-term conditions, guiding medium-term decisions such as
safeguarding of land and reducing blight, and setting out the range within which
future scenarios should fit.

The relationship between policy-making and market economics is such that where
policy alone is insufficient to achieve the Government's aims, further intervention is
needed, such as regulation and financial mechanisms, or an acceptance of the
status quo. This relationship contributed to the failure of the 2003 Air Transport White
Paper; along with the decision in favour of incremental expansion of the existing
airports underlined by a flawed analysis of the bolder option — a new airport. Support
in the form of Government policy is not sufficient for businesses to enact that policy;
other incentives or factors must be in place too.

It is also important to understand areas that policy cannot necessarily influence, for
instance the changing business models of airline operators.

The freedom with which airline operators can relocate their operations lies behind the
reality that the aviation industry decides where a hub airport develops, not
Government policy or direction.

The Government has a clear focus on supporting economic growth, which underlies
its questioning about the benefits of aviation - considering the sector as a whole, and
by sub-sector within the industry, as well as the relative importance of aviation's
beneficial contributions. When asking about the local impacts of aviation, however,
the Government frames these questions in terms of both positive and negative
elements. A renewed economic assessment is required to more evenly evaluate
environmental and economic elements, to be achieved by the Government
developing a transparent and accepted methodology.

The Government's recognition that the current pace of technological change is not
fast enough to reconcile growth on the scale of recent years® with either climate
change or local environmental targets is welcomed, as these are areas requiring
urgent attention.

® No expansion is forecast at the following airports: Heathrow, Gatwick, Stansted, London City, Belfast
City, and Doncaster Sheffield ('UK Aviation Forecasts 2011' 'maximum use' capacity assumptions,
Table 2.6, pg. 43).

® 'Developing a framework for sustainable UK aviation: Scoping document' (March 2011), par.1.10,

pg.8.
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Associated with this, the Government is urged to recognise that, historically, the
promised technological improvements used by the aviation sector in their projections
have not materialised. The damaging outcome of these over-estimations is that
decisions made on the basis of such promises, for instance, expansion and capacity
increases, are seriously compromised — and the promised gains not realised.

In order to actually capture the gains that are there to be achieved from aviation
development, the Government needs to better understand - and challenge - the
industry's predictions regarding economic development, inward investment, business
growth and technological improvements.
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2 National planning policy for aviation - strategic planning

Scoping document questions:-

5.4 How do you think the global aviation sector will evolve in the medium- and long-term
(twenty to fifty years)? What do you expect to be the most significant changes?

5.5 How, and within what constraints, can aviation growth occur as technological
developments and improved operating procedures reduce CO,, pollutant emissions and noise
impacts?

5.6 How should decision-makers address trade-offs or competing interests, where these occur
both (a) between different aviation objectives, e.g. CO, emissions versus local noise
reduction, and (b) between aviation and other sectors, e.g. airspace use versus renewable
energy objectives, or the use of land for maintaining a viable network of smaller airfields
versus housing development?

5.7 Should some aspects of UK aviation be considered to be of strategic national interest (e.g.
certain airports, air traffic control)? If so, based on what criteria?

2.01 The Government has stated that the “...final aviation framework document will fulfil
the role of a national planning policy for aviation".” We understand the process, aim

and purpose of the Scoping Document; however, we have the following concerns:

o the review process the Government has committed to is not appropriate for
producing a policy document suitable for use as a material planning
consideration;

o it is necessary to set out the criteria by which all aviation development
proposals should be assessed, as this is particularly valuable for requiring and
providing for quality debate, investigation and analysis at Public Inquiry;

o the impact on local planning policy of this proposed use of the resulting
national aviation policy has yet to be fully considered, with further
complications resulting from the current overhaul and evolving direction of both
the planning system and the 'localism agenda’; and

o the resulting policy must be suitable for use by the Major Infrastructure
Planning Unit to appraise nationally significant® aviation development
proposals.

2.02 It is essential that national policy be derived via a thorough and robust process, in
order that that overriding level of policy accurately embodies the values of most
importance so that its influence on lower tiers of planning yields acceptable, high
quality development.

" 'Developing a framework for sustainable UK aviation: Scoping document' (March 2011), par. 2.17,
pg.18.

® The thresholds for aviation development being regarded as 'nationally significant' are an increase of
either 10 million passengers per annum (mppa) or 10,000 air cargo movements .
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2.03 Strategic planning must serve to put the right developments in the right place.
Amongst the range of factors that must be considered in order to make such a
determination, is that of the lasting impacts of partial implementation of a
development.

2.04 Impacts on the achievement of other policy goals and aims — not necessarily directly
related to the development being considered - must also be anticipated, analysed,
and deliberated upon in the process of strategic planning.

2.05 A clear and fair process, with meaningful involvement of interested parties at all
stages, is an essential element for successful strategic planning.

CASE STUDY: Hillingdon LB & Heathrow Airport
National planning policy for aviation - strategic planning

Extracts from Planning Witness Statement, Hillingdon LB, in relation to the proposed
third runway at Heathrow Airport

“1. The decision, instead of having one outcome as anticipated from the consultation, gives
rise to three possible outcomes:

a. Partial implementation of the third runway, despite its marginal economic benefit;

b. Full implementation of the third runway with additional noise, air quality and surface access
impacts; or

c. Non-implementation of the decision due to the failure of BAA to meet environmental pre-
conditions, or a decision by BAA that it would be uneconomic, given the significant restrictions
that are apparently to be placed on the facility by the decision.

It is difficult to tell what will happen at Heathrow, not least because of the long history of
“broken promises” referred to in other witness statements. However, the decision introduces a
huge amount of additional uncertainty. If (a) transpires then the areas will suffer all the
disbenefit in terms of demolition and blight, but significantly reduced “benefits” in the terms of
the Consultation Document. If (c) transpires then huge areas will be blighted for long periods
with no certainty as to what happens next. It will, however, result in significant regeneration
costs, that will have to be borne, at least in part, by local communities.”

“18. The Government's failure to consult has also meant that local planning authorities have
been unable to give proper consideration to the impact of this decision, which has effectively
blighted areas of Hillingdon and other West London Boroughs, despite the fact that this
development may never go ahead.

19. Whilst in Hillingdon a ‘business as usual’ approach has been adopted to dealing with
planning applications in the decision area, it is our view that the area is now blighted. The
level of blight extends well beyond those houses and land directly located in the areas set
aside by the Government for a third runway.
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20. Of particular concern, is the impact the decision will have on planned improvements to
local schools as part of the programme for Building Schools for the 21% Century as well as
other local infrastructure improvements to parks and open space, and other local community
facilities. This makes it difficult to deliver on existing local policies let alone achieve the
anticipated vibrant local communities anticipated through the delivery of the Community
Strategy and Local Development Framework.

21. Had Hillingdon Council been consulted, the potential regeneration costs in this blighted
area if BAA fails to meet the preconditions set out in the decision, could have been taken
account in the decision-making process. As we were not given this opportunity, it raises
concerns as to whether proper weighting has been given to the environmental impacts of the
decision.”

CASE STUDY - Cornwall Council and Newquay Cornwall Airport
National planning policy for aviation - strategic planning

A national strategic plan for UK aviation should take into account the characteristics,
pressures and needs of peripheral areas of the country. As a Local Authority in one such area,
Cornwall Council is seeking to maximise upon the potential of the Council-owned airport at
Newquay, to address some of the existing limitations experienced as a 'peripheral area'.

Some features of peripheral areas are:
o poor connectivity in terms of transport and communications;

o low population densities, leading to 'thin' catchment areas for transport
development; and

o poor economic performance.

There is capacity at Newquay Cornwall Airport to take advantage of growth potential in the
aerospace industry. To this end, an application for Enterprise Zone (EZ) status was submitted,
approval for which was received in August 2011. The associated proposal for 'Newquay
Aerohub Enterprise Zone' focuses on job creation and economic growth in support of the
Local Enterprise Partnership (LEP) priorities.
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3 Evaluating the aviation sector's benefits in the context of its burdens

Scoping document questions:-

5.1 How does the aviation sector as a whole benefit the UK? Please consider the whole range
of aviation activities including, for example, air freight, General Aviation and aerospace?

5.2 What do you consider to be the aviation sector's most important contributions to economic
growth and social well-being?

5.3 Are some sub-sectors of aviation more important than others? If so, which and why?

5.6 How should decision-makers address trade-offs or competing interests, where these occur
both (a) between different aviation objectives, e.g. CO, emissions versus local noise
reduction, and (b) between aviation and other sectors, e.g. airspace use versus renewable
energy objectives, or the use of land for maintaining a viable network of smaller airfields
versus housing development?

5.7 Should some aspects of UK aviation be considered to be of strategic national interest
(e.g. certain airports, air traffic control)? If so, based on what criteria?

5.40 What do you consider to be the most significant impacts — positive and negative - of
aviation for local communities? Can more be done to enhance and / or mitigate those
impacts? If so, what and by whom?

3.01 The Government's commendably thorough approach to illustrating aviation's
economic benefits must be replicated to illustrate aviation's economic costs, along
with environmental & social costs and benefits.

3.02 SASIG's approach to the 'economics of aviation' is two-fold:
il CALCULATING AVIATION'S ECONOMIC BENEFITS - 'net’ figure, not 'gross'; and

il CAPTURING AVIATION'S ECONOMIC BENEFITS - associated provision
essential for realisation of 'paper-based' assessments.

3.03 SASIG expects the Government to use the accurately assessed benefits of the
aviation sector to assist rather than damage local economies, by supporting and
promoting a mix of economic sectors and jobs, recognising and addressing the
causes of an 'overheated' local economy and the opportunities of an under-
developed local economy.

3.04 These two elements of an improved economic assessment of aviation —

‘calculating' and 'capturing' — are discussed in more detail in sections 4 and 5
below.
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4 Calculating economic costs and benefits
Scoping document questions:-

i 5.1 How does the aviation sector as a whole benefit the UK? Please consider the whole range
. of aviation activities including, for example, air freight, General Aviation and aerospace?

! 5.2 What do you consider to be the aviation sector’'s most important contributions to economic
i growth and social well-being?

i 5.3 Are some sub-sectors of aviation more important than others? If so, which and why?

1 5.6 How should decision-makers address trade-offs or competing interests, where these occur

both (a) between different aviation objectives, e.g. CO, emissions versus local noise
reduction, and (b) between aviation and other sectors, e.g. airspace use versus renewable

i energy objectives, or the use of land for maintaining a viable network of smaller airfields
' versus housing development?

5.7 Should some aspects of UK aviation be considered to be of strategic national interest
(e.g. certain airports, air traffic control)? If so, based on what criteria?

i 5.40 What do you consider to be the most significant impacts — positive and negative - of
' aviation for local communities? Can more be done to enhance and / or mitigate those

impacts? If so, what and by whom?

4.01 An accurate calculation of the economic benefits and economic disbenefits of the
aviation sector requires the production of a clear, transparent and accepted
methodology that yields a balanced figure, explicitly incorporating the costs of
aviation in expression of the benefits.

4.02 This should move us away from the unbalanced headline figures quoted to date,
which are gross figures, not net, as they do not take into account the costs of
impacts such as:

o compulsory purchase of properties, along with the associated loss of
community and impacts of blight;

o opportunity costs of sterilised land, i.e. reduced or zero development potential,
compulsory safeguarding of land for future airport development;

o mitigation & compensation payments for noise impacts;

. social cost of noise-induced health and welfare impacts;

o provision of associated surface access;

o actions to manage associated air quality conditions;

o market price of emissions embedded in energy consumption/fuel usage;
) actual reduction of local unemployment;

o impact on the UK's tourism deficit;

o availability of land for business development attracted to the airport; and
o associated social provision (housing, health, education & recreation).
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CASE STUDY - Broadland DC & Norwich Airport
Improved economic assessment of aviation - calculating economic costs & benefits

Significant expansion in the form of an urban extension to the northeast of Norwich is
proposed in the Council's adopted Core Strategy. The Core Strategy was prepared jointly with
neighbouring Authorities and represents a considered and shared view of the way to meet
development pressures in the area. However, the presence of Norwich Airport in the northern
urban fringe will have some restrictive effects on the scope and nature of development in this
area. The public safety zone (PSZ) will clearly prevent development within its defined area,
however, there are areas outside the PSZ that might well have been considered for
development had the PSZ not disrupted their connectivity with the urban fringe.

The foregone development opportunities will impact on the landowners not on the airport
operator, and compromise the ability of Local Authorities to allocate land for appropriate
development. In many ways, this is a disguised economic cost.

Scoping document question:-

1 5.7 Should some aspects of UK aviation be considered to be of strategic national interest
: (e.g. certain airports, air traffic control)? If so, based on what criteria?

