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Introduction

The Gatwick Area Conservation Campaign, established in 1968, is the main environmental body concerned with Gatwick Airport.  In addition to individuals, GACC has around 100 Borough, District, Town and Parish Councils, and environmental groups as members, and has strong support from all the local Members of Parliament.  The approximate area covered by our membership is shown in the cover picture.
We welcome the decision by the Government to produce a new White Paper on aviation policy, and welcome the Scoping Document as the first stage in this process.  In particular we welcome the introduction by the Secretary of State in which he emphasises the need for aviation to reduce its environmental impacts.
We note the request that answers to the questions posed in the Scoping Document should be ‘evidence-based’.  Where appropriate therefore we are submitting separate ‘GACC Evidence Papers’ in support of our responses. 
Questions on which we have no comment are omitted.
A check list of policies which we ask to be included in the new White Paper is given at the end of this response.  
The runway issue

There is no question in the Scoping Document on new runways.  This is ‘the elephant in the room’:  the issue that is so large that it cannot be mentioned.
The GACC EVIDENCE PAPER ON NO NEW RUNWAYS suggests that the new White Paper, the draft of which is to be published in March 2012, must repeat the pledge of no new runways in the South East.    Any serious proposal for a new Gatwick runway would be met by opposition just as fierce as that seen at Stansted or at Heathrow between 2003 and 2009.
The new air traffic forecasts indicate that the London airports will not reach full capacity until 2030, and the date may be much later than that if firm action is taken to deal with the climate change damage caused by aviation.

Detailed evidence is presented to demonstrate that Gatwick is a very small and cramped site.  Over the past sixty years various locations have been suggested for an additional runway but all have been found impracticable.
The aviation sector
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? 

The GACC EVIDENCE PAPER ON ECONOMIC BENEFIT shows that the size of the aviation industry needs to be calculated after depreciation.  After taking this into account, and also the benefit received from paying no fuel tax and no VAT,  the net benefit of the aviation industry is shown to be small or negative.
This paper also makes the point that aviation is of no more importance than other medium sized industries.  Estimates of employment have been revised downwards.
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? 
THE GACC EVIDENCE PAPER ON THE DEMAND FOR AIR TRAVEL comments on the air traffic forecasts and shows that they are probably too high.  Sometime before 2030 taxation on air travel is likely to rise, and we suggest that the Government should express support in principle for imposing VAT and fuel tax subject to international agreement .   

An analysis shows that the cost of oil is likely to rise more than predicted.
5.5   How, and within what constraints, can aviation growth occur as technological developments and improved operating procedures reduce CO2 pollutant emissions and noise impacts?
We hope that technological developments and improved operating procedures will reduce emissions and noise impacts but feel strongly that such improvements should be shared with the general public and not be totally negated by equivalent growth in aviation.  See also the section on Climate change impacts – below.
5.6   How should decision-makers address trade-offs or competing interests, where these occur both (a) between different aviation objectives, e.g. CO2 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? 
a)   GACC, as representing local residents, will naturally emphasise the need to reduce noise although we are also concerned about climate change.  Decision-makers in Government should, in our view, continue to put downward pressure on both noise and emissions, and continue to tighten the regulations on both.  Decision-makers in the airlines can then take their own decisions on what types of aircraft to purchase and operate.
b)  Whether land should be reserved for a network of smaller aerodromes or be used for housing is being addressed by the CPRE Surrey Aviation Group which deals with the issues relating to the small aerodromes in and around Surrey.
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? 
Gatwick is now owned by a conglomeration of foreign investment institutions.  In theory that might mean that, in a national emergency, changes to the use of the airport, for example to allow it to be used by military aircraft, would take time to implement.    The same is true of National Air Traffic Control Services (NATS) which is now owned by the airlines.  
5.8   How might the cost of regulation to the aviation sector be reduced, while achieving the Government’s objectives of promoting sustainable aviation, improving the passenger experience at airports, and maintaining high standards of safety and security for passengers and freight? 
The GACC EVIDENCE PAPER ON LICENSING AND SLOT AUCTIONS suggests that replacing the current complex system of price control by a system of airport licensing could reduce the cost of regulation.  If the charges for licences for the more congested airports were set at a market level it would bring in useful revenue to the Exchequer, and partly compensate for the lack of fuel tax and VAT on air travel.
International connectivity and hub airports 
5.9  How important are air transport connections – both international and domestic – to the UK at both national and regional levels? 
5.10   As long as people and goods can easily reach their desired destination from the UK, does it matter if they use a foreign rather than a UK hub airport? 

