Quotes On Air Pollution From The Aviation White Paper

This document lists the quotations in the White Paper ‘The Future of Air Transport’. It is simply an enumeration of what is stated – no interpretation or comment is provided. These may be found in longer document ‘Air Pollution Briefing’.     

Chapter 2 – “The Strategic Framework” 

2.16  Noise, air quality, traffic generation and urbanisation are all issues that naturally concern those who live near airports, or who may be affected by proposals to increase capacity. We must find ways of reducing, limiting and mitigating these impacts. 

Chapter 3 – “Environmental Impacts” General Statements   

3.2  One of the features of air travel is that while many of the benefits are spread across society as a whole, many of the adverse impacts are distributed unevenly. People living near airports have to live with the immediate effects of aircraft noise, air quality problems .. Action can be taken to mitigate these adverse effects, but it is seldom possible to eliminate them altogether.

3.5  At the local level, decisions about the amount and location of future airport capacity must properly reflect environmental concerns. Adverse impacts should be controlled, mitigated and, where relevant, made the subject of suitable compensation. The following basic principles are fundamental to achieving these objectives. They provide an essential framework within which additional local controls should operate to manage the local environmental impact of aviation and airport development: .. we will respect targets on air and water quality which have been agreed to protect human health and the wider environment .. 

3.6  Local controls should operate within these principles to manage the environmental impact of aviation and airport development so that .. local air quality is maintained within legal limits across all relevant pollutants in order to protect human health and the wider environment ..

3.7  A wide-ranging and balanced approach will be needed to deliver these objectives, including .. applying increasingly stringent technical standards to limit emissions and noise at source .. encouraging airport operators, airlines and air traffic managers to adopt the cleanest and quietest operational practices .. the withdrawal of the noisiest and dirtiest aircraft, and replacing them with aircraft capable of better environmental performance .. using economic incentives to encourage noise and emissions reductions, and the use of best available technology .. working with industry and universities to research, develop and introduce cleaner and quieter technology ..

3.8  Finally, we will work to ensure that aviation meets its external costs, including its environmental and health costs. The aviation industry has a responsibility to reduce its impacts under the ‘polluter pays’ principle.

Box after 3.9  Developing economic instruments. 

  Well-designed economic incentives offer an important mechanism for delivering the Government’s environmental objectives, including those for aviation. Potential economic instruments include environmental charges, taxes and trading schemes. Such measures use price signals to drive improvements, and can help to encourage the development and use of environmentally friendly technology. Economic instruments can help ensure that aviation bears the external costs it imposes on society.

   In March 2003, the Department for Transport and HM Treasury published a report ‘Aviation and the Environment: Using Economic Instruments’, which provided estimates of monetary values of external costs relating to climate change, local air quality and noise. ... Local air quality costs for all passengers at UK airports in 2000 were estimated in the range £119 – £236 million a year .. 

Chapter 3 – “Environmental Impacts” “Local air quality”

3.28  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.

3.29  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. We are committed to meeting these standards, and it is clear that major new airport development could not proceed if there was evidence that this would likely result in breaches of the air quality limits. The Government has also set national objectives in the Air Quality Strategy. These targets have a different legal status from the EU limit values, but they form part of a joint DfT/Defra Public Service Agreement target and they will help underpin decisions on the future development of aviation in the UK.

3.30  Compliance with mandatory air quality standards is an issue that extends beyond the air transport sector. But we must make significant progress in reducing the expected impacts of airports on local air quality over the next six years and beyond if the mandatory EU limits are to be fully met. This will be particularly challenging at very busy airports served and surrounded by high levels of road traffic. (Clearly measures will also be required to reduce emissions from vehicles.)

3.31 Achieving it will again require a combination of measures, including:

· the use of economic instruments to incentivise improvements. The Government intends to bring forward legislation, 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. In the meantime, the Government sees merit in individual airport operators modifying their charges to take account of local air quality impacts. There may also be scope, subject to compliance with international laws and obligations in relation to slot allocation, for other instruments such as permit trading schemes for NO2 at individual airports; 

· reducing airport ‘airside’ emissions substantially, through technological and operational improvements by both airports and airlines; 

· local authorities and transport bodies working with airports to limit road traffic emissions associated with air passengers and employees, including through increased use of public transport; 

· securing improvements in motor vehicle technology and reductions in background levels of pollution from other sources; 

· pressing through ICAO for more stringent international standards to limit emissions from aircraft engines; and 

· promoting research in industry and universities aimed at better understanding the problem and how it can be controlled. 

Chapter 7  - The North of England

8.5  .. We have concluded that additional terminal capacity [at Manchester] should be provided to ensure the full use of the existing runways in segregated mode - around 50mppa. The location and disposition of that capacity is for future determination, but would need to be accompanied by stringent measures to ensure that the number of people affected by noise is minimised, and that all local air quality standards are met.

8.13  It is also essential that airport growth does not jeopardise legal air quality standards, notably in respect of NO2. This will require thorough monitoring and evaluation.

Chapter 9 - The Midlands

9.5  Our preferred location for a new runway to meet future growth in passenger demand in the Midlands is at Birmingham, where we support the airport operator's variant proposal for a short wide-spaced runway .. However, it will need to be accompanied by a range of stringent measures .. all local air quality standards are met .. 