4.03 A mix of economic and employment generators is required in each locality across the
country in order to yield a strong and vibrant national economy. The reliance of a
locality on any one dominant employer should be avoided, to mitigate against the
damaging effects of a major employer ceasing to trade, relocating, or downsizing; not
least in recognition of the multiple, complex factors that can combine to result in such
losses, which cannot necessarily be externally controlled or anticipated.

4.04 The benefits of the aviation sector should be reported alongside the sector's ranking
in relation to other UK sectors operating. Analysis by the UK Office for National
Statistics (ONS) (see Annex B, pg.101) in the 2009 Annual Business Survey® ranks
the aviation sector as:

) seventh amongst the 18 classifications, when comparing gross value added
(GVA)*: and

o fourth of the five sectors within the 'Transport & Storage' classification that
incorporates the 'air transport' sector.

® UK Office for National Statistics (ONS) 2009 Annual Business Survey,
www.statistics.gov.uk/abi/downloads/abs-sections-a-s.xls

1% Gross value added (GVA) is an economic measure of the value of goods and services produced in
an economic sector/industry/area, consisting of 'output' minus 'intermediate consumption'.
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Extract from UK Office for National Statistics (ONS) 2009 Annual Business Survey

Standard Industrial Classification (Revised 2007) Description | Approximate gross value
Section Division Group Class (£ million) [added at basic prices (2009)

Transport and Storage total 5 57,512 a+tb+c+d+e

Ranking of aviation sector ("c") in relation to sectors in same class: a>d>e>c>b

Land transport and transport via pipelines 22,038 a

\Warehousing and support activities for transportation 19,701 d

Postal and courier activities 8,439 e

Air transport 5,087 c

\Water transport 2,246 b

4.05

4.06

4.07

An accurate price for carbon must be included in an improved economic
assessment. In conjunction with this, costs for the full range of climate change
emissions attributable to the aviation sector must be included, as informed by
emerging scientific understanding of their relative impacts on the global climate.

SASIG is aware of the difficulties of evaluating qualitative impacts, such as those that
impact on ‘quality of life’, and therefore we would expect the Government to use and
develop upon existing methodologies. One such methodology is the 'social return on
investment'!, which improves upon previous appraisal methods:

® stakeholders' views determine the outcomes and values for the assessment;

(ii) elements identified as those that matter are valued in the assessment,
alongside elements that lend themselves to being easily monetised; and

(i) the "triple bottom line" of social, environmental and economic returns is used.

SASIG is eager to work with the Government on these issues, and we urge the
Government to build upon the experience to be gained where improved economic
assessment methodologies that embrace the valuation of less-easily monetised
elements have been applied. The 'Green Book' discussion paper on valuing social
impacts produced by HM Treasury and the Department for Work and Pensions
(DWP) is one such piece of work.*

1 http://www.neweconomics.org/projects/social-return-investment; from '‘Grounded. A new approach to

evaluating Runway 3', new economics foundation (nef), April 2010.

2 HM Treasury and Department for Work and Pensions (DWP) Green Book discussion paper on
valuing social impacts, http://www.hm-treasury.gov.uk/data_greenbook news.htm
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CASE STUDY - Improved economic assessment of aviation
Independent expert panel to produce transparent, accepted methodology

The Department for Transport (DfT) 'Air Quality (AQ) Technical Panel' agreed a methodology
and part of the process for the air quality dispersion model used to assess proposals for a
third runway at Heathrow Airport. The value of this process was having an independent group
of experts collaborate on the methodology, set the parameters, agree the inputs and explain
the assumptions used in the model. A similar process would lend itself to development of an
improved economic assessment of the aviation sector.

The purpose of such collaboration would be to provide an agreed transparent methodology.
The group would need to be kept in place throughout the assessment process to ensure
application of the methodology was subjected to the same transparent process.

In order to obtain an accepted methodology, it is essential that no one party is involved more
than another, as this jeopardises the transparency of the process and fosters mistrust.

4.08 The UK tourism trade imbalance, as illustrated in the UK ‘Government Tourism
Policy’ (March 2011)* (see Annex C, pg.103), must be included. The existence of,
and the impact of policy decisions on, this deficit must be explicit in an improved
economic methodology.

4.09 The national economic implications of providing capacity for increased outward
tourist flights and the implications of the loss of inbound tourism as a result of a lack
of capacity near London have to be clearly evaluated to help determine future policy.

4.10 Inclusion of the social costs of blight on communities is needed. By means of
illustrating the impact of blight, the purchase of residential units by operators of
airports at which expansion programmes are anticipated leads to an increase in the
number of people renting rather than purchasing properties, with the associated
turnover of residents, and commensurate reduction of investment in such properties,
which results in the loss of ‘community’ in these areas.

'3 UK ‘Government Tourism Policy’, March 2011,
http://www.culture.gov.uk/images/publications/Government2 Tourism Policy 2011.pdf
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5 Capturing economic benefits

Scoping document questions:-

5.1 How does the aviation sector as a whole benefit the UK? Please consider the whole range
of aviation activities including, for example, air freight, General Aviation and aerospace?

5.2 What do you consider to be the aviation sector's most important contributions to economic
growth and social well-being?

5.3 Are some sub-sectors of aviation more important than others? If so, which and why?

5.6 How should decision-makers address trade-offs or competing interests, where these occur
both (a) between different aviation objectives, e.g. CO, emissions versus local noise
reduction, and (b) between aviation and other sectors, e.g. airspace use versus renewable
energy objectives, or the use of land for maintaining a viable network of smaller airfields
versus housing development?

5.20 How can regional airports and the aviation sector as a whole support the rebalancing of
the economy across the UK?

5.40 What do you consider to be the most significant impacts — positive and negative - of
aviation for local communities? Can more be done to enhance and / or mitigate those
impacts? If so, what and by whom?

5.01 There is a complex relationship between aviation developments and the gains of that
activity in terms of job creation, business attraction and regeneration.

5.02 An increase in aviation operations does not automatically lead to the projected gains
of that activity being realised.

5.03 The extent to which the economic benefits of aviation are actually captured would be
enhanced by evaluation of the costs of related provision on which the aviation
operations rely being taken into account at the options appraisal stage. Such
provision covers the local transport network, labour force, land availability & market
need for businesses, housing, and health, recreation & education facilities.

5.04 In producing an accurate evaluation of aviation's economic benefits, the various
elements that are required in order for those benefits to actually be captured must
have been (i) detailed in the evaluation; and (ii) had their deliverability assessed as
fully as possible.

5.05 The interconnections between an airport and its surroundings, and the parties

involved in the operation and management of those interconnections, require further
attention and coordination — on an airport-by-airport basis.
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Surface access is a prime example. If provision is not made for this in the economic
evaluation, and working arrangements begun to supply the associated rail, coach,
bus, and other, services, the local transport network will not necessarily be able to
support efficient operations at airports, resulting in congestion and delays on the
local network - including for those journeys not associated with the airport - and the
resulting pollution impacts.

Land use around airports is another element, with demands being placed on land
allocation and suitability for: business premises (offices, warehousing, etc.), all
elements of social provision for the airport and airline workforce living in the locality,
and a need for less-noise sensitive uses to be located in the most heavily overflown
areas.

In order to achieve an actual reduction of local unemployment the economic
evaluation needs to not simply supply a figure for the number of jobs created, but to
include the types of jobs in terms of permanency, skills required, and whether or not
they are essential for the processing of passengers or in addition to this primary role.

The permanency and activity level of predicted jobs also need to be elaborated upon
if we are to achieve transparent economic evaluations of aviation. For instance, will
the jobs constitute 'banks of staff', i.e. staff only occasionally or infrequently
employed in the sector?

In order to achieve an actual reduction of local unemployment the economic
evaluation needs to not simply supply a figure for the number of jobs created, but to
include the types of jobs in terms of permanency, skills required, and whether or not
they are essential for the processing of passengers or in addition to this primary role.

Such a breakdown clarifies those jobs directly related to the aviation industry, and
those that are of a more transferable nature, i.e. retail jobs from outlets other than
those at airports.

SASIG recognises the relationship between passengers' experience of using an
airport and the retail opportunities provided at the airport, however, a distinction
should be made between the number of people involved in getting passengers on
and off planes, and those who work in ancillary activities such as retail outlets at
airports.

This is also a consideration in the business model for operating an airport, due to the
'dual till' and 'single till' options for the supply of revenue, with UK airport operators
currently able to receive revenue from the retail outlets hosted at their airports.

It is essential to define accurately jobs that are 'indirect’ and 'induced’ with respect to
the aviation sector. The value of these indirect and induced jobs will not necessarily
be lost from the UK economy were the jobs not being provided by the aviation sector,
as the value of these non-directly aviation-related jobs can be exploited by other UK
sectors.
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Caution must be applied in order to avoid ‘double-counting' the indirect and induced
jobs reported as associated with the aviation sector when making a similar
assessment of other sectors.

In terms of protecting the aviation sector, the 'direct’ jobs are the most vital for its
continuation.

The economic methodology needs to be able to reflect changing airline operator
business models; for instance, as staffing levels are reduced at check-in desks with
the rise in online check-in; and as new aircraft maintenance centres are
opened/closed, the quantity & location of associated jobs needs to be reflected.
There is a need for a separate analysis for each airport locality.

The two case studies presented here serve to illustrate the importance of
understanding the factors that both block and facilitate the capture of economic
benefits.

At a large, well-established airport in a rural location close enough to London to be
treated as serving the capital city, operated in 2010 at 18.6 million passengers per
annum (mppa) (142,993 annual air transport movements (ATMs) in 2010), growth
has been sanctioned on the basis of an increase in passenger numbers, however,
the predicted growth in associated employment of airport, airline and support staff
has not materialised. There remain permitted and unoccupied commercial premises
intended for airport- and airline-related uses.

The other airport was recently converted from military to civilian use, operated in
2010 at 0.9 million passengers per annum (mppa) (6,926 annual air transport
movements (ATMs) in 2010), is sited in the north of England, and has been actively
promoted by a partnership of the local Council, the airport operator, regional funding
body and airport-related employers. There has been valuable growth at this airport in
aviation-related development: training of aviation engineers; a live maintenance,
repair and overhaul (MRO) facility; and a national military, apprentice training centre.

These case studies illustrate the differing experiences associated with a small airport
at which growth has been in ancillary aerospace uses as opposed to marked
increases in passenger numbers and/or aircraft movements, with a short history as a
civilian airport — and the commensurate improvement in the noise climate from the
cessation of military overflights — backed up by a positive relationship with
surrounding communities, compared with an airport at which there are 18 times as
many passengers, and 20 times as many air transport movements, and a long
history of stepped increases in both of these over the life of the airport.
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CASE STUDY - Uttlesford DC & Stansted Airport
Improved economic assessment of aviation - capturing economic benefits

In 2001, BAA Stansted Ltd. submitted an outline planning application to expand the airport
from 15 million passengers per annum (mppa) to 25 mppa. The supporting material'* stated
that in 1999 there were 8,770 direct on-airport employees for a throughput of about 9.4 mppa.
In the same document, it was estimated that the number of direct on-airport employees would
be 16,000 in 2010 for a 25 mppa throughput.

On the basis of this anticipated near doubling of the number of direct on-airport employees by
2010, the outline application included a second office building near to the terminal for airport
staff and cabin crew, and a second office building for airline staff and other support functions.
Provision was also made for additional flight catering and airline support accommodation a
third phase of the industrial development previously permitted in that location. The outline
application was approved.

It was anticipated™ that all this extra accommodation would be required to support throughput
of 25 mppa by 2010, and that long-haul passengers would be 17% of the passenger market
mix at 25 mppa in 2010%. The reality has proved very different.

In 2006, when passenger throughput reached 23.7 mppa, direct on-airport employment was
only 11,500"". This represented 2,060 passengers/employee compared with the figure of
1,562 anticipated for 2010 in the 2001 application, and reflected 2 main factors. Firstly, a
considerable leap in the efficiency of airport operations, brought about to a large degree by
the way that low fares airlines operate and, secondly, the almost total absence of long-haul
services, reducing the need for cabin crew and on-aircraft catering staff.

Even as 25 mppa was approached, no further applications were submitted by BAA Stansted
Ltd. for use of the extra accommodation for airport and airline staff and support functions.
Although, applications have been submitted by the operator to temporarily lift airport
occupancy conditions, which were refused by Uttlesford Council.

Throughput has now dropped to about 18.4 mppa in the economic recession. The ongoing
lack of demand for aviation related office and industrial accommodation is evidenced by the
long-term vacant floorspace in office and support accommodation.

In summary, the employment uplift anticipated back in 2001 has not been realised due to
market conditions and the way in which Stansted Airport now operates compared to how it
was envisaged it would operate.