5.11  Are direct connections from the UK to some international destinations more important than others? If so, which and why? 

5.12   How will the UK’s connectivity needs change in the light of global developments in the medium and long term (twenty to fifty years)? 

5.13   What are the benefits of maintaining a hub airport in the UK? 
5.14    How important are transfer and transit passengers to the UK economy? 
5.15   What are the relative merits of a hub versus a point-to-point airport? 

5.16   Would it be possible to establish a new ‘virtual’ hub airport in the UK with better connectivity between existing London and / or major regional airports? Could another UK airport take on a limited hub role? What would be the benefits and other impacts? 

THE GACC EVIDENCE PAPER ON HUB AIRPORTS shows that at Gatwick there have been a number of attempts to use the airport as a hub but that they have all ended in failure.

The use of a helicopter service to create a ‘virtual hub’ out of Heathrow and Gatwick was discontinued on account of its disproportionate environmental impact.

The paper makes the point that geography dictates that the main European hub will ultimately be at the centre of Europe.  If a new hub were to replace Heathrow, and compete with Paris and Amsterdam it would need at least four runways.  Experience of the past sixty years shows that there is no acceptable or practicable site for a four runway airport in England.
A case study examines why Manchester – with two runways – has failed to become a hub airport.  Another case study examines Montreal Mirabel airport, a classic white elephant.
It is shown that what London business people need is a wide range of direct flights, not transfer passengers.  With Heathrow, Gatwick, Stansted, Luton and City, London has five airports , more than any other European city; and six runways, more than any other European city (except Paris).   London has flights to more destinations than any other European city.  Last year London airports handled more passengers than any other city in Europe
The importance of air transport connections are regularly exaggerated by the airline lobbyists.  The advent of the internet and of emails has transformed the situation.  No longer is it necessary to meet face-to-face to conduct business.  Indeed compared to sending an email or looking at a website, air travel is inefficient, uncomfortable and boring.  

Where it is necessary to have a group discussion, a teleconference is far more efficient.  There is, however, a problem that small and medium sized firms may not have access to teleconference facilities.   We suggest that in the new White Paper airports should be required set up local teleconference facilities.
Regional connectivity and regional airports 
5.17    Can regional airports absorb some of the demand pressures from constrained airports in the south-east? What conditions would facilitate this? 

GACC is not a ‘Nimby’ organisation, calling for noise and pollution to be transferred from our area to other parts of the UK.   Nevertheless we note that the number of flights from regional airports has been increasing faster than those from South East airports.  In the past people in the regions had a lower propensity to fly than people in the South East, but that is gradually changing.  

The pressure on the South East is partly due to Heathrow’s role as the main UK hub.  That will diminish as more people choose to fly point-to-point.  A trend which has been particularly apparent at Gatwick has been the decline in charter flights.  People are increasingly choosing to book their own flights and their own hotels.  This will result in more people deciding to fly from their own local airport, where the hassle is usually less.
5.18    What more can be done – and by whom – to encourage a switch from domestic air travel to rail? 

Greater use of rail could be promoted if the rail companies adopted the same methods of selling tickets as used by the airlines - with similar publicity.

Handling luggage is a major discouragement.  Arrangements should be made to check-in luggage at major stations,

VAT should be charged on domestic air fares, as in several other EU countries, and tax should be imposed on aviation fuel used for domestic flights. The  aircraft maintenance logs which record the amount of fuel used on each flight would provide the administrative basis for the tax.
Making better use of existing capacity 

5.21   To what extent do UK airports meet the needs of their customers? How might those needs be more effectively met within existing capacity? What is the right balance between competition and regulation? 

The decision by the Competition Commission to require BAA to sell Gatwick and Stansted will result in more competition.  This, however, may result in a deterioration in the environment.    There will be a tendency for each airport to increase its profitability and its capital value by seeking to attract more aircraft, even if noisier;  Gatwick Airport Ltd has stated their aim as being to attract more long haul flights, which are likely to be noisier.
Thus regulations to protect the environment, for example those to limit noise, to limit night flights, and to limit pollution, must be strictly enforced.   They should be gradually made tougher in order to reflect the desire of the public for an improving environment.
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? 

