Aviation Sector Scoping Document

	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. 
	No comment

	5.2 What do you consider to be the aviation sector’s most important contributions to economic growth and social well-being? 
	Employment in its widest sense - to include the development of aviation support services plus movement of high value freight both imports and exports. 

	5.3 Are some sub-sectors of aviation more important than others? If so, which and why? 
	LAANC believes that the business sector is more important for UK plc than Leisure, where there is currently an annual £18 billion deficit.  

	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? 
	Growth will be led from Asia. The World Economic Forum predicts annual growth of 5% per annum for the next 10 years.

	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? 
	Future growth should only contingent on the aviation industry sharing the benefits of technology both with those immediately affected by its activity and the global environment. For example advances in noise performance of future aircraft types should be used to reduce noise burden on communities and well providing a mechanism for growth. 

Growth must include provision for sufficient headroom for resilience within existing infrastructure at airports that are constrained by runway capacity.  

	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? 
	Locally noise continues to be the priority issue together with ensuring compliance with statutory air quality standards.

Decision makers should review how London's 9 runways could be better integrated. Both Gatwick and Stansted have unused capacity. Gatwick has in the past served as a second hub airport for London. There are a number of existing airports around the outskirts of London that may be able to be integrated into the London system with the aid of better connectivity. The provision of dedicated transfer links between the sites should be investigated.    

	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? 
	No comment

	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? 
	LAANC questions that regulation can be done on the cheap if it is to be effective. However there are options for paying for this. For example the costs could paid for out of the VAT on aviation fuel – if that VAT was collected.

	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? 
	It is important that the UK has good air transport connections to support business and commerce. Support and development to be prioritised for new routes the far east. This routes should if need be have priority in terms of potential growth when considered along side the continued expansion of existing European routes by low cost carriers. 

	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? 
	No

	5.11 Are direct connections from the UK to some international destinations more important than others? If so, which and why? 
	Yes – those from the major trading capitals of the world.

	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)? 
	There will be a need for better connectivity from the regions of the UK direct to the major trading capitals of the world. It remains a nonsense that large areas of the south west of England are currently cut off from local air services and connections to the London Airport system.

	5.13 What are the benefits of maintaining a hub airport in the UK? 
	LAANC believes the benefits accrue mainly to the aviation industry in terms of retail sales from transit passengers. With respect to Heathrow passengers often face many hours of waiting in transit lounges for connecting flights and arguably would be better off by ignoring the transit flight promoted by the big airlines and opting a direct flight. Consumer choice would be improved by being able to easily connect from European cities to regional UK airports direct. 

LAANC is also of the view that transfer traffic in its own right may be loss-making for the airlines themselves. This is because firstly fares have to be cut to compete with a direct service and to compensate for the inconvenience of changing at a hub. Secondly, costs are higher for airlines as they pay twice for landing fees and handling costs when passengers and baggage change aircraft.

	5.14 How important are transfer and transit passengers to the UK economy? 
	LAANC does not believe transit and transfer passenger are important to the UK economy. This view is supported by an ex CEO of British Airways who stated that in his view” transfer passengers spend no money in Britain, at least little beyond the price of a cup of tea”

There are millions of ponds currently lost  to the exchequer by failing to include transfer passengers in the UK APD tax. The decision not to include transfer passengers in the APD scheme is unfair on the rest of the travelling public and should be reversed. 



	5.15 What are the relative merits of a hub versus a point-to-point airport? 
	LAANC sees little merit in promoting hub airports over point to point operations. In the UK it appears that most commercially successful airlines have rejected the hub model and fly passengers direct to their destinations from a number of UK airports. 

LAANC believes the hub model is being sustained from pressure by BAA which has in the past been incentivised by government to increase the number of flights and passengers it can move through Heathrow

	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? 
	Yes and LAANC believes this potentially could result in better use of existing runway and airport provision to serve London. Also please our answer to question 5.6 above  London is served by 5 major airports + Farnborough, Biggin Hill, Northolt and Ashford. The role of rotor craft as well as new rail services should be investigated to provide better connectivity between airports  

	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? 
	LAANC believes this is an option but that it will not happen so long as the airlines believe that government will give in to pressure for new runways in the south east.  