BAA Stansted Ltd., 2001 outline planning application to increase from 15 to 25 million passengers per
annum (mppa):-

* Environmental Statement (Volume 7) - Employment Effects

!> Environmental Statement (Volume 3) - Project Description

'® Environmental Statement (Volume 2) - Air Traffic Data

BAA Stansted Ltd., 2008 planning application - Generation 2 second runway project:-
" Environmental Statement (Volume 7) — Employment
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CASE STUDY: Doncaster MBC & Robin Hood Airport Doncaster Sheffield (RHADS)
Improved economic assessment of aviation - capturing economic benefits

Robin Hood Airport Doncaster Sheffield (RHADS) opened as a new international airport in
2005. The conversion of the former RAF Finningley base into civilian use included the
opportunity to redevelop the airport camp adjacent to the new passenger terminal for a range
of business uses including air related, office, training and marketing, residential and general
business parks.

Doncaster MBC in partnership with the airport owner, Peel Holdings Ltd., and the Regional
Development Agency, Yorkshire Forward, has been proactive in establishing RHADS as a
major catalyst for regeneration based around three themes:

1) skills and training;
2) marketing and inward investment; and

3) improving infrastructure.

1) Skills and training

As part of the planning agreement when the airport opened there was a requirement for the
airport operator to support activity designed to capture the local economic and social benefits
of the airport.

Peel Holdings Ltd. agreed to lease former RAF offices to support this initiative and an informal
partnership of key employment and training providers was established in order to respond
effectively to the emerging employment and training opportunities arising from the
development of RHADS. The initiative was branded 'Directions Finningley'.

With £750,000 of funding provided by Yorkshire Forward the office was remodelled to provide
an operational base for the jobs and training facility, which included a common reception area,
meeting, seminar and training rooms.

The broad range of services provided included information, advice and guidance, initial
handling of all employment enquiries, matching enquiries to notified vacancies, customised
recruitment services for employers, access to on- and off-site training provision, work
experience and placement opportunities.

'‘Directions Finningley' established strong relationships between the airport operator, airport-
related employers and key delivery agencies. This placed them in a unique position to gain
intelligence in relation to new and emerging economic development opportunities within
aviation and to make connections with relevant agencies and initiatives beyond the initial
employment and training focus for which 'Directions' had been established.
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Through one such connection with Marshall Aerospace, 'Directions' became aware of skills
shortages within the aviation sector, particularly in relation to qualified certifying engineers and
other aspects of aviation engineering. The developing relationship with Marshall Aerospace
and others gave RHADS a specific opportunity to redevelop a derelict hangar to provide a
specialist environment for the training of aviation engineers in parallel with the creation of a
'live" aircraft maintenance, repair and overhaul operation (MRO).

This concept, funded by the Regional Development Agency, embraced aviation education and
training within a setting capable of providing high-level operational experience within an
expanding industrial sector. The concept evolved into what became a National Aviation
Training Academy, supported by 'Directions' originally in partnership with Marshall Aerospace
and now operated by BAE Systems, who have established their national training centre at
RHADS and are putting all their apprentices through the facility prior to being seconded to
military air bases throughout the UK.

2) Marketing and inward investment

Since its initial inception, Doncaster MBC, has always recognised Robin Hood Airport as a
strategically important catalyst for the future economic prosperity of Doncaster with the
aviation sector being an important driver for new employment and training opportunities.

In 2008, the Council launched a funded programme called 'Take off at the Airport'. This
programme was a three-year investment and supply chain initiative aimed at bringing new
inward investment into the 100 acres of 'aviation-related' development land surrounding Robin
Hood Airport and ensuring that Doncaster businesses and residents benefit from these new
investments.

A team was formed, headed up by professionals recruited from within the aviation industry
who worked proactively to bring forward new aviation-focused companies on-site at RHADS.
The team travelled and exhibited world-wide and made contact with many key individuals
within the aviation sector including the British Aviation Group*®, a number of regional
aerospace alliances and key businesses.

The team managed to land a number of key successes on-site including '‘Bespoke Training
Services', 'Redline Aviation', 'Kinch Aviation', 'ACT Technicians Ltd', 'BAE Systems', and the
‘Vulcan to the Skies Trust', all forward-thinking aviation-related companies who have seen
Robin Hood Airport as an ideal location to support their future growth. In addition, the team -
although not concentrating activity on new route development - have supported the airport
operator, Peel Airports Ltd., with funding and route development activities that resulted in new
routes and increased business from Easyjet and Air Lingus.

Robin Hood Airport is an airport that right from its inception has been developed in partnership
between the airport operator and local support agencies. Based on the above it can clearly be
seen that airports can act as a catalyst for significant public and private sector investment and
regeneration.

'® The British Aviation Group (BAG) is the leading representative body for UK companies involved in the
airport and aviation development sector, http://www.adsgroup.org.uk/pages/87011355.asp.
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3) Improving infrastructure

Recognising the role of RHADS as a catalyst for growth in the Sheffield City Region, a
submission was made to the Government's first round of Regional Growth Fund (RGF)
bidding for the 'Gateway to the Sheffield City Region' project, which along with opportunities at
the airport will deliver:

a new strategic road/rail interchange adjacent to the M18 motorway;
expansion of business parks adjacent to the airport;
regeneration of a major brownfield former colliery site; and

new residential developments.

The City Region was able to put forward such a comprehensive package because of the
interest and confidence of national private sector companies to commit to major regeneration
in this area on the back of the commitments made at the airport.

Collectively these investments are planned to create:

one million square metres of business space;
24,000 private sector jobs;

5,000 new homes;

£1.7bn of private sector investment; and

£1.1bn added to the region's GVA™ economic value by 2030 — an uplift of 3%
from 2009%°.

In recognition of the above outputs, the Department for Business, Innovation & Skills (BIS)
has conditionally offered Doncaster Council and its private sector partners £18m of funding for
transport infrastructure to connect the airport to the national motorway network.

9 Gross value added (GVA) is an economic measure of the value of goods and services produced in
an economic sector/industry/area, consisting of 'output’ minus 'intermediate consumption'.

2 Experian regional economic model used to inform the Regional Growth Fund (RGF) bid.
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6 A 'noise envelope' to reduce actual noise impacts

Scoping document questions:-

5.5 How, and within what constraints, can aviation growth occur as technological
developments and improved operating procedures reduce CO,, pollutant emissions and
noise impacts?

5.6 How should decision-makers address trade-offs or competing interests, where these occur
both (a) between different aviation objectives, e.g. CO, emissions versus local noise
reduction, and (b) between aviation and other sectors, e.g. airspace use versus renewable
energy objectives, or the use of land for maintaining a viable network of smaller airfields
versus housing development?

5.22 Can we extract more capacity out of the UK’s existing airport infrastructure? Can we do
this in a way which is environmentally acceptable? To what extent might demand
management measures help achieve this?

5.40 What do you consider to be the most significant impacts — positive and negative - of
aviation for local communities? Can more be done to enhance and / or mitigate those
impacts? If so, what and by whom?

5.43 What are your views on the idea of setting a ‘noise envelope’ within which aviation
growth would be possible, as technology and operations reduce noise impacts per plane?
What do you consider to be the advantages and disadvantages of such an approach?

5.44 Is it better to minimise the total number of people affected by aircraft noise (e.g. through
noise preferential routes) or to share the burden more evenly (e.g. through wider flight path
dispersion) so that a greater number of people are affected by noise less frequently?

5.45 What is the best way to encourage aircraft manufacturers and airlines to continue to
strive to achieve further reductions in noise and air pollutant emissions (notably particulate
matter and NOXx) through the implementation of new technology?

6.01 The Government has introduced the phrase 'noise envelope'?, within which aviation

activity would increase as noise impacts per plane are reduced through technological
and operational improvements.

6.02 This is not an entirely new concept, as noise contours, quota count allocations and
movement limits are each a form of 'envelope'.

2! :Developing a framework for sustainable UK aviation: Scoping document’ (March 2011),
par.4.16, pg. 33 & 34.
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The main considerations for deriving a 'noise envelope' are:
o the definition and extent of the 'envelope’;

) the need for the 'envelope’ to provide an improving noise climate, resulting in
an actual reduction of the noise burden experienced by overflown
communities;

o greater understanding of the community response to noise and application of
this in policy;

o the incorporation of a range of metrics: Lden (used in the European
Environmental Noise Directive (END); Lmax (maximum noise of each flight);
Loo (background noise); and 'n' (number of flights);

o recognition that the quantity and frequency of events is as important a feature
as sound levels resulting from aviation activity;

o inclusion of on-airport activities resulting in 'ground noise’;
o effective monitoring and enforcement;

) the need for the Government to have challenged and verified the projected
technological and operational improvements in advance of basing any
‘envelope’ on such projections; and

o once verified, technological and operational improvements must be embedded
and accepted as normal practice prior to growth being sanctioned, in order that
the noise burden is not increased.

For any ‘noise envelope’ to be effective in terms of minimising and reducing noise
impacts from aviation, it must be accepted that a quieter aircraft remains a noisy
aircraft and each audible experience of an aircraft can be the cause of disturbance,
annoyance and stress. The gains achieved within the aviation industry from the
production of quieter aircraft over the past few decades have been overwhelmed by
the increase in the number of flights over the same time period. This reinforces the
need for meaningful movement limits to be a feature of any 'noise envelope'.

In order to develop an effective 'noise envelope’, more resource must be put into
social survey research in order to assess the community response to aviation noise.
The conditions at, and communities around, each airport must be considered on a
case-by-case basis. The different noise characteristics and sound levels from
different aircraft and helicopters must also be considered.

If appropriately developed and applied, an advantageous role of a 'noise envelope'
could be the setting of the maximum noise levels a community would expect to
experience. A 'noise envelope' could also be a route through which to achieve the
progressive reduction and potential phase-out of night flights where residents are
overflown at night.

A 'noise envelope' relating to an increased level of activity at a point in the future

should be supplemented with interim ‘envelopes’ to indicate how activity and noise
levels will be limited in the intervening period.
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Effective policy-making regarding noise management and reduction must be based
on scientifically-derived evidence, and must move us beyond reliance on 'total noise'.
An essential pre-requisite is a better understanding of the impacts of noise on
overflown communities. This would embrace the number of flights, timing of flights —
day/night, predictability of flightpaths, etc.. Aggregation of impacts through the use of
‘total noise' does not adequately address localised impacts.

It is notable that the drive to reduce carbon emissions through technological
improvements could lead to a deleterious change in the noise environment, and this
must be avoided. Aircraft design and operations should be optimised for the
reduction of noise in the stage of flight up to 5,000 feet.

Helicopter activity should be included in a new noise management regime, to
address the associated impacts. Impacts from helicopter flights are related to the fact
that the craft are flown using visual reference to the layout of buildings, transport
routes, open spaces, etc. on the ground (‘visual flight rules'), i.e. not along any
predefined routes; the craft tend to be flown at lower altitudes than aircraft; and
helicopters have specific noise characteristics.

The evolving noise management regime must also include a component to deal with
the tonality of aviation noise, and to assess unregulated aviation activity that is
considered to be a problem, e.g. a turboprop aircraft being used for parachutists.

All these issues are particularly pertinent in the context of reform of the planning
system. New, up to date guidance is required to replace the outdated PPG 24 —
Planning Policy Guidance note 24, 'Planning and Noise'. Threshold criteria for noise
reduction and management associated with aviation — both noise-producing
developments and noise-receiving developments — must be produced as national
guidance.

For any 'noise envelope' to have worth there must be fully inclusive involvement in

the agreement of effective monitoring and enforcement measures, which must be in
place from the outset of the 'noise envelope' being put into effect.
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7 Impacts of concentration and dispersion of flightpaths

Scoping document questions:-

5.40 What do you consider to be the most significant impacts — positive and negative - of
aviation for local communities? Can more be done to enhance and / or mitigate those
impacts? If so, what and by whom?

5.41 Do you think that current arrangements for local engagement on aviation issues, e.g.
through airport consultative committees and the development of airport master plans, are
effective? Could more be done to improve community engagement on issues such as noise
and air quality? If so, what and by whom?

5.44 Is it better to minimise the total number of people affected by aircraft noise (e.g. through
noise preferential routes) or to share the burden more evenly (e.g. through wider flight path
dispersion) so that a greater number of people are affected by noise less frequently?

5.45 What is the best way to encourage aircraft manufacturers and airlines to continue to
strive to achieve further reductions in noise and air pollutant emissions (notably particulate
matter and NOX) through the implementation of hew technology?

7.01 The 'noise envelope' concept also incorporates the issues of concentration and
dispersion of flightpaths. The policy approach in recent years has been towards
‘concentration' meaning the same portion of the population experience the full
burden of the overflights although the number of people affected is minimised. The
use of a range of departure flightpaths constitutes 'dispersion’, thus affecting each
overflown community for less time overall, but a greater number of people in total.