Gatwick is due to expand from the current 32 million passengers a year to 40 million, a 25% increase.  This is the aim of GAL and is reflected in the air traffic forecasts.  It would be assisted by tax changes, eg changing APD to a per plane tax, which encouraged higher load factors.

We are concerned, however, that the expansion of Gatwick, with more flights and larger aircraft, will mean more climate change damage, more noise and increased pressure on existing infrastructure.  We have urged that the expansion should only take place if it is matched by an improvement in the environment.
5.24   How important is increased resilience at the UK’s major airports to reduce delays? How best could resilience be improved with existing capacity, e.g. how might trade-offs between existing capacity and resilience play a role in this? 

Gatwick is the busiest single runway airport in the world.    Air traffic control does a skilful job in scheduling take-offs and landings at the shortest possible intervals, allowing for the differing wake vortices created by different types of aircraft.   But inevitably this system is not resilient, and the slightest hitch can result in delays.
When delays occur, aircraft are required to fly elongated approach paths or to stack, causing noise and climate change damage.  One solution will be direct routing as described in the CAA Future Air Space Strategy.  Another would be to place a limit on the number of flights scheduled to use the runway in any one hour.  
At present there is no economic incentive for the airport or for the scheduling committees to limit the number of aircraft.  They make most money by cramming in as many aircraft as possible.  The simple way to change this economic priority would be to require airlines and airports to pay substantial compensation to passengers for delays.  If compensation is paid when trains are delayed, why not for planes?
5.26   Could existing airport capacity be more efficiently used by changing the slot allocation process, for example, if the European Commission were to alter grandfather rights? If so, what process of slot allocation should replace it? 

THE GACC EVIDENCE PAPER ON LICENSING AND SLOT AUCTIONING suggests that slots at airports where demand exceeds supply, for example Heathrow and Gatwick, should be auctioned.  The revenue would reimburse Treasury for lack of fuel tax and VAT.  It will be necessary to get EU agreement and we suggest this should be adopted as a priority aim.
5.27   What provision, if any, should be made for regional access into congested airports? 

If it were decided that some slots should be ring-fenced for flights from the regions, this should only be from regions where there is no easy rail route.   People who wish to travel from Manchester or Newcastle to central London can take the train.  On the other hand people who wish to travel from Belfast to Beijing have an obvious need to have access to Heathrow or Gatwick.

This problem would solve itself if slots at congested airports were auctioned.  If flights from the regions were considered essential they could be subsidised from regional funds, or it might be found cheaper to use an alternative, but less congested, hub either in the UK or abroad.
5.28   What provision, if any, should be made for General and Business Aviation access into congested airports? 

If slots were to be auctioned this issue would not arise.  If a private or business flight wished to purchase a regular or a one-off slot that would be a simple commercial transaction.
5.29   What is the role of airspace design and air traffic management in making better use of existing capacity? 

We are concerned that the use of direct routing and P-RNAV as foreshadowed in the Air Space Strategy may lead to more concentration of flight paths.  See GACC EVIDENCE PAPER ON CONCENTRATION OR DISPERSAL.
Climate change impacts 

5.30    What do you consider to be the most significant impacts of aviation, including its non-CO2 emissions, on climate change? How can these impacts best be addressed? 
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? 
5.32  How effective do you believe the EU ETS will be in addressing the climate impacts of aviation? Should the UK consider unilateral measures in addition to the EU ETS? If so, what? 

5.33   What is the best way to define and quantify the UK’s share of the CO2 emissions generated from international aviation? 

5.34   What is the potential for increased use of sustainable biofuels in aviation and over what 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 successful development of second generation biofuels? 
5.36    Which technologies (e.g. for aircraft and air traffic management) have the most potential to help reduce aviation’s CO2 emissions (noting potential trade-offs with local environmental impacts)? 
5.37    What more could be done to encourage the aviation industry to adopt new technology to reduce its climate change impacts? 
5.38    What more can the UK aviation industry do to reduce the climate change impact of its ground operations and surface access to and from the airport (which can also help reduce local environmental impacts)? 
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)? 
GACC is not a scientific organisation and therefore cannot comment on the science of climate change. Nor can we comment on the science of the impact of aviation on climate change.  
THE GACC EVIDENCE PAPER ON CLIMATE CHANGE CHOICES takes the Government Response to the Committee on Climate Change Report on Reducing CO2 Emissions from UK Aviation to 2050, published in August 2011, as our starting point. 
We note that aviation emissions are forecast to exceed the target set by the Climate Change Committee, and may be more serious if further scientific research confirms that radiative forcing exists.  We suggest that higher tax on air travel would be the most effective policy lever, and that continuation of the ‘no new runways’ policy to 2050 also looks essential.  We oppose more subsidies for aviation and express concern about biofuels.  We suggest various measures to discourage unnecessary flying.

