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Introduction

This Chapter sets out the methodology adopted in the Environmental Impact
Assessment (EIA), including defining the principal assessment years and baseline
assumptions. It explains the pre-planning consultation and scoping process
undertaken in order to identify all likely significant environmental effects and the
methods used to assess these effects, together with the criteria assigned to evaluate
their significance. The Chapter also describes the current (2006) level of activity at
the Airport and defines the likely future growth of the Airport, both with and without
consent to 2010. The ‘no consent’ situation at 2010 represents the ‘base case’, which
is considered to be the only realistic alternative to the Proposals. The specific criteria
applied to assessing individual topics are described in the following technical

chapters.

Approach to the EIA

The principal stages of the EIA process have, in this instance, comprised the

following:
= Review of the planning history, existing operations and controls in force at the
Airport involving discussions with LCY and visits to the Airport by the professional

project team;

= Discussions with Officers of the London Borough of Newham (LBN) and other

consultees;

» The preparation and submission of a Scoping Study to LBN on 27" April 2007;

= Receipt of a ‘draft’ Scoping Opinion from LBN dated 21 June 2007;

= Examination of the actual flight records held by LCY for 2006 (‘Stats 20’ data)

and projected flight data (forecast data) to confirm the number of movements of
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different aircraft types and passengers arriving and departing the Airport

throughout the calendar year.

= Estimation of projected growth in aircraft numbers, mix and passenger occupancy

(‘load factor’) under the ‘with consent’ and ‘without consent’ scenarios by 2010;

= Definition of potential variations to the aircraft mix (scheduled and ‘general
aviation’) within the proposed 120,000 movement cap — this was to establish the
criteria for applying ‘sensitivity testing’ to compare the impacts of alternative

scenarios to the principal/ most likely mix;

» Ongoing baseline data gathering for noise, air quality and traffic and the provision
of other data held by LCY;

» |dentification of existing sensitive receptors to impacts from the Airport, as well as
future potential receptors such as planned developments in the area (those with

planning consent or development allocations);

= Assessment of the effects, by comparing the differences between the ‘without
consent’ baseline growth of the Airport to 2010 (i.e. under current planning

controls) and the growth that might occur by 2010 with the Proposals;

» Identifying any additional mitigation measures necessary to prevent, reduce or

offset these effects;

= Identifying the residual effects of the Proposals assuming that the identified

mitigation measures and any further enhancements are implemented; and,

* Preparation and submission of the ES with the planning application.

Consultation with Stakeholders

Planning Policy Statement (PPS) 1 encourages a positive approach to pre-
application consultation, in order that the development proposals recognise the
needs of the community. In accordance with this guidance, LCY has kept the local
community and business forums, neighbouring residents, airport employees and

customers, council officers and other organisations regularly informed of the
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proposals. In reality, there has been a continuous dialogue with these stakeholders,
prior to and following the publication of the Master Plan for the phased expansion of
the Airport through to 2030. Therefore, the views and concerns of these parties are
well known and LCY has attempted to accommodate these in their plans. As the
interim application merely represents an early phase of the continuing growth of the
Airport, broadly in accordance with that set out in the Master Plan in November 2006,
it has not been considered necessary to hold a separate public exhibition. However,
LCY has undertaken the following community engagement activities to inform

relevant stakeholders of the interim application:

= An article covering the interim application was included in Edition Six (June,
2007) of ‘Runway News’ and was distributed with “The Newham Mag’ to 15,000
households located south of the A13 in the borough of Newham. Runway News

is also available via LCY’s website;

= A presentation on the interim application was given to the London City Airport
Consultative Committee (LCACC) on 3 July 2007, to the LBN Land Panel on 6
July 2007, and to the Government Office for London (GOL) on 11 July 2007;

= Letters sent to the Chairs of the three Community Forums and councillors in the
area (Royal Docks, Custom House & Canning Town, and Beckton) offering a
presentation at LCY held on 26 July 2007

» Following the submission of the application, a briefing sheet about the interim
application will also be sent to all local, regional and national agencies that were

consulted on LCY’s Masterplan in 2006, and

= All LCY employees will be informed about the interim application through an
article included in LCY’s staff magazine, The Chronicle, distributed during the

second week in August 2007.