7.02 The debate now covers the issue of concentration or dispersion within 'noise
preferential routes' (NPRSs) - concentration within the NPR, e.g. along the centre line,
or dispersion across the whole NPR. There is the added possibility of more
concentration of routes within or around an NPR that could be used at different
times.

7.03 The development of more accurate aviation navigation technology - 'P-RNav' - has
enabled the operation of such precise flightpaths. The use of such technology must
be informed by social surveys to capture the views of the populations likely to be
affected by the activity. Conditions in each area and input from the affected
populations must become a routinely included element in airspace management, in a
manner that means this input is used as a decision-making factor.

7.04 The technological improvement achieved by aircraft manufacturers in reducing the
noise certification level for aircraft types is not in itself capable of providing sufficient
reduction in the noise burden of aviation activities.

7.05 Minimising noise nuisance is the priority at lower flight levels - below 5,000ft.
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The comprehensive discussion of noise management issues undertaken at the
Public Inquiry (PI) for Terminal 5 at Heathrow Airport covered the effect that the
number of flights has on overflown communities, indicating the importance of this
feature alongside noise certification controls. The Government's stated intention®” for
their 'Attitudes to Noise from Aviation Sources in England' (ANASE) study derived
from that debate and sought to assess the limitations of the noise index 'Leq®, as
well as informing any future consideration of the air transport movement (ATM)
condition applied at Heathrow.

Due to the Government's subsequent dismissal of their ANASE study, noise
management policy has not moved on in the UK, and has not addressed those same
points discussed at the Heathrow Terminal 5 Public Inquiry in such detail more than
a decade ago. Further research that moves us on from ANASE, and the 'Aircraft
Noise Index Study' (ANIS, 1984) is essential for informing concepts such as a
satisfactory 'noise envelope'. In Europe, aviation noise policy has been advanced in
recent years and therefore the Government should look to European examples of
best practice.

A supplementary paper — 'New evidence on aircraft noise annoyance'® - is being
submitted with this SASIG response. This paper was written by Mike Rickaby,
Environmental Protection Officer at Hillingdon LB, and a previous version has been
published in the Institute of Acoustics Bulletin. This research identifies that UK
aviation noise policy underestimates the scale of annoyance likely to result from
aviation noise impacts, and that the objectives of the ANASE study remain unmet —
the suitability of the noise metric '‘LAeq, 16h' as an indicator of community
annoyance, the importance of the quantity of flights, the relative importance of
aviation activity at different times of day and night, and determining people's
‘willingness to pay' to reduce annoyance from aircraft noise. There remains an urgent
need for the Government to update noise policy and further investigate the
annoyance relationship for aircraft noise.

Advice supplied to the Government to date — notably at the Heathrow Terminal 5
Public Inquiry — has yet to be enacted, and in fact, has been considerably subverted
by the previous Government's concerted efforts to remove movement limits from
legislation when the Civil Aviation Act 2006 was being drawn up. It remains clear that
the historical 57 dB Leq noise contour is now inadequate as a noise measure.

The need for controls on the number of air transport movements is also relevant
when considering the air traffic management practices of either concentrating or
dispersing flightpaths.

22 Secretary of State for Transport, Local Government & the Regions - Stephen Byers.
%% ¢q - €quivalent continuous sound level.

24 'New evidence on aircraft noise annoyance', Oct. 2011, Mike Rickaby, Environmental Protection
Officer, Hillingdon LB.
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A greater understanding of the community response to aviation noise is an essential
prerequisite for an improved aviation noise management and reduction regime. We
recommend that the Government resource annual studies in order to inform,
educate, advise and record this relationship, supplying robust annual surveys
capable of supporting policy-making. In this context, the ‘Government' should include
the Department for Transport (DfT), Department for Environment, Food & Rural
Affairs (Defra), Department for Communities and Local Government (DCLG) and
Department of Health (DoH). In addition, an appropriate way in which to involve the
Research Councils and academic institutions should also be considered.

The noise contours at which noise management policy is applied should in the first
instance be extended further from airports to more accurately cover the affected
population, then be progressively supplemented with mapping of the affected
population, thus moving away from the use of modelled, averaged impacts in policy-
making. The advantage of Leq noise contours in terms of the ability to make
historical comparisons should not be lost, i.e. data for Leq contours should continue
to be collected and presented. However, these should have reduced prominence in
policy-making.

Flightpaths should not be moved from the existing noise preferential routes (NPRS)
without full consultation of the communities affected. Whether concentration on
specific paths within NPRs or dispersal routes across NPRs is preferable will vary
between airport locations and between NPRs. These operational measures should
be determined locally, by airport, in accordance with the communities affected. It
must be recognised that different airports will need different policies.

Where there is local preference for any particular system, the providers of air traffic
control and airspace management should be required to facilitate implementation.
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8 Progression towards a ban on night flights where residents are overflown

Scoping document questions:-

5.40 What do you consider to be the most significant impacts — positive and negative - of
aviation for local communities? Can more be done to enhance and / or mitigate those
impacts? If so, what and by whom?

5.43 What are your views on the idea of setting a ‘noise envelope’ within which aviation
growth would be possible, as technology and operations reduce noise impacts per plane?
What do you consider to be the advantages and disadvantages of such an approach?

5.46 What are the economic benefits of night flights? How should the economic benefits be
assessed against social and environmental costs?

5.47 How can the night flying regime be improved to deliver better outcomes for residents
living close to airports and other stakeholders, including businesses that use night flights?

5.48 Should extended periods of respite from night noise be considered, even if this resulted
in increased frequency of flights before or after those respite periods?

....................................................................................................................

8.01 Any 'noise envelope' for night flying where residents are overflown should be part of
a staged phasing out of night flights, thus progressing towards an eventual night
flight ban.

8.02 Once a transparent, accepted economic methodology has been developed, its
application to night flights can inform this phase-out.

8.03 The economic analysis of night flights needs to include costs for the negative health
impacts of night flights: people not being able to get to sleep; once asleep, being
disturbed; having been disturbed, not being able to get back to asleep again; and
being woken early. One way in which these costs could be illustrated is to relate
them to lost economic output resulting from the impaired productivity of a workforce
comprising sleep-deprived, stressed and unwell employees.

8.04 In the improved economic analysis, airline business models using night flights should
be assigned a negative weighting to represent the more damaging impacts of such
flights, with the aim that this be part of the package of penalties supporting the phase
out of night fights where residents are overflown.

8.05 As already discussed, movement limits are an essential feature of controls as they
closely represent one feature of the impacts on communities the controls should be
protecting. The dual features of the current night flying regime at the three airports
designated for such controls — Heathrow, Gatwick & Stansted — must be retained, i.e.
both 'movement limits' and noise 'quota counts'. This scheme must however be
improved, as the case study below illustrates how ineffective the scheme has been in
terms of reducing noise impacts.
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8.06 The specification of any night flying regime must be founded on a positive,
productive relationship between an airport operator and the resident, business and
other populations around their airport. This provides for variation in regimes between
airports, as determined locally and reflecting the characteristic operations at each
airport.

9 Integration with climate change policy

Scoping document questions:-

5.30 What do you consider to be the most significant impacts of aviation, including its
non-CO, emissions, on climate change? How can these impacts best be addressed?

! 5.32 How effective do you believe the EU ETS will be in addressing the climate impacts of
i aviation? Should the UK consider unilateral measures in addition to the EU ETS? If so, what?

i 5.33 What is the best way to define and quantify the UK'’s share of the CO, emissions
. generated from international aviation?

5.34 What is the potential for increased use of sustainable biofuels in aviation and over what
1 timeframe? What are the barriers to bringing this about?

+ 5.35 What mechanisms could the Government use to increase the rate of uptake of
' sustainable biofuels in the aviation sector? In particular, how can we accelerate the
i successful development of second generation biofuels?

' 5.30 What do you consider to be the most significant impacts of aviation, including its non-CO,
i emissions, on climate change? How can these impacts best be addressed?

i 5.31 What role should aviation play relative to other sectors of the economy in reducing
' greenhouse gas emissions in the medium and long term?

i 5.32 How effective do you believe the EU ETS will be in addressing the climate impacts of
i aviation? Should the UK consider unilateral measures in addition to the EU ETS? If so, what?

5.39 What scope is there to influence people and industry to make choices aimed at
reducing aviation’s climate change impacts, e.g. modal shift, alternatives to travel, better
information for passengers, fuller planes, airspace management (which can also help
reduce local environmental impacts)?
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The Government’s response to the Committee on Climate Change (CCC) advice that
aviation growth to 2050 should be no more than a 60% increase on 2005 passenger
numbers (55% on 2005 air transport movements (ATM)) did not clearly articulate an
appropriate course of action to comply with the CCC advice.

In order to reconcile aviation growth forecasts with climate change targets, and bring
the aviation sector in line with all UK sectors required to reduce their climate change
emissions, the Government must:

o revisit their passenger demand and carbon dioxide emission forecasts to
explain discrepancies;

o assess and verify projected claims of technological gains prior to making policy
and expansion decisions based on such claims; and

o validate the credentials of biofuels prior to progressing policy in this area to
reflect the associated issues: land take — avoiding exacerbation of deforestation
and not competing with food supply; lifecycle analysis of production techniques
— resource inputs and pollution outputs; and safe fuel mix proportions for
aviation.

We would like to question the evidence the passenger demand and carbon dioxide
forecasts are based upon and ask what purpose they have been developed for.

We call on the UK Government to supply a clear, concise statement on their position
in relation to aviation and climate change in order that it can be used in local
planning considerations.

How will activity be managed across all UK sectors in order to achieve a fair spread
across the available carbon budget?

Climate change commitments tie-in directly with considerations of airport capacity,
which have yet to be considered in this policy review.

As discussed already, an improved economic assessment should include accurate
costs for the full range of aviation’s climate-changing emissions, as informed by
emerging scientific understanding. The marginal abatement cost (MAC) curve
analysis is a useful tool for understanding the possible impacts of certain policy
options on reducing CO, emissions. Although the qualitative assessment included
noise and air quality impacts, further detailed analysis of these non-CO, emissions
impacts is needed in order to provide a more consistent analysis of the impacts of
policy measures.

Addressing the deficiency of the previous aviation policy in terms of the exclusion of

climate change considerations is very overdue, and it is reasonable to expect the
newly developing national aviation policy to remedy this.
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The scheme that is intended to deal with managing carbon emissions, the EU
Emissions Trading Scheme (EU ETS), still has major hurdles to pass if it is to begin
operating, let alone be effective in reducing carbon emissions. A legal challenge from
US airline operators, the availability of free allocations, and the level at which the
emissions cap is to be set, all combine to severely jeopardise any improvements
towards the goal of climate stabilisation.

It remains the fact, too, that the EU ETS is designed to only consider carbon
emissions, not the other climate change emissions produced by the aviation sector.
There remains the need to introduce a mechanism through which these emissions
are reduced.

Due to fuel forming a considerable proportion of the airline operating costs this
constitutes a clear incentive for airline businesses to minimise their fleet fuel
consumption. A commensurate reduction in carbon emissions comes from reduced
fuel consumption; however, this is easily negated in circumstances of increasing
aviation activity. The expression of fleet fuel efficiency ‘per passenger km’ belies the
total amount of fuel consumed along with the associated emissions.

We accept that climate change is important, however, in the context of securing an
improvement overall, noise must be prioritised at lower altitudes of flight. For the
section of flight up to 5,000ft, improvement efforts should focus on reducing noise,
not climate change, impacts.

Some degree of demand management will be needed in order for the aviation sector
to meet the required targets for avoiding the most damaging effects of climate
change. This should be supported by investment in cleaner modes of travel and
alternatives to travelling such as videoconferencing.

As climate change is an international issue, we urge the UK Government to continue
seeking agreement at this level, not to allow the EU ETS to be presented as a
reason to delay international action, and to set international aviation emissions
targets via the UK Climate Change Act.
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10 Integration with national rail policy

Scoping document questions:-

5.5 How, and within what constraints, can aviation growth occur as technological
developments and improved operating procedures reduce CO,, pollutant emissions and
noise impacts?

5.17 Can regional airports absorb some of the demand pressures from constrained airports
in the south-east? What conditions would facilitate this?

5.18 What more can be done — and by whom — to encourage a switch from domestic air
travel to rail?

5.19 How could the benefits from any future high speed rail network be maximised for
aviation?

5.20 How can regional airports and the aviation sector as a whole support the rebalancing of
the economy across the UK?

t 5.22 Can we extract more capacity out of the UK’s existing airport infrastructure? Can we do
i this in a way which is environmentally acceptable? To what extent might demand
: management measures help achieve this?