Local 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? 

THE GACC EVIDENCE PAPER ON NOISE AND HEALTH explains why noise is still a serious problem for a wide area around airports.  Expectations of a good quality of life are rising.  A case study illustrates the impact of six days with no aircraft noise.
Methods of measuring noise are examined.  Noise limits on departing aircraft should be reduced.  New noise limits should be introduced on arriving aircraft.
Proposals are made for improving Continuous Descent Approach, for discouraging low flying, and for pressing for international action on steeper approaches.  Also for reviewing the impact of aircraft noise on tranquil areas.  
Improvements should be made in airport complaints procedures, and an Airport Ombudsman should be set up.
The Evidence Paper also reviews the impact of aircraft noise on health.  A number of scientific studies have demonstrated a link between aircraft noise and many types of ill health.
THE GACC EVIDENCE PAPER ON WATER, POLLUTION AND WILDLIFE shows that water shortage is becoming a serious problem in the south east of England.  Water consumption at Gatwick is increasing.  No further airport development should be allowed without an effective commitment to reduce water use.
Light pollution from airports needs to be reduced, and the risk of pollution of rivers from chemicals, particularly de-icing fluids, is a constant danger.   Emissions of NOx at ground level, particularly from aircraft taxiing, need to be kept under strict control.
The importance of wildlife in the area around Gatwick is stressed.

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? 

We support the Gatwick Airport Consultative Committee (GATCOM) on which the Gatwick Area Conservation Campaign (GACC) has one nominated member.  GATCOM has worked better than most consultative committees because it has a secretariat provided by West Sussex County Council which has provided a measure of independence.  
Inevitably, however, its mixed membership of airlines, passengers, local councils and environmental interests means that on the main controversial issues its view is likely to be a lowest-common-factor compromise.  Government also needs to hear a strong environmental voice, as provided by GACC.
Because the GATCOM agenda has tended to be dominated by the airport owner, the committee has failed over the years to make comparisons with, and learn lessons from, other airports in the UK or abroad.

Airport master plans have their place if they are recognised as ‘wish lists’ compiled by the airport management for their commercial profit.  Too often they are taken by local authorities as incontrovertible. 
At Gatwick, community engagement on noise and air quality is to some extent achieved because almost all the parish councils and amenity groups in the surrounding area – some 100 in total – are paid-up members of GACC.  If they have a problem we make it our business to advise them how to take it up with the airport or other authorities.  Or we take it up on their behalf.  Our annual meeting, well attended by community representatives, is an opportunity for a general discussion on how issues are best pursued.
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? 

We are pleased that, at long last, Gatwick has achieved its target of 40% of air passengers using public transport for access to the airport.  The target was set many years ago, and should now be raised to 60%.  With excellent train services, this should be achievable.
There is a tendency in the Transport Forums to regard air passengers as superior beings who deserve better rail services than other mortals.  That can only be justified if air passengers are prepared to pay the extra expense of the higher quality service.
We believe that much more could be done to encourage the 20,000 people who work at the airport to cycle or take public transport to work.  At present there is no incentive to do so as staff car parking is provided free or at low cost.

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? 

THE GACC EVIDENCE PAPER  ON NOISE ENVELOPES states that we would only support this concept on a number of conditions.  The most important are that the envelope should be set at the current level of noise, and that it should contract each year to share the benefit of technological advance with local residents.
It is shown that the noise envelope concept would only be appropriate where gradual small scale development is envisaged.   

Three case studies of noise envelopes are given – one satisfactory, and two unsatisfactory. 

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? 

THE GACC EVIDENCE PAPER ON CONCENTRATION OR DISPERSAL sets out the problems caused by concentration of flight paths, especially on the final 12 miles or so from the east.  Further out the approach paths are at present dispersed but there is a risk of increased concentration due to current CAA proposals.   
The technical scope for dispersal on final approached is discussed, and it is suggested that research is needed into whether the total amount of disturbance caused by dispersed aircraft is greater or less than the amount of disturbance caused by concentrated routes;  and also to assess the disturbance caused to people in towns as compared to the disturbance caused in the countryside.  