Scoping Study

The approach to the EIA and the range of various technical studies required to
support the assessment process were identified at an early stage having regard to

the nature of the Section 73 application, precedents set by other airport applications
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and the requirements of Schedule 4 of the EIA Regulations. A Scoping Report
(included in Appendix A) was prepared by RPS on behalf of the Applicant and issued
to LBN on 27th April 2007 with a request for a formal Scoping Opinion.

The Scoping Report issued to LBN outlined the draft Proposals and identified those
potentially significant environmental issues of relevance to the Application.
Subsequent to the Scoping Report being prepared, the Application has been revised,
in particular with the inclusion of the single 120,000 aircraft movement annual limit
(replacing the ATM limit) and the definition of a new upper Noise Factored Movement
(NFM) limit of 135,000. These changes reflect the further, most recent work done by
LCY and their advisors on traffic forecasting, thereby achieving greater certainty
about the most likely aircraft mix by 2010. It is considered that this change does not

alter the scope of the EIA, as set out in the Scoping Report.

As no physical alterations or built structures are proposed at the Airport, the scope of
the EIA is inevitably restricted to those topics that might be influenced by the
increased throughput at the Airport, both in terms of aircraft movements and
associated passenger numbers. The Scoping Report identified the following topics to

be assessed through the EIA process and presented within the ES:

= Surface Transport and Access;

= Air, Ground and Surface Traffic Noise;

= Air Quality;

=  Socio-economics; and,

= Waste.

The Scoping Report also provided the rationale for other topic areas to be ‘scoped
out’ from the EIA, on the grounds that the proposed scheme would have no influence
on these, or, the effects that might occur would be of a negligible or insignificant
nature. For the sake of completeness, Chapter 4 of this ES describes each of these

‘non-significant’ topics in turn and provides justification for why they have not been

subject to more detailed consideration. The topic areas scoped-out of the full EIA are:
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= Energy consumption from buildings;

= Carbon dioxide emissions associated with aircraft and direct combustion

processes on Site (heating and power plant etc);
» Landscape and visual effects;
» Archaeology and cultural heritage;
=  Flood risk;
=  Water quality and ground conditions;
= Ecology and nature conservation;
= Vibration;
» Microclimate (wind and daylight and sunlight): and,
= Construction related impacts.
The EIA consultant team have met with relevant LBN officers and Transport for
London (TfL) to discuss the methodology and coverage of the individual studies
feeding into the EIA. In addition, meetings have been held with the Greater London
Authority (GLA) and GOL. In formulating their ‘draft’ Scoping Opinion, LBN consulted
a range of statutory and non-statutory organisations, who were provided with copies
of the Scoping Report. These organisations are listed below in Table 2.1. Letters of
response to this request are included in Appendix A. Whilst these letters do not form
part of LBN’s opinion (unless the issues raised have been replicated in the draft

opinion) consideration has been given to the points raised, as detailed in Table 2.2

below.
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Table 2.1: List of Organisations Consulted by LBN on the Scoping Report

CONSULTEE

General

Environment Agency (EA)

Natural England

London Borough of Greenwich (LBG)

London City Airport Consultative Committee (LCACC)

London Borough of Tower Hamlets (LBTH)

National Air Traffic Services (NATS)

Royal Docks Management Authority (RoDMA)

London Thames Gateway Development Corporation (LTGDC)

Transport for London (TfL)

London Fire and Emergency

British Waterways

Metropolitan Police

London Borough of Newham

Transportation

Regeneration

Environmental Health

Planning Policy

Waste

LBN responded with a ‘draft’ Scoping Opinion on the 21 June 2007, a copy of which
is included in Appendix A. LBN’s response confirmed that the proposed approach to
the ES was generally sound although they expressed the view that certain topics
originally proposed to be ‘scoped out’ of the EIA and ES should be considered;
namely, energy consumption and climate change, water consumption, and

regeneration aspirations for the Royal Docks locality.

Whilst accepting many of the points made by LBN’'s Officers and the Statutory
Consultees in the draft Scoping Opinion, a response was provided by the Applicant’s
Planning Advisors, RPS, which sought to explain why these topics are not
appropriate for consideration within the formal EIA process (see RPS letter dated 15"
July in Appendix A). It was accepted however, that the Applicant would address all
the queries raised and provide the commensurate level of information, either within
the ES, Planning Statement, Health Impact Assessment (HIA), or, within a separate
Sustainability Appraisal and Carbon Analysis Report. No final Scoping Opinion had

been issued by LBN at the time of writing.