	5.18 What more can be done – and by whom – to encourage a switch from domestic air travel to rail? 
	There is room for improvements in rail services in general the net benefits of high speed” rail should be re-evaluated alongside those relating to improvements overall in range of rail services linking the south east with London and the rest of the UK. 

	5.19 How could the benefits from any future high speed rail network be maximised for aviation? 
	Most benefit would accrue by ensuring that UK arrivals can transfer easily from the London system (and at a competitive price) to rail services direct to main midland and northern cities. This would enable the aviation industry to promote new more profitable long haul networks.  The issue of existing slots and  'Grandfather” rights should be subject to examination as proposed. In LAANCs view the creation of a free market for available slots at London’s airports would lead to better route utilisation and capacity 

	5.20 How can regional airports and the aviation sector as a whole support the rebalancing of the economy across the UK? 
	Although LAANC believes this is probably better done by rail recent evidence in the UK support a view that growth of regional airports can provide economic benefit locally apart from where the main existing economy is tourism. 

	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 needs of their neighbours are also important and need to be considered as well..

	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? 
	If capacity is increased this needs to be to improve resilience - not to increase movements.

	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? 
	Heathrow should be encouraged to turn away from trying to compete with other European Hub Airports and focus on fewer flights, not more.

Heathrow should turn away from away from the hub airport model towards flying passengers direct to their destinations. Instead of operating at 99% capacity, the airport should accept that a lower operating capacity together a proper market for trading slots would enable it to provide a better rather than bigger service. A transparant slot trading market would enable airlines holding slots which are difficult to work economically to cash in their historic investment at Heathrow and move to another airport. With fewer flights, Heathrow could focus on punctuality and service.

	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? 
	TEAM is a way of temporarily increasing resilience.  

	5.25 Could resilience become an issue at regional airports? If so, how might this be avoided? 
	Every airport needs resilience so each should be kept within its capacity.

	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 continued practice or airlines running  flights with nearly empty aircraft out of Heathrow demonstrates that something needs to be done. 

Heathrow should not be operating at over 90%. If a proper market for slots were created this would enable airlines to realise the monetary worth of slots which they can no longer operate profitably. This would in turn enable that airline to move to another airport. Heathrow could then focus on punctuality and service. 

	5.27 What provision, if any, should be made for regional access into congested airports? 
	New slots to be offered to regional connecting routes first.

	5.28 What provision, if any, should be made for General and Business Aviation access into congested airports? 
	The level of access is a commercial decision but fees and charges should not unfairly work against GA and biusiness aviation services that seek to provide connecting services to the regins be .

	5.29 What is the role of airspace design and air traffic management in making better use of existing capacity? 
	Pivotal -the development of 4d technology should be supported to enable the best use to be made of capacity. The development of advanced aids should not solely be about maximising capacity. LAANC believes that new technology such as PRNAV offers the possibility of to share the burden of overflying. 

 

	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? 
	The effect on the upper atmosphere. This is still not recognised in the EU ETS scheme. 

LAANC believes that there must be an understanding that if the UK is keep to its carbon reduction goals aviation growth may need to be restrained. It is inequitable that the aviation industry should be permitted to expand unrestrained at the expense of every other UK industry and transport mode. 

	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? 
	Use of Alternative energy when on the ground. 

Undertake all flights in a way that provides the optimum balance between noise / emissions – even if this means that journey times increase.

Audit waste production and minimise



	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? 
	Hardly at all. LAANC believes that the ETS will simply allow “business as usual’ for the airlines. The reason for this is that it has been estimated that that the cost to the aviation sector will be the equivalent of a one-cent per litre tax on aviation fuel which is currently untaxed in the EU. The effect on ticket prices is likely to be less than a 1 per cent increase in average fares across the EU. 

The UK should be pressing for an EU wide scheme for taxing aviation fuel. The EU currently sets minimum fuel duty rates within the community for road transport and it should do the same for aviation.

	5.33 What is the best way to define and quantify the UK’s share of the CO2 emissions generated from international aviation? 
	Any flight which has an origin and destination in the UK should be part of the UK’s CO2 emissions. 