5.23 How can we support Heathrow’s hub status within the constraints of its existing
capacity? Can we do this in a way which is environmentally acceptable?

5.27 What provision, if any, should be made for regional access into congested
airports?

5.40 What do you consider to be the most significant impacts — positive and negative - of
aviation for local communities? Can more be done to enhance and / or mitigate those
impacts? If so, what and by whom?

5.41 Do you think that current arrangements for local engagement on aviation issues, e.g.
through airport consultative committees and the development of airport master plans, are
effective? Could more be done to improve community engagement on issues such as noise
and air quality+? If so, what and by whom?

[+] and surface access

89



10.01

10.02

10.03

10.04

10.05

10.06

10.07

National Aviation
Policy Review —'Scoping
Document' Consultation

STRATEGIC AVIATION SPECIAL INTEREST GROUP 28 October 2011

of the Local Government Association

SASIG Meeting Item 6

SASIG has long been a proponent of integrated transport hubs being developed at
airports — for use by non-aviation related travellers, as well, of course, for airline and
airport staff and passengers.

The absence from the policy review so far of assessing aviation capacity provision
compromises such integration. The development of aviation policy needs to be
coordinated with other national transport policies, in particular that for high-speed rail
(HSR).

When considering such integration it is important to recognise that not all journeys,
start, finish or pass through London.

Although a number of UK airports have direct rail services, the quality of overall
provision is substandard. SASIG wishes to see minimum standards for air passenger
provision set in rail franchise contracts — for instance, timetabling in coordination with
airline schedules, services covering early morning and late night periods, and secure
luggage storage and transfer.

The provision of surface access associated with airports is an area that lends itself to
the application of practical constraints within which aviation growth can occur, such
as:

. surface access target(s) based on a ratio of 'air passenger numbers' to 'trips by
public transport’;

. surface access target(s) based on a ratio to take account of local highway
conditions in terms of capacity & congestion; and

. surface access target(s) tied to passenger numbers not air transport
movements (ATMSs), as the use of larger planes results in more surface access
trips to and from airports for the greater number of passengers using the
airport, yet a target linked to ATMs does not accommodate the need for more
provision and use of public transport surface access trips.

A greater understanding of the scale of impacts in terms of surface access needs to
be embedded in consideration of aviation activities. This is essential not only for
future provision, but also to address the existing conditions.

A specific element of the new aviation policy must be the requirement of financial
provision on an ongoing basis from airport and airline operators for the supply and
improvement of passenger and staff surface transport services. For instance, a levy
on each car journey or car parked at an airport could be imposed, with revenue
raised being used to promote and provide alternative services replacing the need for
such trips to be made by private car. It is not acceptable that such services have to
be provided by local operators with airport operators choosing whether or not to
provide supporting finance.
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10.08 The provision of new high-speed rail services for the UK must not be allowed to
consume all available funds, Government time and consultation efforts to the
expense of achieving improvements to the existing network. For instance, minor

changes could improve connectivity on the East Coast Mainline for both freight and
passenger trips.

10.09 The table below illustrates the generally slow progress in improving the use of public

transport for accessing airports, as recognised to be the case in the Government's
'Low Carbon Transport to Airports Project Report' (July 2011)%.

Public Transport Usage at Selected UK Airports - 2006-2009

Year 2006 2007
Airport PT % No. pax (millions) PT % No. pax (millions)
Gatwick 35.4 12.1 35.1 12.3
Heathrow 35.6 24.0 38.4 26.1
Luton 30.1 2.8 29.9 3.0
Manchester 9.6 2.1 10.8 2.4
Stansted 39.6 9.4 44.6 10.6

Year 2008 2009
Airport PT % No. pax (millions) PT % No. pax (millions)
Gatwick 36.2 12.4 37.5 12.1
Heathrow 38.0 25.4 40.0 26.4
Luton 33.8 3.4 31.0 2.8
Manchester 10.4 2.2 13.0 2.4
Stansted 46.9 10.5 47.3 9.4

Sources: Civil Aviation Authority (CAA) Passenger Surveys
(http://www.caa.co.uk/default.aspx?catid=81&pagetype=90&pageid=7640)
Civil Aviation Authority (CAA) Traffic Statistics
(http:/lwww.caa.co.uk/default.aspx?catid=80&pagetype=88&sglid=3)
These results are based on a departure survey only. The assumption, for weighting purposes, is that
arriving and departing passengers share the same modal characteristics.

Detailed modal splits are available: aviation.intelligence@caa.co.uk, (020) 7453 6282.

%% 'Department for Transport Low Carbon Transport to Airports Project Report', July 2011.
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CASE STUDY: Cornwall Council and Newquay Cornwall Airport
Integration with national rail policy

The connectivity provided by an airport such as Newquay Cornwall Airport - located within the
peripheral region of Cornwall — can be of significant importance in an area with otherwise poor
transport infrastructure. This is further compromised by the distance from key markets, acting

as a constraint on business and therefore growth, productivity and competitiveness.

In relation to those parts of the country that are proposed to be connected via a hew high-
speed rail line, this increased connectivity serves to further emphasise the general lack of
connectivity — and hence importance of aviation services — in a region such as Cornwall.

The significant Government investment being put in to developing plans for high-speed ralil
(HSR) between London and Birmingham, with later extensions further north, will not actually
help a peripheral region such as Cornwall. The extent to which HSR, as proposed, further
exacerbates the region's lack of connectivity should be recognised.

CASE STUDY: Integration with national rail policy
Manchester Airport

The integrated transport hub at Manchester Airport, ' The Station’, links local and national
coach, bus, train — and in 2016, tram — services. 'The Station' is linked to the terminal
buildings by 'Skylink' moving walkways.

There is a network of local and regional buses running daily from early morning to late night,
including weekends and Bank Holidays, providing a 24-hour bus service operating to/from
Manchester Airport.

National Express, the UK's largest operator of scheduled coach services, operates direct to
and from 'The Station'.

There are frequent, direct rail services running 24 hours a day, 7 days a week. Up to 9 trains
an hour link the airport to Manchester Piccadilly station in the city centre, where connections
can be made to fast rail services countrywide.

A metrolink to Manchester Airport also features in package of 15 transport schemes in Greater
Manchester that were awarded a special fund of £1.5 billion in May 2009. This tram line is due
to open in 2016 and will provide a tram every 12 minutes between Manchester Airport and
Manchester City Centre. In addition to linking with rail services from Manchester Airport,
improved links with bus services will be provided through the new interchange at
Wythenshawe town centre.

http://www.manchesterairport.co.uk/manweb.nsf/Content/Train
http://www.metrolink.co.uk/futuremetrolink/airport-line.asp
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11 Provision and improvement of surface access connections with airports

Scoping document question:-

! 5.5 How, and within what constraints, can aviation growth occur as technological :
i developments and improved operating procedures reduce CO;, pollutant emissions and i
! noise impacts? :
: 5.38 What more can the UK aviation industry do to reduce the climate change impact of its :

i ground operations and surface access to and from the airport (which can also help reduce
local environmental impacts)?

11.01  Surface access has often tended to be overlooked, insufficiently resourced, and
regarded as an after thought following on-airport developments. This results in
congestion, delay and poor air quality associated with surface access trips around
airports whether or not they are associated with aviation activities.

11.02 The complex issue of airport surface access has a range of characteristics that are
represented in the agreed SASIG principles, prepared in order inform the production
of Airport Surface Access Strategies, and achieve greater gains in the provision of
improved surface access associated with airports. The 'SASIG Principles for Airport
Surface Access Strategies (ASAS)' are presented as a supplementary report to this
consultation response.

11.03 Practical suggestions for meaningful constraints are:

. surface access target(s) based on a ratio of ‘air passenger numbers' to ‘trips by
public transport’;

. surface access target(s) based on a ratio to take account of local highway
conditions in terms of capacity & congestion; and

. surface access target(s) tied to passenger numbers not air transport
movements (ATMs), as the use of larger planes would result in more surface
access trips to and from airports for the greater number of passengers using
the airport, yet a target linked to ATMs would not require more provision and
use of public transport surface access trips.

CASE STUDY: Hounslow LB, Hillingdon LB, Windsor & Maidenhead RB,
Slough BC, Spelthorne BC & Heathrow Airport

Provision and improvement of surface access connections with airports

In support of the Heathrow expansion proposals for a third runway and new terminal, a 6%
increase in the modal share of non-transfer passengers using public transport was proposed
(comparing 2004 levels with those forecast for 2030). This use of a target based on '% modal
share' masks the huge number of non-transfer passengers forecast to be accessing the
airport by car. Over the same time period, 28 million passengers accessed the airport by car
in 2004, with this figure forecast to rise to 53 million passengers accessing the airport by car in
2030 accounting for a third runway and sixth terminal. The implications of this considerable
impact on the road network were simply overlooked. How can the local road network be
expected to cope with such an increase when there are existing congestion, delay and air
pollution issues?
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Community involvement

Scoping document questions:-

5.39 What scope is there to influence people and industry to make choices aimed at
reducing aviation’s climate change impacts, e.g. modal shift, alternatives to travel, better
information for passengers, fuller planes, airspace management (which can also help
reduce local environmental impacts)?

5.40 What do you consider to be the most significant impacts — positive and negative - of
aviation for local communities? Can more be done to enhance and / or mitigate those
impacts? If so, what and by whom?

5.41 Do you think that current arrangements for local engagement on aviation issues, e.g.
through airport consultative committees and the development of airport master plans, are
effective? Could more be done to improve community engagement on issues such as noise
and air quality? If so, what and by whom?

5.42 Do you think that current arrangements for ensuring sustainable surface access to and
from airports, e.g. Airport Transport Forums and airport surface access strategies, are
effective? Could more be done to improve surface access and reduce its environmental
impacts? If so, what and by whom?

Experience from the SASIG membership regarding community involvement, in its
many and varied forms, has been mixed.

With respect to Airport Consultative Committees (ACCs), their effectiveness is
very strongly influenced by the Chairman and Committee representatives, with the
Committee being negatively compromised in instances where some big personalities
dominate the agenda & debate.

ACCs are also open to abuse as simply being sources of information, as there are
few built-in incentives for the operator to take action, nor for productive input from
attending representatives.

It seems that too much - but also too little - has been expected of ACCs; as with all
fora, there are inherent limitations and flaws.

One such limitation is that the good relationships that have been built up over recent
years can all be lost virtually overnight where airport operating companies change
ownership or management personnel.

To the other extent, community involvement, including financial support, should be a
requirement not an optional extra for airport operators.
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The 'airport' is a business, and the operator is therefore quite right to want to run
their business as well as possible according to their business needs. ACCs can be a
window into that business if the airport operator supports that. The Government
should not misunderstand that ‘window' as necessarily constituting greater
involvement, influence or acceptance on the part of the Committee representatives.

It should be recognised that there is no 'standard’ way in which ACCs operate and
the role and operation of ACCs differ according to the airport operator and the
circumstances of the airport.

The requirement that airport operators provide consultative facilities is welcomed,
however, this has limited value if there are no tangible outcomes from such
consultation; the requirement to consult is not in itself an outcome.

A failing of ACCs is that aspirations get falsely raised, with the value of ACCs being
lessened in situations where:

. the airport operator "consults" on a development where the basic decision had
already been taken, e.g. a second runway at Stansted Airport;

. the community want a change in airport operations but that change is not in the
airport operator's business interests, the operation is properly permitted, and
therefore no change occurs, e.g. AirAsia night flights at Stansted Airport; and

. the community expects more from the airport operator than they are willing, or
able, to provide, e.g. Noise Action Plans (NAPs) and Airport Surface Access
Strategies (ASASS).

This is the context in which the potential advantages of Consultative Committees
have been recognised, for instance:

o the supply of regular — and, ideally, timely — information from the airport
operator on areas of interest to the Committee;

o the opportunity for representatives to raise the issues that they wish to see
addressed; and

o a route through which greater accountability could be required of an airport
operator.

All ACCs should be required to supply and maintain up to date, easy to use websites
for the provision of public information, including agendas, reports and minutes of
meetings.

SASIG welcomes the Government's commitment in the Scoping Document to
proceed with a review of Airport Consultative Committees; these comments will be of
use in this regard as the role and value of ACCs is revisited. We would be grateful if
the Department for Transport were to add detail to what their programme might be
for this review of ACCs.
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12.14  Air Transport Forums (ATFs) are appropriate for discussing local issues, however,
not for national issues. ATFs have the potential to be a route through which transport
links to and from airports could be improved, and they need to be used in this
manner.