Table 2.2 below provides a summary of the issues that the Applicant considers do

not constitute significant environmental effects in the context of the EIA.



Table 2.2:

Elements to be scoped out of the EIA and ES

Element

| Response

Climate Change

Section 3 of Council’s ‘draft’
Scoping Opinion states that Carbon
Dioxide emissions should be
considered as significant at a local
level and therefore be included in
the EIA

Emissions from aircraft utilising LCY make up only a very small
proportion of the national fleet and there is no direct,
quantifiable impacts from such activity at the local level. In the
context of UK and International emissions, it can reasonably be
concluded that LCY’s contribution to Climate Change is
negligible and cannot be deemed a significant environmental
effect.

Notwithstanding this, LCY has, and will continue to take
appropriate steps to minimise Carbon Dioxide Emissions. Such
measures have been set out in a comprehensive Sustainability
Appraisal and Carbon Analysis Report. This report, submitted
with the planning application and ES, includes a quantification
of emissions from aircraft, airport sources, and road traffic.

The Sustainability Appraisal and Carbon Analysis Report will
also discuss any changes to energy consumption resulting from
the general intensification of use of existing facilities at LCY.

As no physical infrastructure is being applied for at this time it is
considered that the Mayor of London’s10% renewable
obligation should not apply until the further development
aspirations of LCY’s Master Plan are brought forward.

Water Use

The Environment Agency requested
that water efficiency issues be
included, on the basis that
increased passenger numbers
would result in increased demands
for water, which may potentially
cause unacceptable environmental
damage. The EA also requested
that discussion on proposed water
efficiency measures be included.

Whilst more intense activity at LCY may result in small
increases in water demand associated with domestic-type uses,
the net increase in consumption is likely to be small. This does
not represent a significant environmental impact in the context
of the EIA Regulations (See Chapter 4: Non-significant Issues).

Nevertheless, the effects of the proposals in terms of water
consumption and efficiency have been considered as part of
the Sustainability Appraisal.

Regeneration Aspirations

The EIA should take into account
the regeneration aspirations of LBN
and other agencies (i.e. LTGDC &
LDA) including identified future
developments over and above
existing permissions.

Environmental Statements typically only consider the
cumulative effects of approved or ‘committed’ developments
because there is likely to be reasonable certainty that such
developments will come forward and the scale and disposition
of such developments can be determined and assessed in
conjunction with the development proposals.

However, in light of the importance of this issue to LBN and the
LTGDC, a regeneration statement has been prepared and is
included as Appendix F to this ES. This considers amongst
other issues, how changes to the noise contours and possible
extensions to the Public Safety Zones (PSZ) as a consequence
of the Airport’s expansion may affect development likely to
come forward by 2010. A further consideration of the
cumulative impacts of the expansion of LCY with some of these
proposed developments is provided in Chapter 11.

Capacity of the Existing Terminal

LBN requested confirmation that the
existing building has capacity for
3.9 mppa.

The Planning Statement accompanying the planning application
confirms that the unimplemented planning permissions for
operational improvements at LCY will provide the necessary
capacity to accommodate the predicted number of passengers
(3.9 million per annum). This was not considered to be a
matter that needs to be dealt with in the environmental
statement.




2.4.9 A summary of the points raised in the draft Scoping Opinion which will be addressed

as part of the ES is set out in Table 2.3 below. The table also summarises the

Applicant’s response and identifies where within the ES the issue has been dealt

with.

Table 2.3: Issues Raised in ‘Draft’ Scoping Opinion
Comment | Response
Ecology

The Council considers that the EA view
should prevail and that the proposals
outlined in para 6.28 of the scoping report
should be included in the EIA.

Ecology is considered to be a non-significant issue.
However, consultation with statutory and non-statutory
consultees is currently being undertaken, a desk-based
study has been prepared and an ecological survey of the
Airport carried out. The findings of these studies together
with an outline of Airport’s plans for future ecological
enhancement measures will be presented in an Ecological
Report which is appended to the ES (Appendix G).

Noise

3.5/3.6 The 20% predicted growth in
passengers without any increase in
flights needs to be fully explained. The
scenario of larger planes and an increase
of the Jet Centre would possibly trigger
the factored movements. Given the
airport will compare with and without
consent, there is a need to ensure the
baseline is realistic to ensure a
reasonable comparison.