There would need to be consultation before new dispersed flight paths were introduced, and in view of the numbers of people affected the result would probably be against change.  The Government would need firm evidence, from the research suggested above, to demonstrate that any change would cause less disturbance, not more.
The GACC Evidence Paper also discusses whether take-off routes (NPRs) should be dispersed but points out that this would negate many years of efforts by the airport and by local community groups to ensure that aircraft remain within the NPR swathe.  A case study sets out some of the problems that have occurred recently at Gatwick.
GACC shares the distress of residents under flight paths, but recognises also that proposals for changes which bring disturbance to new areas can be extremely controversial.  
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 new technology? 

The most effective way is to continue to tighten the various regulations.  The restrictions on noise caused by aircraft at night has had a dramatic effect on encouraging manufacturers to design quieter aircraft, in particular the A380.  We suggest in our Evidence Paper on Noise and Health that the noise limits on take-off should be reduced and that new limits on approach noise should be introduced.

Differential airport charges help to encourage quieter, less polluting, aircraft.  But the scope for a meaningful differential is limited because the charges at Heathrow and Gatwick are kept artificially low by CAA regulation.  We suggest that the new White Paper should announce that higher charges will be imposed on the noisier / more polluting aircraft with the extra revenue going to compensate the local residents.
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? 

THE GACC EVIDENCE PAPER ON NIGHT FLIGHTS shows that the economic value of night flights is small.  Most night flights at Gatwick are to or from tourist destinations.  They thus have little benefit to UK businesses.
It is shown that night flights cause more disturbance in rural areas, where there is low background noise, than in towns.

The Evidence Paper sets out the advantages of a steady reduction in the noise quota, and explains why a reduction in the number of night flights is also requested.

GACC would be opposed to a ‘respite period’ in the middle of the night if that meant more flights at the beginning and end of the night.   The present length of the night quota period, when the number of night flights is limited, from 2330 to 0600, is not long enough for a proper night’s sleep. 
The Paper suggests how noise insulation schemes should be extended, and gives details of how a levy might be imposed on night flights.
5.49    If you have comments on any strategic issues not covered in this scoping document, which you consider to be relevant to the development of the aviation policy framework, please include them in your response. 
The issue of new runways has already been mentioned on page 2.

Check list
In this response and in our GACC Evidence Papers we recommend a number of policies which we hope can be included in the new draft White Paper to be produced in March 2012.  

1. The new White Paper should repeat the pledge of no new runways in the South East.   It must be made clear that this is not just a pledge for one Parliament but for the duration of the White Paper.

2. It should be acknowledged that, because of its cramped location, Gatwick is not a suitable site for a new runway.
3. The new White Paper should contain an estimate of the net economic value of the aviation industry after taking into account depreciation, and tax benefit.   


4. The future cost caused to the rest of industry by the lenient climate target for aviation should also be assessed.

5. The new White Paper should contain a balanced section on the tourist situation, with a calculation of the number of jobs created abroad as well as in the UK, and an assessment of whether the forecast growth in air travel will create more jobs in the UK or abroad.

6. Claims made by the aviation industry about its exceptional importance should not be reproduced uncritically.

7. The Government should indicate its support in principle for imposing VAT on air travel and for the taxation of aircraft fuel.


8. The new White Paper should contain a robust defence of air passenger duty and a statement that it is unlikely to be reduced.


9. Revised forecasts are needed which take into account:
a. the likelihood that tax on aviation will be increased for fiscal reasons; 

b. the effect of measures to reduce aviation climate change damage;
c. a more realistic forecast of the future price of oil.

10. The idea should be floated of changing from the system of airport price regulation to a system of airport licensing.  Government support for the principle of primary slot auctions should be repeated, and the UK Government should negotiate at the highest level for EU agreement.

11. The new White Paper should endorse the CCC target for aviation emissions, and set out firm measures for achieving it.
12. The possible impacts of radiative forcing and contrails should be mentioned in the new White Paper together with a statement that the action to restrain the growth of aviation emissions will need to be greatly strengthened if science shows that radiative forcing and/or contrails have a significant impact.