12.15 Airport master plans (AMPs) are business development bids in which the scale
and nature of an airport operator's aspirations for their business should be clearly set
out. The absence of this information can result in greater uncertainty, which is an
unwanted dimension in the development of open, productive working relationships.
Where uncertainty can be minimised, progressive communications can be
maximised. The use of an airport operator's AMP by Local Planning Authorities as a
material planning consideration is at the discretion of each LPA. SASIG agrees with
the Government that AMPs are "non-statutory documents"?. Airport master plans
(AMPs) need to be flexible and reviewed frequently. The development of a standard
content framework for airport master plans (AMPs) would be welcomed.

12.16  Airport Surface Access Strategies (ASASs) provide the opportunity for airport
operators to set out how they will deal with the surface access implications of their
operations. Produced in consultation with the Local Authorities, local operators and
local communities, they can address the issues and provide a strategy for the
provision of services. New passenger transport services require financial backing
both to start and for promotion and the ASAS can provide the strategy for investment
where the airport operator is willing to make the necessary contribution.

12.17  Submitted with this consultation response is a supplementary paper setting out the
'SASIG Principles for Airport Surface Access Strategies (ASAS)', to be used to
inform the production of ASASSs.

CASE STUDY: Broadland DC & Norwich Airport

Community involvement — Airport Consultative Committee (ACC) experience

The Norwich Airport Consultative Committee has been of value for engaging the local
community through the Parish Councils and other stakeholders; however, the ACC has been
of less value to the District Council. The airport spans administrative boundaries and on this
basis a Norwich Airport Joint Advisory Committee has been set up, consisting of the airport
operator, Broadland DC and Norwich City Council. It must be acknowledged that the
advantage of this Joint Advisory Committee (JAC) derives from the involvement of both Local
Authorities covered by the administrative overlap, and therefore their joint working with each
other and the airport operator on common issues. Another benefit of this additional JAC is that
regular dialogue is promoted.

%% 'Developing a framework for sustainable UK aviation: Scoping document' (March 2011), par. 4.7,
pg.31.
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CASE STUDY: Tandridge DC & Gatwick Airport

Community involvement — Airport Consultative Committee (ACC) experience

Gatwick Airport Consultative Committee (GATCOM) membership has been increased yielding
a higher number of representatives across the industry and locally. This obviously leads to a
difficulty for the Secretariat in producing papers or responses to consultation that all would
agree with. However, the presentation of such papers to this broad representation provides an
opportunity for reactions and positions to be aired and discussed, even if consensus cannot
be reached.

Good debate does ensue and there is often concord, particularly when it comes to treatment
by the rail authorities of the Gatwick Express.

The Committee works well as the representatives try to balance the advantages of the airport
against its disadvantages.

Other issues for consideration

Scoping document question:-

which you consider to be relevant to the development of the aviation policy framework, please

5.49 If you have comments on any strategic issues not covered in this scoping document, ,
include them in your response. ;

13 Compensation for physical development of airports

13.01 The current process for parties to claim compensation for the physical development
of airports is the Land Compensation Act, through which payments are made when
the development is brought into use. This has worked well for road and rail
developments, however, in relation to airports, there can be a long delay between
land being taken for development and that development coming into use. The
compensation process must be improved to address this unreasonable delay.
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Annex B

OFFICE FOR NATIONAL STATISTICS - ANNUAL BUSINESS SURVEY (ABS) 2009;
SECTION H 'TRANSPORT AND STORAGE'

Release Date 14/06/11; data has been collected under SIC (2007); please see ABS
'‘Background Information' for further details.

ANNUAL BUSINESS SURVEY; SECTIONS A-S WHOLE ECONOMY
Release Date 14/06/2011

Data has been collected under SIC (2007).

Please see ABS Background Information for further information.

Standard Industrial

Classification (Revised Approximate gross

2007) Section Division Description valug ado!ed at
Group Class basic prices
2009; £ million
A-s® _Agriculture, fishing, production, construction,
distribution and service industries 910,739
G Wholesale and retail trade; repair of motor 149,450
vehicles & motorcycles.
C Manufacturing 130,227
M Professional, scientific and technical activities 104,788
J Information and communication 86,583
F® Construction 70,599
N Administrative and support service activities 66,584
H Transport and storage 57,512
K (Part) Financial and insurance activities 55,138
I Accommodation and food service activities 29,818
D Electricity, gas, steam & air conditioning supply 29,191
L Real estate activities 26,517
Q Human health and social work activities 23,839
B Mining and quarrying 23,023
R Arts, entertainment and recreation 17,055
E Water supply, sewerage, waste management, 15,168
& remediation activities
S Other service activities 13,732
P Education 9,982
A (Part) “Agriculture, forestry and fishing 1,533

@ Gross value added for Group 41.1 (Section F) — Development of building projects, is included to meet
user needs although not considered a National Statistic.
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ANNUAL BUSINESS SURVEY (ABS); SECTION H 'TRANSPORT AND STORAGE'
Release Date 14/06/11; data has been collected under SIC (2007); please see ABS
'‘Background Information' for further details.

Standard Industrial Classification (Revised Description Approximate gross value
2007) Section Division Group Class (E million) | added at basic prices (2009)

Transport and Storage | 57,512 | a+b+c+d+e

Ranking of aviation sector ("c")
in relation to sectorsin same class:

a>d>e>c>b

Land transport & transport via pipelines a
Passenger rail transport, interurban 2,747 @
Freight rail transport 305 @
Other passenger land transport 7,590 @
Urban and suburban passenger land transport 5,321 (aa)
Taxi Operation 885 (aa)
Other Passenger land transport n.e.c 1,384 (aa)
Freight transport by road and removal senvices 11,077 (@
Freight transport by road 10,675 (aa)
Removal senices 402 (aa)
Transport via pipeline 319 @
Water transport b
Sea and coastal passenger water transport 902 (b)
Sea and coastal freight water transport 1,307 (b)
Inland passenger water transport 22 (b)
Inland freight water transport 14 (b)
Air transport c
Passenger air transport 4,879 ©
Freight air transport and space transport 208 ©
Freight air transport 208 (cc)
Space transport - (cc)
Warehousing & support activities for transportation d
Warehousing and storage 4,162 (d)
Support activities for transportation 15,540 (d)
Senice activities incidental to land transportation 5,803 (dd)
Senice activities incidental to water transportation 2,214 (dd)
Senice activities incidental to air transportation 3,656 (dd)
Cargo handling 528 (dd)
Other transportation support activities 3,340 (dd)
Postal & courier activities e
Postal activities under universal senvice obligation * (e
Other postal and courier activities * (e)
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Annex C
Tourism's Trade Imbalance — UK spend abroad, less foreign spend in UK

500

1986 19907 niasdn A 1998 2002 2006 2010

-2500

Source: International Passenger Survey illustrated in ‘Government Tourism Policy’ (March 2011)
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ITEM 7: DRAFT 'NATIONAL PLANNING POLICY FRAMEWORK'" (NPPF)
CONSULTATION

SASIG RESPONSE

Summary

This report presents the SASIG response to the Department for Communities and
Local Government (DCLG) consultation on the draft ‘National Planning Policy
Framework'.

This response was developed in consultation with the SASIG membership; thanks are
extended to those who commented on the draft response.

This response was submitted in accordance with the consultation deadline of 17
October 2011, and has been circulated electronically to the SASIG membership.
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DRAFT 'NATIONAL PLANNING POLICY FRAMEWORK' (NPPF) CONSULTATION
SASIG RESPONSE

Executive Summary

1 This response is from the Strategic Aviation Special Interest Group of the Local
Government Association (SASIG). SASIG represents 39 Local Authorities across
England, all with an interest in strategic aviation issues (see Annex A, pg.117).
These Local Authorities comprise a population of 12.5 million people, around a
guarter of the total population of England.

2 We recognise the need for reform of the planning system, and the importance of
the Government’s programme to underpin existing, and secure future, economic
growth. SASIG is eager to support those aims, as appropriate for Local
Authorities, however, a number of key issues impacting on aviation matters have
been identified by SASIG in the draft National Planning Policy Framework
(NPPF).

3 This report provides discussion of the key issues identified by SASIG, along with
questions to relevant consultation questions at Annex B, pg.119.

4 SASIG has identified the following key issues in the draft NPPF:

o The need for a spatial vision, which is essential in order to guide
development across England to ensure that impacts including climate
change and infrastructure deficits are addressed.

. The definition of sustainable development used in the draft NPPF
should be in compliance with the Government's vision for sustainable
developmentl, which derives from the 2005 'UK Sustainable Development
Strategy'.

o Conformity of the presumption in favour of sustainable development in
the draft NPPF with the presumption in favour of the Development Plan
that is already enshrined in law? must be achieved.

o A statement is required identifying how the NPPF is integrated with
other national strategies and policies, such as the national aviation
policy review, climate change commitments, quality of life & wellbeing
agendas, e.g. the designation of 'Quiet Areas' through the Environmental
Noise Directive (END).

o The draft NPPF must be underpinned by up to date, effective
guidance addressing aviation related noise.

! The Coalition Government's vision for sustainable development,
http://sd.defra.gov.uk/2011/02/the-coalition-governments-vision-for-sustainable-development/

% Section 38 (6) of the Planning and Compulsory Purchase Act 2004.
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Greater recognition is needed of the combined range of development
pressures that the planning system must take into account, assess and
approve or refuse.

Further exploration is required of the appropriate powers and
responsibilities of Local Enterprise Partnerships (LEPS) in relation to
influencing planning decisions. LEPs are directly concerned with delivering
economic growth, and are thus most appropriately constituted to provide
input along with other relevant parties to Local Planning Authorities for the
determination of planning applications (other than applications for
nationally significant infrastructure projects that will be determined by the
Major Infrastructure Planning Unit (MIPU).

Supplementary Planning Documents (SPDs) should be retained where
they improve the flexibility and speed of the planning system. Since SPDs
are often location-specific they are valuable for meeting the aspirations of
the 'localism' agenda, and facilitating locally desired development.

The proposals for Neighbourhood Development Orders require
further clarification regarding exclusions and limitations around permitted
development.

Clarification on the implementation of the 'certificate of conformity' for
existing Local Plans is needed to inform the way in which possible
conflict might be addressed. The incompatibility of the timetable for the
NPPF (2012) and the adoption of some Local Plans (2013/2014) also
needs to be addressed. The Government's recent commitment to produce
transitional arrangements is welcomed.

National planning policy must support and comply with an acceptable

national aviation policy resulting from the Government's current aviation
policy review.
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The need for a 'spatial vision'

1 The draft NPPF seeks to outline a framework for streamlining the planning
process to help deliver economic growth in accordance with the principles of
sustainable development. The draft document does not however provide a
spatial vision of how the various challenges of economic growth, climate change,
and population pressures faced in England now and in the next 20 years might
be addressed.

2 Transport infrastructure planning, improvement and provision require a national
spatial vision, and this must be added to the national planning policy framework.

Definition of 'sustainable development’

3 Sustainable development is a theme within the draft NPPF, reference being

made to the Brundtland definition®: "development that meets the needs of the

present without compromising the ability of future generations to meet their own
needs".

4 However, the definition of 'sustainable development' in the draft NPPF should be
that adopted by the Government in their 2005 'UK Sustainable Development
Strategy', which outlines detailed mechanisms for implementation of sustainable
development by:

o living within environmental limits;

o ensuring a strong, healthy & just society;
o achieving a sustainable economy;

o promoting good governance; and

o using sound science responsibly.

This set of shared principles has been adopted by the Coalition Government®*.

® Definition from the Report of the Brundtland Commission, Our Common Future, 1987.
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Presumption in favour of sustainable development

5 The principle of the presumption in favour of sustainable development is
recognised in the consultation as the primary mechanism to facilitate economic
growth. The draft framework sets out that the presumption is now the core
principle of both plan-making and development management”.

6 The emphasis on ensuring ‘sustainable’ growth is welcomed, assuming that this
accords with 'sustainable development'. SASIG recognises there is a need for
certain types of development to ensure economic growth, however, the
emphasis on achieving growth should not override existing Plans that have been
developed taking into account a strategic vision for their areas.

7 There is the possibility of conflict between the NPPF principles and existing
Plans, deriving from the presumption in favour of the Development Plan for each
area that is already enshrined in law®, and the presumption in favour of
sustainable development in the draft NPPF.

8 The Plan-led system that has evolved over recent decades may be reduced to
simply mapping statutory designations rather than providing a strategic vision for
future development.

9 It is important that existing and future plans present a strategic vision for their
area incorporating economic growth as well as other key objectives such as
quality of life and environmental management, and this must not be undermined
by the introduction of conflicting presumptions.

Integration with other national policy

10 Integration of the draft NPPF with other national policy needs further attention.
This should include the National Policy Statements (NPSs), the National
Infrastructure Plan, the evolving aviation policy and other national transport
policies, and climate change & emissions reduction policies.