In light of the current conditions imposed by existing
planning permissions at the Airport, particularly the noise-
factored limit of 73,000, LCY have revised the original
‘Without Consent’ scenario outlined in the Scoping Report.
The 2010 ‘Without consent’ scenario will only result in a
projected 5% increase in passengers (to 2.5 mppa) from
the 2006 (2.4 mppa) due to restrictions on the fleet mix and
NFMs.

5.2 The use of “minor” for increases in
ambient noise and air quality is
premature. Other topics are not
quantified in this way. Surface access
transport noise is not mentioned (for
major roads it is likely to be insignificant)
but for minor local roads (Hartman) for
example it may not be.

All sources of noise and air quality impacts have been
thoroughly assessed and presented within Chapter 6 and
7 of the ES. This includes predicted changes to ambient
conditions on local roads.

5.29 Noise contours do not include all
noise sources, or consider diurnal
changes which could underestimate the
impact, worst hour data would be of
benefit. Contours will need to be shown
in both INM and existing methodologies.

Reverse thrust is a new issue that will
need to be included.

These issues have been addressed within Chapter 6 of the
ES.

There is currently no recognised method of assessing
effects of daily and worst hour noise activity and the EIA
approach adopted methodologies in line with those
endorsed by the Government. The ES does however
include contours generated using the INM methodology, as
this is the most up-to-date methodology.

The effects of reverse thrust have also been included within
the noise assessment.

5.32 traffic flows on Hartman Road could
lead to more than a minor change.

Traffic flows along Hartman Road have been considered
within the Noise chapter.

The Council does not currently receive a
69dB contour from London City Airport.

Chapter 7 includes the 69dB noise contour in view of its
importance to an assessment of noise impact.

Transport

TfL Comments — where relevant, addressed in Chapter 5 of the ES.

Surveys

Surveys have been undertaken in March, April and May
2007 of passengers, staff and vehicles.

Impacts on local road networks

Junctions surrounding the road networks have been
included in the assessment for the 2010 scenarios.

Impacts on the wider road network.

The following have been assessed:
i) AM and PM peak hours have been tested.
i) Data used for base year traffic forecasts includes data




obtained from passenger and staff travel surveys, as well
as recent Manual Classified Counts and Automatic Traffic
Counts commissioned by LCY.

iii) Forecasts of 2010 passenger and staff travel have been
used in the derivation of future year trip generation.

iv) The estimated contribution of other developments has
been included as background growth and be accounted for
by using the NRTF growth factors.

Junction assessment methodology.

This data has been included within the Transport
Assessment.

Assessment of DLR Scenarios

Comments on these DLR scenarios have been included in
the Transport Assessment.

Possible need for 3-car operation
Woolwich Arsenal Line.

Woolwich Arsenal has been designed for 3-car operation.
The assessment considers the impact on the DLR and
provides comments within the Transport Assessment.

Multi-storey Car Park

Ring fencing Car Park funds for public transport provision is
a separate issue and has not been dealt with in the EIA.

Mode Share Targets

Passenger and staff public transport mode share targets
and associated transport effects are considered in the
Travel Plan.

Long Term Forecasts

These are not considered within the interim application,
which applies for an increase in aircraft movements to
2010, as this refers to the longer term Master Plan
aspirations which would subject to a separate detailed
transport assessment.

London Borough of Newham — where relevant, addressed in Chapter 5 of the ES.

3.5 3.6 Given the airport will compare
with and without consent, there is a need
ensure the baseline is realistic to ensure
a reasonable comparison.

See above. The revised assumption for baseline growth of
the Airport to 2010 is for a modest (5%) uplift in
passengers.

5.27. Road traffic will need to include
Taxis and the car parks.

Cars, Taxis and car parks are considered in the Transport
Assessment.

Air Quality

5.46/47/50 we will need to agree
receptors, which should include north of
the airport on the dock edge
(Royals,UEL).

The location of the sensitive receptors was agreed between
Robin Whitehouse of LBN and Steve Moorcroft of Air
Quality Consultants. This comprehensive list is included in
Chapter 7 of the ES, as it applies to each topic.

Airport odour is not specifically
mentioned but could be a significant
issue although it is covered in the
detailed section.

Airport odour has been addressed in the ES, in both the
Chapter 7 Air Quality and Chapter 8 Socio-economics.
This was referred to in Section 5.43 of the Scoping Report.