The use of many different Carbon calculators is currently confusing for consumers. UK consumers should be able to compare a ‘typical’ flight over a given so as to see which aircraft / airlines will the best CO2 emissions irrespective of the efficiency of the plane or number of seats Provision of more accurate emissions data would passengers  to choose the lowest carbon flight.

Ready access to CO2 data has the potential to create a market for low-carbon flights, with airlines adopting more efficient planes with denser seating configurations.

The UK government should seek through ICAO to ensure consistency between carbon calculators. 

	5.34 What is the potential for increased use of sustainable bio fuels in aviation and over what timeframe? What are the barriers to bringing this about? 
	Not great in our view as there is increasing concern over the use of finite land resources for bio fuel growth when there is unmet need in many parts of the world for use of the land for food growing

	5.35 What mechanisms could the Government use to increase the rate of uptake of sustainable bio fuels in the aviation sector? In particular, how can we accelerate the successful development of second generation bio fuels? 
	LAANC believes that the scope for the use of bio fuels is limited and that its development should be overseen internationally. LAANC does not support the development of bio fuels which require the use of farmland that could otherwise be used for food crop growing.

	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)? 
	Flight optimisation techniques - which will enable individual flights to be optimised for speed / height and emissions. 

Development of a future airspace strategy (FAS) 

The use of turbo prop aircraft for flights within the EU

	5.37 What more could be done to encourage the aviation industry to adopt new technology to reduce its climate change impacts? 
	The cost of fuel is already providing some incentive to do this. If fuel duty were to be levied on aviation fuel this would provide even greater incentive for airlines to adopt new technology

	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)? 
	Maximise Ground Power and plug in air conditioning when aircraft are loading 



	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)? 
	In the short term as slots become more difficult to obtain this will naturally have the effect of persuading airlines to  upgrade their fleets to larger more modern aircraft, which will be more efficient both in terms of noise and emissions.

Also please see our comments at section 5.33 above re: access to carbon calculators at point of sale. 

	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 positive is the employment and everything that follows – housing and health. This is good, if not overwhelmed by negative impacts of noise, poor air quality, congestion, overheating of the economy, pressure on schools etc.

	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? 
	An interim master plan only has been provided for Heathrow. There is still no Noise Action Plan for the airport. Local representatives were refused sight of the final Noise Action Plan that was submitted to Defra. This is not good or effective community engagement. 

The responsibility for production of future Noise Action Plans should be devolve to a consortium which includes local authorities as well as Defra and DfT.

On a purely local point the acoustics at HACC meetings are terrible for the press/public area, so it does not encourage community engagement.

	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? 
	No. more could be done to improve connectivity between London’s airports. Research needs to be undertaken in order to formulate a master plan for better connecting airports in London and the south east to each other as well to the national rail network. Each of the London airports should be asked to provide their ideas for doing this.

	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? 
	This proposal has been previously considered and rejected as part of the London Night Noise regulations. LAANC continues to believe that an noise envelope currently would not by itself provide sufficient protection for residents in the Heathrow area who are regularly overflown. 

LAANC believes that the current UK adopted benchmark standard used to define the onset of significant community annoyance is out of date and needs to be brought into line with both EU research and the findings of the ANASE study. A separate technical paper in support of this view is appended to this response 

	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? 
	 Yes. Burden sharing is only likely to be effective if combined with an absolute cap on numbers – such as the 480,000 atm  cap. Where guarantees cannot be given space created by the use of new navigation aides will be filled in time. 

	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? 
	Tax breaks for environmentally compliant craft. 

	5.46 What are the economic benefits of night flights? How should the economic benefits be assessed against social and environmental costs? 
	LAANC urges the Department should consider the findings of the recent CE Delft report which indicate that so far as London Heathrow is concerned there is no overall  economic benefit to UK plc once the environmental and health disbenefits of night flights are properly considered



	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? 
	The only practicable option for delivering a better outcome is a night curfew at Heathrow. 



	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.
	This will vary from airport to airport but at Heathrow there should no scheduled movements between 23:30 and 06:00. The average of 16 flights a day that would be affected could be rescheduled to arrive after 07:00 hrs. 