* Para. 20 of the draft NPPF.
® Section 38 (6) of the Planning and Compulsory Purchase Act 2004.
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Effective guidance addressing aviation related noise

11 The draft NPPF must be underpinned by revised guidance addressing aviation-
related noise. Existing guidance - Planning Policy Guidance 24 (PPG 24):
Planning and Noise — is overdue a revision, and this planning reform agenda
provides the ideal opportunity for the Government to supply up-to-date, effective
guidance for reducing and managing the production and impacts of aviation
noise.

12  Planning Policy Guidance note 24: 'Planning and Noise' (PPG 24)° guides Local
Authorities in England on the use of planning powers to minimise the adverse
impact of noise. It outlines the conditions to be taken into account in determining
planning applications for noise-sensitive developments and for those activities
that generate noise.

13 A key element of PPG 24 is the explanation of noise categories and
recommendations of the appropriate levels for exposure to different sources of
noise. Appropriate thresholds must be set for both noise-producing and noise-
receiving land uses.

14  There is a clear need for national guidance on aviation related noise. PPG 24
must be replaced by new guidance, which will allow Local Planning Authorities to
apply a consistent approach to dealing with planning applications, and
importantly provide a robust evidence base from which to fully evaluate the
impacts of noise from noise-producing and on noise-receiving land uses.

15 The evidence base for new noise guidelines should be developed from a
combination of surveys of local communities affected by noise, particularly
aviation related noise, and technical analysis of noise emitters.

16 The Government should look to Europe for best practice examples of noise
policy and use a range of studies and methodologies to develop up-to-date and
robust noise metrics.

17 The UK regulations implementing the END’ give airport operators the authority to
determine the acceptability of the current noise impacts of their operations by
reference to guidance contained in the 2003 Air Transport White Paper (ATWP)
and PPG24 'Planning and Noise'. Neither of these documents is sufficient for this
purpose.

® DCLG [1994] Planning Policy Guidance note 24 (PPG24): Planning and Noise
http://www.communities.gov.uk/planningandbuilding/planningsystem/planningpolicy/planningpol
icystatements/ppg24/

" EC Environmental Noise Regulations 2006; full details:
http://lwww.defra.gov.uk/environment/noise/pdf/airport-operators.pdf
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18 The revised aviation policy must provide the following:

o clear understanding and definition of the nature and extent of aviation
related noise impacts;

o an improving noise climate, resulting in an actual reduction of the noise
burden experienced by overflown communities;

o development and application of a greater understanding of the
community response to noise;

o the incorporation of a range of metrics: Lden (used in the European
Environmental Noise Directive (END); Lmax (maximum noise of each
flight); Leo (background noise); and 'n' (humber of flights);

. effective monitoring and enforcement; and

o Government challenge and verification of projected technological and
operational improvements in advance of basing noise policy on such
projections.

Provision for conflicting development pressures

19 The NPPF needs to respect the varied mix of development pressures that the
country's planning system has evolved over recent decades to assess, and that
Local Planning Authorities will still be required to make provision for.

20 The balancing of conflicting development pressures has long-term implications
for land use around airports:

o noise impacts from aviation activities can render land around airports
unsuitable for noise-sensitive development — housing, education,
health/care facilities, open space for leisure and recreation;

o the provision of new and improved surface access infrastructure; and

o the use of land for future airport development, including the 'safeguarding'
of land.

Appropriate powers and responsibilities of Local Enterprise Partnerships (LEPS)

21  SASIG supports the partnership working of Local Planning Authorities (LPAS)
and Local Enterprise Partnerships (LEPS), to enable delivery of economic
growth® and to coordinate transport infrastructure over meaningful areas.

22  This should not, however, be extended to awarding LEPs decision-making
powers for planning development nor specifically transport infrastructure, either
as individual LEPs in a 'locality' or consortia of LEPS across a 'strategic area”.

8 para. 45 of the draft NPPF.

® Speech by Rt Hon Philip Hammond MP delivered to Local Enterprise Partnerships Network
15 September 2011; transcript: http://www.dft.gov.uk/news/speeches/hammond-20110915.
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23  SASIG supports the creation of LEPs with the primary objective of delivering
economic growth. However, this is only one half of the two main roles of regional
organisations that LEPs are being regarded as replacing — Regional
Development Agencies (RDAs) and Regional Assemblies (RAS).

24  LEPs may appropriately continue the role of RDAs due to the similarity of brief
for economic development; however, LEPs are not appropriate replacements for
RAs where the planning function sat previously as that is a different remit to
solely pursuing economic growth.

25 LEPs can usefully provide a consultative and advisory function in the
development planning process, with Local Planning Authorities retaining their
role as the determining body.

Value of 'Supplementary Planning Documents' (SPDs)

26  The framework suggests limiting the production of Supplementary Planning
Documents (SPDs); however this may thwart the overall aim of the NPPF of
achieving economic growth through streamlining the planning process.

27  SPDs can be useful because of their flexibility and the fact they will have been
produced taking into account local factors, meaning they have the potential to
facilitate locally acceptable development and growth.

28 The Government should consider retaining SPDs that contribute to an effective
and responsive planning system, in support of the 'localism agenda’ of people
shaping the places in which they live.

29 SPDs can be useful for assessing land use issues affecting several neighbouring
Local Authorities, such as around airports.

Neighbourhood Development Orders (NDOSs)

30 The draft NPPF introduces Neighbourhood Development Orders (NDOs) as tools
through which developments can be permitted without planning permission from
the Local Planning Authority.'® Further clarification of the powers of NDOs is
needed regarding exclusions and limitations around permitted development.

31 There is considerable scope for aviation developments without the need for
planning permission already supplied in law'!, and the Government must set out
for examination and approval the implications of NDOs in addition to this.

"% para 65 of the draft NPPF.
! part 18, Town & Country Planning (General Permitted Development) Order 1995.
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32  Aviation development is permitted without the need for planning permission in
the following instances:

o the construction of passenger terminal floor space up to 500 square
metres;

o the extension or alteration of a passenger terminal where floor space is up
to 15% of that of the terminal when originally built;

o the erection of an operational building; and

o the alteration or reconstruction of a building other than an operational
building where the design or eternal appearance is not materially affected.

Importance of Local Plans and Neighbourhood Plans

33 Inorder for Local Plans and Neighbourhood Plans to fulfil the role identified for
them in the draft NPPF - empowering local people to shape the environment they
live in — such Plans must be produced in accordance with the soundness test of
being 'positively prepared', thus ensuring Plans will be based on objectively
assessed development and infrastructure requirements.

34 In order to facilitate this process there needs to be coordination and an agreed
process between Authorities.

35  Further clarification is required about the process by which existing Local Plans
will achieve a certificate of conformity in relation the NPPF, in order to support
the production and aims of Local Plans.

36 Neighbourhood Plans are intended to support development, in particular housing
and economic development set out in the Local Plans. The Plans are expected
to 'reflect’ and 'positively support' the objectives of the Local Plan and are also
subject to the presumption in favour of sustainable development. The complexity
and resource requirements of achieving these multiple goals may restrict the
degree to which local communities can shape Neighbourhood Plans to reflect
local priorities.

National planning policy and national aviation policy

37 National planning policy must support and comply with an acceptable national
aviation policy resulting from the Government's current aviation policy review.

Conclusions

38 The NPPF should include a spatial vision to ensure that development is planned
to ensure both current and future national pressures are considered.

39 The definition of sustainable development used in the NPPF should be that from

the 2005 UK Sustainable Development Strategy, as adopted by the Coalition
Government.
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40 The presumption in favour of sustainable development should be articulated in
context with the current legal presumption in favour of the Development Plan.

41  Clarification is required about how the certificate of conformity for existing Local
Plans might address the uncertainty over possible conflict.

42  The framework should make reference to key national strategies/policies, in
particular infrastructure and transport strategies including the draft national
aviation policy, and climate change policies.

43 The NPPF needs to be underpinned by guidance on assessment and evaluation
of the impacts of noise, both noise produced and received by developments. The
now out-dated Planning Policy Guidance note 24: 'Planning & Noise' must be
revised and rewritten, retaining the value of thresholds indicating acceptable
noise limits. This must be informed by community input to accurately reflect the
nature of noise impacts.

44  The document needs to provide a greater emphasis on the responsibilities of
Local Planning authorities in continuing to manage development pressures in
their areas, in particular in relation to housing pressures and quality of life issues.
The NPPF needs to emphasis the importance of Local Planning Authorities
developing strategies and plans to address these current issues.

45  Local Enterprise Partnerships (LEPs) are key vehicles for delivering economic
growth, and as such should fulfil the role of consultative input to Local Planning
Authorities' decisions on planning matters.

46  The Government should review their approach to Supplementary Planning
Documents (SPDs), as these locally specific documents have the potential to
facilitate acceptable development, hence supporting the Government's economic
growth and 'localism' agendas.

47  Proposals for Neighbourhood Development Orders (NDOs) require further
clarification in light of the extent of aviation development that can take place
without the need for planning permission.

48 Clarification about implementation of the certificate of conformity for existing
Local Plans is needed to inform the way in which possible conflict might be
addressed.

49  The incompatibility of the timetable for the NPPF (2012) and the adoption of
some Local Plans (2013/2014) also needs to be addressed. The Government's
recent announcement to produce transitional arrangements for this purpose is
welcomed.

Contact Officers: Edward Cheng, SASIG Policy Officer
Anna Mahoney, SASIG Director
Tel.: (020) 8541 9459 Date: 17.10.11 Email: sasig@surreycc.gov.uk
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Annex B

National Planning Policy Framework - Consultation questions

(a) About you

(i) Your details

Name:

Anna Mahoney

Position:

Director

Name of organisation (if applicable):

Strategic Aviation Special Interest Group of
the Local Government Association (SASIG)

Address:

PO Box 1308, Kingston upon Thames,
Surrey, KT1 2WF

Email Address:

sasig@surreycc.gov.uk

Telephone number:

(020) 8541 9459 / 07968 832 687

(ii) Are the views expressed on this consultation an official response from the
organisation you represent or your own personal views?

Organisational response
Personal views

X

(iii) Are your views expressed on this consultation in connection with your
membership or support of any group? If yes please state name of group.

Yes
No

Name of group:

X

Association (SASIG)

Strategic Aviation Special Interest Group of the Local Government
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(iv) Please tick the one box which best describes you or your organisation:
Private developer or house builder
Housing association or RSL

Land owner

Voluntary sector or charitable organisation
Business, consultant, professional advisor
National representative body X
Professional body

Parish council

Local government (i.e. district, borough, county, unitary,etc.)

Other public body (please state)

Other (please state)

(v) Would you be happy for us to contact you again in relation to this
consultation?

Yes X
No

DCLG will process any personal information that you provide us with in accordance with the data
protection principles in the Data Protection Act 1998. In particular, we shall protect all responses
containing personal information by means of all appropriate technical security measures and ensure that
they are only accessible to those with an operational need to see them. You should, however, be aware
that as a public body, the Department is subject to the requirements of the Freedom of Information Act
2000, and may receive requests for all responses to this consultation. If such requests are received we
shall take all steps to anonymise responses that we disclose, by stripping them of the specifically personal
data - name and e-mail address - you supply in responding to this consultation. If, however, you consider
that any of the responses that you provide to this survey would be likely to identify you irrespective of the
removal of your overt personal data, then we should be grateful if you would indicate that, and the likely
reasons, in your response, for example in the comments box.
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(b) Consultation questions
Delivering Sustainable Development

The Framework has the right approach to establishing and defining the presumption in
favour of sustainable development.

1(a) Do you agree?
Strongly agree

Agree
Neither agree or Disagree

Strongly Disagree
1(b) Do you have comments? (please begin with relevant paragraph number)

Para. 9 Defining sustainable development

The definition of sustainable development used in the draft NPPF should be in
compliance with the Government's vision for sustainable development*?, which derives
from the 2005 'UK Sustainable Development Strategy":

o living within environmental limits;

o ensuring a strong, healthy & just society;
o achieving a sustainable economy;

o promoting good governance; and

o using sound science responsibly.

This set of shared principles has been adopted by the Coalition Government *“.

Para. 13-18 Presumption in favour of sustainable development

SASIG is supportive of the aims of delivering economic growth through application of
sustainable development; however, SASIG believes that the presumption in favour of
sustainable development needs to be reconsidered in terms of the relationship with the
current legal presumption in favour of the Development Plan.

If the proposed presumption in favour of sustainable development is retained, there is
a risk that Development Plans will not reflect future challenges and ambitions but will
merely contain statutory designations.

Continued......