Taxis will need to be considered
carefully, peak flows will also need to be
considered as air quality standards
include hourly averages. 24 AADT may
therefore be unsuitable for some roads.

Assumptions have been made regarding taxis idling on
stand and the assessment is presented within the Chapter
7 of the ES.

The impact of the Jet Centre needs to be
assessed (short term levels of NO2 could
be high especially for Silvertown Quays
adjacent to the Connaught Bridge). Also
it is possible that before further
expansion of the site is envisaged further
acoustic barriers are required to reduce
the impact.

An Air Quality monitoring location has been established at
Silvertown Quays opposite Connaught Bridge. The air
quality results from this location are included in Chapter 7
of the ES.

Socio-economics

Section 5.55 regarding socio economic
assessment methodology. Whether or
not it has been provided previously,
details are needed as to the number and
type(s) of jobs taken up by residents in
LB Newham and adjoining boroughs.

This information is included in Chapter 8 of the ES.
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Information Sources

The EIA considers the likely effects of the Proposals on the existing environment of
the Airport and adjoining areas of the Royal Docks and Newham as a whole. Each
assessment topic has a slightly different geographical context, which is described in

the respective chapters.

The EIA team has been able to draw upon a variety of different sources of baseline
information to develop a clear understanding of existing conditions on the Airport Site

as well as in the surrounding area. These include the following:

» Historical and contemporary records available from various sources;

» Environmental Statement for the Operational Improvements Programme (OIP),
produced by Gibb in November 2000;

» ‘Stats 20’ data covering the period January to December 2006;

» Surface traffic counts on 22 April 2007 from surrounding roads including: Pier
Road, North Woolwich Road, Connaught Bridge (North), Victoria Dock Road,
Royal Albert Way (West & East), Woolwich Manor Way (North & South), Royal
Docks Road, Hartmann Road and Connaught Road.

» The “DLR — London City Airport Extension Monitoring Report Year One” (June
2007 produced by the Mayor of London/ TfL)

= Noise monitoring data for 2006, including readings from the automated noise

monitoring and flight-track keeping system and other measurements;

= Air Quality data from LCY’s automatic monitoring station on the roof of City
Aviation House and from a network of nitrogen dioxide diffusion tubes around the
Airport (October 2006 to March 2007) and data from LBN and the national Air
Quality Archive;

» Data from an Economic and Social Impact Assessment completed in 2005 by
York Aviation and the UEL London East Research Institute to inform LCY’s

Master Plan (Included in Appendix E);



2.6

2.6.1

26.2

» Supplemental data from LCY on employment at the Airport;
= A waste audit/site visit carried out by RPS on 21% March 2007
= An Ecological Survey carried out by RPS on 10™ May 2007.

= Various Site visits, meetings and correspondence with LCY’s operational,

environmental and planning personnel.

Current Situation and Baseline Conditions

Summary of Current Planning Limits

As described in Chapter 1: Introduction, the current annual limit on Air Transport
Movements (ATMs) is 73,000. There are also an unrestricted number of General
Aviation (GA) movements,. derived pricipally from the Jet Centre for which no
planning limit applies. In 2006, 62.5% of Jet Centre movements were unclassified
under the ATM definition. An ATM is defined as “air transport movements by civil
aircraft engaged in the transport of passengers, cargo, or mail on commercial terms

and shall include movements by aircraft engaged in sightseeing tours."

The annual limit of noise-factored movements (NFM) is presently 73,000. Aircraft
types using the airport are placed in categories and allocated noise factors
depending on their noise reference level (see Table 2.4 below). The noise reference
level is the departure noise level and is determined using the mean annual departure
noise levels as measured by LCY’s noise monitoring system. The noise factors
shown below are multiplying factors applied to the actual number of aircraft
movements (both ATMs and non-ATMs) and are used to calculate the number of
factored movements at the Airport which are then recorded by LCY and reported to

LBN on an annual basis.

Table 2.4: Noise Categorisation Table
Category Noise Ref. level Noise Factor
A 91.6-94.5 1.26
B 88.6-91.5 0.63
C 85.6-88.5 0.31
D 82.6-85.5 0.16
E Less than 82.6 0.08
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2006 ‘Current Situation’

The Calendar Year of 2006 has been adopted as being representative of the ‘current
situation’ as this provides a validated set of data for aircraft movements and
passenger numbers over a 12 months period (‘Stats 20’ data). As there is some
variability in the intensity of use of the Airport throughout the year (with summer
months often being quieter) aggregating the full year’'s data provides a representative
data set. Also, Condition 13 of the current planning permission sets limits for the

calendar year, rather than any other 12 months period.
Where more recent data has been obtained (e.g. surface traffic counts) these have
been adjusted to the 2006 situation by correlating these measurements with Stats 20

data.