13. It should be mentioned that the UK share of international aviation emissions would be substantially higher if we adopted a definition based on outward and return flights by UK residents.

14. The new White Paper should state the advantages of higher tax as one of the policy levers for controlling aviation emissions, and should reject any new subsidies for the aviation industry.

15. It should be stated that there is no justification for government compulsion or inducements to use biofuels until it can be demonstrated that such fuels will have no impact upon food production and the protection of scarce habitats and valuable eco-systems.
16. An obligation should be placed on all major airports to publish annual reports on the climate change impact of their operations.  The information to be contained in these reports should be defined. The new White Paper should announce that a levy will be introduced on all advertising which is designed to encourage people to fly.   

17. The Government should seek EU agreement to end all duty-free and tax-free sales.  

18. A requirement should be placed on all airports to provide video-conferencing facilities, and to make them available to local businesses at a reasonable cost.
19. The ANASE report on aircraft noise should be revisited, and a detailed study and consultation should be undertaken into an improved method of measuring noise so as to better reflect the disturbance suffered.

20. The new White Paper should announce a reduction in the maximum noise limits for departing aircraft, with a timetable for further reductions in future years.

21. The level of penalties for infringements of noise limits, which has not been increased since 1993, should be increased.

22. A study should be initiated into noise limits on approaching aircraft, based on the annual average per airline.

23. The aim of securing international agreement on steeper approaches should be supported.

24. Proposals for increasing the effectiveness of CDA approaches should be included.  

25. Guidance about flying over National Parks and Areas of Outstanding Natural Beauty should be reviewed.

26. The new White Paper should contain an undertaking that the DfT and Defra will ensure that the next round of airport Noise Action Plans, due in 2014, will be more rigorous.

27. Minimum standards for airport complaints systems should be established, and an Airport Ombudsman should be set up.

28. The new White Paper should contain an impartial and expert assessment of the impact of aircraft noise on health.
29. No airport development in the south-east of England should be permitted without a legally binding condition that total water consumption will be reduced. 

30. The importance of reducing light pollution should be emphasised.

31. No proposals for airport development should be approved unless a legal agreement is signed that there will be no increase in chemical pollution, that a high proportion of waste will be recycled, and that total local emissions from the airport will be kept within strict limits.

32. No proposals for airport development should be approved if they are likely to have an adverse impact on biodiversity.

33. A noise envelope would only be acceptable if it was legally binding; if it was set at the current level of noise;  if it contracted year by year with the aim of reaching the noise standards set by the World Health Organisation; and if the airport development took place concurrently with the noise reduction, not in advance.

34. The new White Paper should recognise that the noise envelope concept will never be appropriate for new runways.
35. The new White Paper should include guidance to the CAA to maintain the current dispersal of aircraft on the more distant approach paths.

36. The government should undertake research into whether the total amount of disturbance caused by dispersed aircraft is greater or less than the amount of disturbance caused by concentrated routes.  

37. Research is also needed to assess the disturbance caused to people in towns as compared to the disturbance caused in the countryside where ambient noise levels are lower.

38. A change to dispersed final approaches could only be made after  consultation.   If the Government wished to overrule the numerical results of a consultation, it could only do so on the basis of research studies as above.
39. For take-off routes, to replace NPRs by more dispersed routes would negate years of effort by the airport and airlines, strongly supported by local people, to improve track-keeping.   


40. Higher charges should be imposed on the noisier / more polluting aircraft with the extra revenue going to compensate local residents.

41. The economic value of night flights, after allowing for depreciation, and after allowing for the effect of paying no fuel tax and no VAT, is likely to be small or negative.  We request that the new White Paper should include a balanced assessment including lower fares and higher costs.
42. In assessing the impact of night flights, international standards show that at night there is a 10dB differential between rural areas and urban residential areas.
43. A continuing gradual reduction in the noise quotas would have many advantages:  it would encourage aircraft manufacturers to design quieter aircraft; it would encourage airlines to purchase, and use, quieter aircraft;  it would give local residents the assurance that the noise climate at night will gradually improve.  

44. The new White Paper should also recognise the desirability of reducing the number of night flights.

45. GACC is opposed to a ‘respite period’ in the middle of the night if that meant more flights at the beginning and end of the night.

46. Noise insulation schemes should be extended to cover the whole 55 Lden contour.

47. A levy should be imposed on all night flights.
End
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