'2 The Coalition Government's vision for sustainable development,
http://sd.defra.gov.uk/2011/02/the-coalition-governments-vision-for-sustainable-development/
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Para. 26 Certificate of conformity

Further clarification on the procedures and implications of the certificate of conformity
for existing Local Plans may guide how possible conflicts between the new
presumption in favour of sustainable development and existing Plans might be
resolved.

Plan-making

The policies for planning strategically across local boundaries provide a clear
framework and enough flexibility for councils and other bodies to work together
effectively.

2(c) Do you agree?
Strongly agree

Agree
Neither agree or Disagree

Strongly Disagree

2(d) Do you have comments? (please begin with relevant paragraph number)

Para. 44-47 Planning strateqgically across local boundaries

The need for a 'spatial vision’

The draft NPPF seeks to outline a framework for streamlining the planning process to
help deliver economic growth in accordance with the principles of sustainable
development. The draft document does not however provide a spatial vision of how the
various challenges of economic growth, climate change, and population pressures
faced in England now and in the next 20 years might be addressed.

Transport infrastructure planning, improvement and provision require a national spatial
vision, and this must be added to the national planning policy framework.

Integration with other national policy

Integration of the draft NPPF with other national policy needs further attention. This
should include the National Policy Statements (NPSs), the National Infrastructure Plan,
the evolving aviation policy and other national transport policies, and climate change &
emissions reduction policies.

Continued......

122



Draft 'National Planning Policy
Framework' (NPPF)
Consultation - SASIG Response

STRATEGIC AVIATION SPECIAL INTEREST GROUP 28 October 2011

of the Local Government Association

SASIG Meeting — Item 7

Appropriate powers and responsibilities of Local Enterprise Partnerships (LEPS)

Para. 45 states that Local Planning Authorities (LPAs) should work to deliver
sustainable economic growth in consultation with Local Enterprise Partnerships
(LEPs). SASIG supports the partnership working of Local Planning Authorities (LPAS)
and Local Enterprise Partnerships (LEPS), to enable delivery of economic growth® and
to coordinate transport infrastructure over meaningful areas.

This should not, however, be extended to awarding LEPs decision-making powers for
planning development nor specifically transport infrastructure, either as individual LEPs

in a 'locality' or consortia of LEPS across a 'strategic area™”.

SASIG supports the creation of LEPs with the primary objective of delivering economic
growth. However, this is only one half of the two main roles of regional organisations
that LEPs are being regarded as replacing — Regional Development Agencies (RDAS)
and Regional Assemblies (RAS).

Value of 'Supplementary Planning Documents' (SPDs)

The framework suggests limiting the production of Supplementary Planning
Documents (SPDs); however this may thwart the overall aim of the NPPF of achieving
economic growth through streamlining the planning process.

SPDs can be useful because of their flexibility and the fact they will have been
produced taking into account local factors, meaning they have the potential to facilitate
locally acceptable development and growth.

The Government should consider retaining SPDs that contribute to an effective and
responsive planning system, in support of the 'localism agenda' of people shaping the
places in which they live.

SPDs can be useful for assessing land use issues affecting several neighbouring Local
Authorities, such as around airports.

Continued......

3 para. 45 of the draft NPPF.

4 Speech by Rt Hon Philip Hammond MP delivered to Local Enterprise Partnerships Network
15 September 2011; transcript: http://www.dft.gov.uk/news/speeches/hammond-20110915.
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Neighbourhood Development Orders (NDOSs)

The draft NPPF introduces Neighbourhood Development Orders (NDOS) as tools
through which developments can be permitted without planning permission from the
Local Planning Authority.™ Further clarification of the powers of NDOs is needed
regarding exclusions and limitations around permitted development.

There is considerable scope for aviation developments without the need for planning
permission already supplied in law*®, and the Government must set out for examination
and approval the implications of NDOs in addition to this.

Aviation development is permitted without the need for planning permission in the
following instances:

o the construction of passenger terminal floor space up to 500 square
metres;

o the extension or alteration of a passenger terminal where floor space is up
to 15% of that of the terminal when originally built;

o the erection of an operational building; and

o the alteration or reconstruction of a building other than an operational
building where the design or eternal appearance is not materially affected.

Importance of Local Plans and Neighbourhood Plans

In order for Local Plans and Neighbourhood Plans to fulfil the role identified for them in
the draft NPPF - empowering local people to shape the environment they live in — such
Plans must be produced in accordance with the soundness test of being 'positively
prepared', thus ensuring Plans will be based on objectively assessed development and
infrastructure requirements.

In order to facilitate this process there needs to be coordination and an agreed process
between Authorities.

Further clarification is required about the process by which existing Local Plans will
achieve a certificate of conformity in relation the NPPF, in order to support the
production and aims of Local Plans.

Neighbourhood Plans are intended to support development, in particular housing and
economic development set out in the Local Plans. The Plans are expected to 'reflect’
and 'positively support' the objectives of the Local Plan and are also subject to the
presumption in favour of sustainable development. The complexity and resource
requirements of achieving these multiple goals may restrict the degree to which local
communities can shape Neighbourhood Plans to reflect local priorities.

'> para 65 of the draft NPPF.
'® part 18, Town & Country Planning (General Permitted Development) Order 1995.
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Decision-taking

Any guidance needed to support the new Framework should be light-touch and could
be provided by organisations outside Government.

4(a) Do you agree?

Strongly Agree

Agree

INeither Agree or Disagree]
Disagree

Strongly Disagree

4(b) What should any separate guidance cover and who is best placed to provide it?
Please also see answer to question to 15 (b) 'Natural and local environment'
Para. 173 Preventing unacceptable risks from pollution and land instability

Effective guidance addressing aviation related noise

The draft NPPF must be underpinned by revised guidance addressing aviation-related
noise. Existing guidance - Planning Policy Guidance 24 (PPG 24): Planning and Noise
— is overdue a revision, and this planning reform agenda provides the ideal opportunity
for the Government to supply up-to-date, effective guidance for reducing and
managing the production and impacts of aviation noise.

Planning Policy Guidance note 24: 'Planning and Noise' (PPG 24)" guides Local
Authorities in England on the use of planning powers to minimise the adverse impact
of noise. It outlines the conditions to be taken into account in determining planning
applications for noise-sensitive developments and for those activities that generate
noise.

A key element of PPG 24 is the explanation of noise categories and recommendations
of the appropriate levels for exposure to different sources of noise. Appropriate
thresholds must be set for both noise-producing and noise-receiving land uses.

There is a clear need for national guidance on aviation related noise. PPG 24 must be
replaced by new guidance, which will allow Local Planning Authorities to apply a
consistent approach to dealing with planning applications, and importantly provide a
robust evidence base from which to fully evaluate the impacts of noise from noise-
producing and on noise-receiving land uses.

DCLG [1994] Planning Policy Guidance note 24 (PPG24): Planning and Noise
http://www.communities.gov.uk/planningandbuilding/planningsystem/planningpolicy/planningpol
icystatements/ppg24/
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The evidence base for new noise guidelines should be developed from a combination
of surveys of local communities affected by noise, particularly aviation related noise,
and technical analysis of noise emitters.

The Government should look to Europe for best practice examples of noise policy and
use a range of studies and methodologies to develop up-to-date and robust noise
metrics.

The UK regulations implementing the END*® give airport operators the authority to
determine the acceptability of the current noise impacts of their operations by
reference to guidance contained in the 2003 Air Transport White Paper (ATWP) and
PPG24 'Planning and Noise'. Neither of these documents is sufficient for this purpose.

The revised aviation policy must provide the following:

o clear understanding and definition of the nature and extent of aviation
related noise impacts;

o an improving noise climate, resulting in an actual reduction of the noise
burden experienced by overflown communities;

. development and application of a greater understanding of the community
response to noise;

o the incorporation of a range of metrics: Lden (used in the European
Environmental Noise Directive (END); Lmax (maximum noise of each flight);
Loo (background noise); and 'n' (number of flights);

) effective monitoring and enforcement; and

o Government challenge and verification of projected technological and
operational improvements in advance of basing noise policy on such
projections.

'8 EC Environmental Noise Regulations 2006; full details:
http://www.defra.gov.uk/environment/noise/pdf/airport-operators.pdf
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Transport

The policy on planning for transport takes the right approach.
7(a) Do you agree?

Strongly Agree

Agree

INeither Agree or Disagree]
Disagree

Strongly Disagree

7(b) Do you have comments? (please begin with relevant paragraph number)

Para 82-87 Transport

National planning policy must support and comply with an acceptable national aviation
policy resulting from the Government's current aviation policy review.
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Natural and local environment

Policy relating to the natural and local environment provides the appropriate framework
to protect and enhance the environment.

15(a) Do you agree?
Strongly Agree

Agree
Neither Agree or Disagree

Strongly Disagree
15(b) Do you have comments? (please begin with relevant paragraph number)

Please also see answer to question to 4 (b) 'Decision taking'

Para. 173 Preventing unacceptable risks from pollution and land instability

Effective guidance addressing aviation related noise

The draft NPPF must be underpinned by revised guidance addressing aviation-related
noise. Existing guidance - Planning Policy Guidance 24 (PPG 24): Planning and Noise
— is overdue a revision, and this planning reform agenda provides the ideal opportunity
for the Government to supply up-to-date, effective guidance for reducing and
managing the production and impacts of aviation noise.

Planning Policy Guidance note 24: 'Planning and Noise' (PPG 24)* guides Local
Authorities in England on the use of planning powers to minimise the adverse impact
of noise. It outlines the conditions to be taken into account in determining planning
applications for noise-sensitive developments and for those activities that generate
noise.

A key element of PPG 24 is the explanation of noise categories and recommendations
of the appropriate levels for exposure to different sources of noise. Appropriate
thresholds must be set for both noise-producing and noise-receiving land uses.

There is a clear need for national guidance on aviation related noise. PPG 24 must be
replaced by new guidance, which will allow Local Planning Authorities to apply a
consistent approach to dealing with planning applications, and importantly provide a
robust evidence base from which to fully evaluate the impacts of noise from noise-
producing and on noise-receiving land uses.

¥ pCLG [1994] Planning Policy Guidance note 24 (PPG24): Planning and Noise
http://www.communities.gov.uk/planningandbuilding/planningsystem/planningpolicy/planningpol
icystatements/ppg24/
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The evidence base for new noise guidelines should be developed from a combination
of surveys of local communities affected by noise, particularly aviation related noise,
and technical analysis of noise emitters.

The Government should look to Europe for best practice examples of noise policy and
use a range of studies and methodologies to develop up-to-date and robust noise
metrics.

The UK regulations implementing the END? give airport operators the authority to
determine the acceptability of the current noise impacts of their operations by
reference to guidance contained in the 2003 Air Transport White Paper (ATWP) and
PPG24 'Planning and Noise'. Neither of these documents is sufficient for this purpose.

The revised aviation policy must provide the following:

o clear understanding and definition of the nature and extent of aviation
related noise impacts;

o an improving noise climate, resulting in an actual reduction of the noise
burden experienced by overflown communities;

o development and application of a greater understanding of the community
response to noise;

o the incorporation of a range of metrics: Lden (used in the European
Environmental Noise Directive (END); Lmax (maximum noise of each
flight); Loo (background noise); and 'n' (number of flights);

° effective monitoring and enforcement; and

o Government challenge and verification of projected technological and
operational improvements in advance of basing noise policy on such
projections.

20 EC Environmental Noise Regulations 2006; full details:
http://www.defra.gov.uk/environment/noise/pdf/airport-operators.pdf
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Local Government Association
Local Government House

Smith Square, London SW1P 3HZ
Tel: 020 7664 3131

Fax: 020 7664 3030

Email: info@lga.gov.uk

Website: www.Iga.gov.uk

Public transport

Local Government House is well served by public
transport. The nearest mainline stations are; Victoria
and Waterloo; the local underground stations are
St James's Park (District and Circle Lines);
Westminster (District, Circle and Jubilee Lines); and
Pimlico (Victoria Line), all about 10 minutes walk
away. Buses 3 and 87 travel along Millbank, and the
507 between Victoria and Waterloo goes close by at
the end of Dean Bradley Street.

Bus routes - Millbank

87  Wandsworth - Aldwych  N87
3 Crystal Palace — Brixton - Oxford Circus
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Bus routes - Horseferry Road

507 Waterloo - Victoria

C10 Elephant and Castle - Pimlico - Victoria

88 Camden Town — Whitehall - Westminster-
Pimlico - Clapham Common

Cycling Facilities
Cycle racks are available at Local Government House.
Please telephone the LGA on 020 7664 3131.

Central London Congestion Charging Zone
Local Government House is located within the
congestion charging zone. For further details, please
call 0845 900 1234 or visit the website at
www.cclondon.com

Car Parks

Abingdon Street Car Park
Great College Street
Horseferry Road Car Park
Horseferry Road/Arneway Street
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