Aircraft Movements in the 2006 Current Year are summarised in Table 2.5 below:

Table 2.5: Summary of Aircraft Movements During 2006*
Scheduled GA/Jet Centre | Total Classified Air | Noise Total
Movements Movements Transport Factored Passengers
Movements Movements (Pax)
(ATMs)
65,860 13,756* 79,616 71,016 72,247 2,377,318

*Please note that elsewhere in the ES these figures may be rounded up for ease of interpretation.

**5156 (or 37.5%) of these movements were designated ATMs

2010 Base Case (Without Consent)

Without the consent to vary the existing planning conditions, the further growth of the
Airport would be significantly constrained such that the existing NFM limit would be
reached by the end of 2007 or early 2008. Consequently, the ‘baseline’ growth of the
Airport, measured between 2006 and 2010, would only allow for a very limited
(approximately 5%) increase in passenger numbers and result in an effective freeze
in the number of ATMs. However, the Airport might be able to improve the passenger
‘load factor’ somewhat, by working in conjunction with the commercial airlines to
improve scheduling efficiency etc. A greater proportion of larger aircraft in the fleet

mix will also accommodate a small increase in passenger numbers. Overall,




2.6.6

26.7

2.6.8

26.9

passenger numbers are assumed to increase by approximately 1-2% per year

between 2006 and 2010 under the ‘without consent’ scenario.

The remaining operational improvements (secured through the 2003 Planning
Consent) including the construction of the new aircraft stands and the eastern
terminal extension (See Chapter 1: Introduction) will occur with or without the new
movement limit. These changes will facilitate more efficient use of the runway and
terminal building, particularly at peak times, and this would have the potential to

improve the speed of aircraft turnaround.

The 2010 Base Case (Without Consent) is summarised in Table 2.6 below:

Table 2.6: Summary of Aircraft Movements in 2010 ‘Without Consent’
Scheduled GA/Jet | Total Classified Air | Noise Average Total
Movements | Centre | Movements | Transport Factored Load Passengers
* Movements Movements | factor (%) | (Pax)
(ATMs)
66,000 14,000 | 80,000 71,000 73,000 58% 2,500,000**

*

assumes 1.6 Pax per GA movement = 20,800
includes approximately 40% classified as ATMs

*%

2010 ‘With Consent’ (the Proposals)

The Interim Application proposes to replace the ATM limit (currently 73,000) to allow
up to 120,000 ‘total aircraft movements’ per annum with modifications to the daily
and other limits including Noise Factored Movements (NFMs), as set out in Chapter
1. The concept of NFMs will be preserved but the limit will be increased to 135,000
per annum. The principal (most likely) assessment case would involve a mix, within
the 120,000 total aircraft movements, of 95,000 scheduled airline movements and
25,000 GA/Jet Centre movements. The proposal would enable the Airport to serve

approximately 3.9 mppa by 2010.

The Principal Assessment Year of 2010 has been selected on the basis that, by the
end of 2010, the varied planning conditions would be ‘fully implemented’ and the
maximum impacts (both adverse and beneficial) would be realised. The average load
factor in the 2010 With Consent scenario is most likely to be similar to that

experienced in recent years (ie. 55%). This figure is slightly less than that assumed
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for the Base Case, due to there being marginally more flights outside of the peak

hours when load factors are observed to be lower.

The most likely outcome of the Proposals at the end of 2010 is summarised in Table
2.7 below:
Table 2.7: Summary of Aircraft Movements in 2010 ‘With Consent’
Scheduled GAlJet Centre | Total Noise Assumed Total
Movements Movements Factored Average Load | Passengers
Movements factor (%) (Pax)
95,000 25,000 120,000 135,000 55% 3,900,000

Sensitivity Testing

Although the most likely ratio of scheduled airline movements and GA/ Jet Centre
movements by 2010 is that presented in Table 2.7 above, the new cap of 120,000
total aircraft movements theoretically allows for different outcomes. The EIA has
therefore considered two further scenarios within a range that might be considered
plausible, although unlikely. These are presented as ‘sensitivity tests’ in order to
determine whether the impacts associated with such scenarios would be materially
different from the primary assessment case of 95,000 scheduled airline movements
with 25,000 GA/Jet Centre movements. The two additional ‘with consent’ 2010

scenarios are as follows:

= 85,000 scheduled airline movements and 35,000 GA/Jet Centre movements,

delivering approximately 3.5mppa

= 105,000 scheduled airline movements and 15,000 GA/Jet Centre movements,

delivering approximately 4.3mppa.

