WHITE PAPER - THE FUTURE OF AIR TRANSPORT

SUMMARY OF MEASURES

(Note : This summary does not include the impact of the White Paper on individual airports but it does incorporate the proposals flowing from the Government’s conclusions on its 2000 consultation on the Control of Noise from Civil Aircraft)

Noise Amelioration

The Government will seek powers for airports to establish noise amelioration schemes.  The new powers will – 

· not apply to airports designated for the purposes of s.78 of the Civil Aviation Act 1982 – currently Heathrow, Gatwick and Stansted – where noise  amelioration is the responsibility of the Secretary of State.

· be voluntary - there will be no powers to compel an aerodrome to prepare a noise amelioration scheme.  (If in a particular case the voluntary arrangements prove to be unsatisfactory the Secretary of State’s has powers to apply s.78.)

· not be used to unpick existing arrangements (including any planning permissions/conditions and s106 agreements). 

· not specify in detail the sanctions for non compliance but there will be Government guidance setting the minimum and maximum sanctions that aerodromes should adopt.  

· operate within and immediately outside the aerodrome’s  traffic circuit and beyond to include the full extent of noise preferential routes. 

At the same time amendments will also be sought to:

· make it clear that airport charges can be directly related to compliance with noise mitigation procedures; 

· strengthen the powers available at airports designated under section 78 so that, for example, controls such as night restrictions can be set on the basis of noise quotas alone, without a separate movements limit. Thus controls could be related more directly to the noise nuisance, providing a more effective incentive for airlines to acquire, use and develop quieter aircraft. Other amendments will allow the Government to direct take-offs and/or landings onto a particular runway and to stipulate fines to be levied by the courts for s.78 violations. 

The Government will start consultations in 2004 on a new night noise regime for Heathrow, Gatwick and Stansted.

Acoustic Insulation

At airports with more than 50,000 movements a year the operator should adopt the following noise mitigation measures either as an adaptation of existing schemes or when new mitigation schemes are brought forward: 

(a) with immediate effect, the relevant airport operators should :

· offer households subject to high levels of noise (69dBA Leq or more) assistance with the costs of relocating; and 

· offer acoustic insulation (applied to residential properties) to other noise-sensitive buildings, such as schools and hospitals, exposed to medium to high levels of noise (63dBA Leq or more). 

(b) to address the impacts of future airport growth relevant airport operators should :

· offer to purchase those properties suffering from both a high level of noise (69dBA Leq or more) and a large increase in noise (3dBA Leq or more); and 

· offer acoustic insulation to any residential property which suffers from both a medium to high level of noise (63dBA Leq or more) and a large increase in noise (3dBA Leq or more). 

Where these criteria might be triggered airports should establish (where they do not already have them) noise contouring programmes to verify current noise levels, - for details see para 3.25 of the White Paper.  If necessary the Government will give statutory force to these acoustic insulation arrangements under sections 79–80 of the 1982 Act.

Tackling Climate Change

The Government believes that the best way of ensuring that aviation contributes towards the goal of climate stabilisation would be through a well-designed emissions trading regime. For an international industry, an international trading regime is the best solution. The Government is pressing for the development and implementation through ICAO of such a regime. The ICAO Assembly has already endorsed the development of an open emissions trading system for international aviation. 

Meanwhile, the Government intends to press for the inclusion of intra-EU air services in the forthcoming EU emissions trading scheme, and to make this a priority for the UK Presidency of the EU in 2005, with a view to aviation joining the scheme from 2008, or as soon as possible thereafter. 

As a matter of principle, any additional action to tackle the environmental impacts of aviation will take full account of the effects on the competitiveness of UK aviation and the impact on consumers. 

The Government recognises that because of its blunt nature, Air Passenger Duty is not the ideal measure for tackling the environmental impacts of aviation.

Local air quality

Aircraft engines contribute, along with airport traffic on local roads and surface vehicles at the airport, to the totality of emissions of air pollutants in the vicinity of airports. The most important emissions are of nitrogen dioxide (NO2) and particulates (PM10). On a national scale the contribution of air transport and associated activities to these impacts is small, but locally their effect can be significant.

There are mandatory EU limits for levels of these pollutants in the air, irrespective of the source of the emissions. These limits come into effect in 2005 for particulates and 2010 for NO2. There are also national objectives in the Air Quality Strategy.  

Compliance with these standards extends beyond the air transport sector and achieving them will require a combination of measures such as those listed in paragraph 3.31 of the White Paper.  These include the use of economic instruments and legislation will be sought enabling the Secretary of State to require an emissions-related element to be included in landing charges at airports where there are local air quality problems. Meanwhile airport operators should consider modifying their charges to take account of local air quality impacts. There may also be scope, subject to any obligations in relation to slot allocation, for other instruments such as permit trading schemes for NO2 at individual airports; 

Airport master plans 
Airport operators should produce/update master plans to take account of the conclusions on future development set out in the White Paper. These should be at a level of detail sufficient to inform the content of the Local Development Framework. The master plans should set out development proposals to 2015 in some detail including surface access, environmental controls and mitigation and, where appropriate, blight. Indicative land use plans should be included for the period from 2016 to 2030.

Blight
Where runways are supported by the White Paper, or where land is safeguarded for future development, the airport operator should bring forward non-statutory schemes to deal with the impact on property values in the period before statutory protection is available (“generalised blight”). These schemes, which might for example help people to relocate before the development takes place, will complement the proposals for noise mitigation discussed above.

Land protection
Land outside existing airports that is needed for future expansion will need to be protected against incompatible development in the intervening period. Under the current planning system, such land is only formally protected once it is either reflected in the local development plan or when planning permission is granted for the airport development. 

At airports where development may occur, early arrangements are being made to update current Civil Aviation Authority (CAA) safeguarding maps to reflect the relevant proposals. This will ensure that the airport operator is consulted by the local planning authority over any planning applications which might conflict with safe operations at the airport, or nearby. 

In exceptional circumstances, where these arrangements prove inadequate, directions by the Secretary of State under Article 14 of the Town and Country Planning (General Development Procedure) Order 1995 may be used.
Delivering surface access improvements
Airports are key strategic components of the UK's transport infrastructure and need to be served by good quality, well integrated, surface access, capable of supporting future airport development. 

Responsibility for bringing forward proposals and securing funding lies with airport operators working closely with the Department for Transport, the Strategic Rail Authority, the Highways Agency and regional and local bodies. In Scotland, Wales and Northern Ireland the Scottish Executive, Welsh Assembly Government and Northern Ireland authorities will play a leading role. 

In some cases it will be appropriate for the airport operator to pay in full for a particular enhancement or improvement. In others, especially where there are wider benefits or the airport is not the primary contributor to the problem the scheme is designed to address, there may be a requirement for a broader funding package. 

Where appropriate the Airport’s Surface Access Strategy will need to be revised, in consultation with the Airport’s Transport Forum, to reflect the conclusions in the White Paper. This will need to be done alongside the preparation of airport master plans

Regional air services to London – Public Service Obligations
The Government is prepared to intervene in well defined circumstances to protect slots at the London airports for regional air services by imposing Public Service Obligations (PSOs). This allows the slots used for that service to be ‘ring-fenced’, so that an airline cannot use them for a service to an alternative destination. In accordance with the existing EU Regulation 2408/92, three criteria will need to be met: 

· the route is to a peripheral region, or to a development region, or is a ‘thin’ route; 

· the air service concerned is vital to economic development for the region; and 

· a PSO is required to ensure an adequate level of service. 

Liaison Group

UK Airport  Consultative Committees

December 2003