Chapter 11 - The South East of England

Stansted

11.34  We do not expect that an additional runway would result in exceedences of EU limits on NO2. The consultation document suggested that in 2015, with the addition of one new runway, about 20 people might be affected by levels of NO2 above EU limits. Subsequent work on modelling of NO2 concentrations5 suggests that, on the basis of a realistic range of mitigation measures to address airport-related emissions, it should be possible to manage local air quality impacts such that no exceedences of the EU limits for NO2 occur. The NOx concentration limit for the protection of vegetation is not considered to be applicable around a developed Stansted. In bringing forward its proposals, the airport operator must incorporate mitigation measures necessary to ensure that concentrations of all relevant pollutants are kept within legal limits.

Heathrow

11.54  The most difficult issue confronting expansion of Heathrow concerns compliance with the mandatory air quality limit values for NO2 that will apply from 2010 (as set down in EU Directive 1999/30/EC), and in particular the annual mean limit of 40 µg/m3. The consultation document (para 16.30) said: “...another runway at Heathrow could not be considered unless the Government could be confident that levels of all relevant pollutants could be consistently contained within EU limits.”

11.55 In the light of responses to the consultation, including some detailed work commissioned by the airport operator, substantial further analysis and sensitivity testing was done for the Department for Transport to review the appraisal methodology used in the original study, and to explore in greater detail what scale of response would be needed to reduce emissions from aviation as well as from other sources, principally road traffic, which are responsible for a substantial proportion of the emissions.

11.56  A range of possible measures to tackle emissions from aviation sources was examined. These included improvements from airport operations (for example a cleaner airside vehicle fleet, greater use of fixed electrical ground power and more efficient taxiing of aircraft) and economic incentives in relation to aircraft emissions that would put pressure on airlines and manufacturers to deliver technology improvements quickly. The study also assumed that traffic management measures including airport road charging would be introduced to reduce emissions from airport-related road journeys, as well as to tackle congestion on the surrounding motorway network. It also assumed a slow build-up of the use of the new runway in order to reduce total emissions in the early years of the additional capacity. 

11.57  The Government recognises that there is some uncertainty in the techniques available for estimating future concentrations of pollutants. Even with full implementation of this package of tough measures, and making aggressive assumptions about future developments in aircraft and motor vehicle technology, the evidence of our further work suggests that substantial areas around Heathrow, containing the homes of many hundreds or thousands of people, would be subject to exceedences of the mandatory air quality limit value. Such exceedences would not be acceptable, and would be against the law. However, our overall assessment is that, within the 2015-2020 timescale, there would be a substantially better prospect of avoiding exceedences, in particular because it would allow more time to develop improved technologies, for both aircraft and road vehicles, to tighten standards, and to achieve widespread use of the improved technologies in road and aircraft fleets. 

11.61  .. on the basis of the evidence available, we cannot be confident that air quality limits at Heathrow with the addition of a third runway will be met, even with aggressive mitigation measures. 

11.62  The Government supports a third runway, which would bring substantial benefits for this country, at Heathrow, once we can be confident that the key condition relating to compliance with air quality limits can be met. We judge that there is a substantially better prospect of achieving this with a third runway and terminal capacity built in the 2015-2020 period, as long as we take action without delay to tackle the NO2 problem. ..

11.63  We will therefore institute immediately, with the airport operator and relevant bodies and agencies, a programme of action to consider how these conditions can be met in such a way as to make the most of Heathrow's two existing runways and to enable the addition of a third runway as soon as practicable after a new runway at Stansted. 

11.64  Compliance with air quality limits for NO2 will require a concerted effort by the airport operator and the aviation industry to identify ways of reducing emissions from aircraft, from other airport activity, and from airport-related road traffic. They will need to take account of the scope to increase the use of public transport and manage the demand for road access. The Government will examine the contribution from vehicular traffic on the surrounding road network.    

11.66 .. mixed mode operation in peak hours might be introduced, while retaining runway alternation for the rest of the time. .. The proposals will need to take account of air quality and noise implications, including review of existing procedures such as westerly preference and the 'Cranford Agreement', as previously indicated in the decision on the Heathrow Fifth Terminal.

11.80 .. we cannot be certain at this stage when, or whether, the conditions attached to development of a third runway at Heathrow might be met, particularly in relation to air quality ..

Gatwick

11.75  The Government's further analysis of local air quality, described in the section on Heathrow airport, considered the impacts in 2030 of the two options for one new runway at Gatwick if they were to come into operation in the early 2020s. Our analysis shows that, on the basis of a realistic range of mitigation measures similar to those that might be applied at Heathrow, around 50 people might be exposed to concentrations of NO2 that would exceed EU limits with the close parallel option, and around 230 people with the wide-spaced option. We believe that appropriate action by the airport operator and the aviation industry could ensure that concentrations of all relevant pollutants could be kept within legal limits.

Chapter 12 – Next Steps
Programme of action: During 2004:  We expect the airport operator to move quickly to develop the detailed design for a new runway at Stansted and associated development, working closely with local communities, airport users and all relevant agencies.  We will institute immediately a programme of work on how to make the most of Heathrow's existing runways and add a new runway after the Stansted runway, while complying with conditions on air quality, noise and improving public transport. 

More information  

For more information on air pollution see: 

· Air Pollution Briefing

· Sources and health effects of pollutants

· Air quality standards  