Changes to Aircraft Mix

Under both the ‘with’ and ‘without’ consent scenarios, the current trend of the airline
operators replacing smaller turbo-prop type aircraft and older BAe146 planes with
larger more efficient turbo-fan jets would continue (as long as these changes can be

accommodated within the current planning and noise limits). In the ‘Without Consent’
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scenario, proportionally more turbo-prop aircraft such as the Bombardier Q400

(which have a lower noise factor, but are actually noisier on arrival) are assumed.

The assumed fleet mix characteristics are illustrated below in Tables 2.8 and 2.9:

Table 2.8: Typical Aircraft Types Operating at LCY by Size
AIC Size (seats) 2006 Baseline 2010 Without consent | 2010 With consent
Corporate Citation Excel Citation Excel Citation Excel
31-50 Dornier 328 Embraer 135 Embraer 135
51-70 Fokker 50 Bombardier Q400 Bombardier Q400
71 -100+ BAe RJ 80, Embraer 170, Embraer 170,

BAe RJ 100 Airbus 318 Airbus 318
Table 2.9: Proportion of Different Sized Aircraft in 2006 and 2010 ‘With’ and ‘Without’
Consent
A/C Size (seats) 2006 (%) 2010 Without consent | 2010 With consent
(%) (%)

31-50 20 4 16
51-70 45 58 26
71 -100+ 35 38 58

Daily Aircraft Movements

The following graphs, shown as Figures 2.1 to 2.3, provide a summary of the current
daily aircraft movements at LCY (for 2006-2007), and the forecast daily aircraft
movements in 2010 for both the ‘Without Consent’ and ‘With Consent’ assessment
scenarios. These are intended to illustrate how flight activity varies throughout the
working day, excluding Saturdays and Sundays where movement are governed by

different operational hours (See Chapter 2).

The graphs show the ‘rolling hourly movements’, as opposed to a graph that might
show the actual number of movements in a specified hour, hence two bars
representing each hour slot. Airports typically use such graphs in their overall
capacity planning, as they recognise that many aircraft movements span two time
periods (for example, aircraft may arrive at 7.45am, but depart at 8.15am), and
therefore are using facilities, such as terminal space and parking stands, for more

than one time period.



2.7.3 The graphs illustrate that the pattern of aircraft movements, both landings and
departures, will be similar in 2010 under both scenarios, and to that recorded in
2006. Whilst there will be a commensurate increase in movements throughout the
day, most flights will continue to occur in the peak morning and late afternoon/early
evening periods. In the 2010 With Consent situation the present maximum capacity
of the runway (36 movements per hour) is predicted to be met between 8.30-9.30 in
the morning and 18.30-19.30 in the evening. This corresponds to approximately 6-10

extra movements during these peak hours, compared to 2006.

Figure 2.1: Current Daily Aircraft Movements 2006-2007
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2.8

2.8.1

28.2

2.8.3

Identification of Sensitive Receptors

As part of the EIA process, the environmental effects of a given development or
scheme are typically predicted in relation to sensitive environmental receptors.
Sensitive receptors range from people (such as residents of surrounding properties,
users of facilities etc), built resources (such as listed buildings) and natural resources

(such as areas of landscape and ecological interest).

However, in this instance, given the nature of the Proposals, such that no built works
or physical changes to existing facilities are required to accommodate the proposed
increase in total aircraft movements, there will be no impacts to built or natural
resources. Chapter 4 of the ES provides the rationale for such topic areas being to
be ‘scoped out’ of the EIA, as they were deemed to be unaffected by the Section 73

interim application, or, unlikely to give rise to significant environmental effects.

Therefore, local residents, schools, colleges, airport employees and users of the
transport system have generally been identified as the most sensitive receptors in
each of the technical chapters. A summary of the sensitive receptors identified in

each of the technical chapters is provided in Table 2.10 below.

Table 2.10: Sensitive Receptors
Chapter in ES Sensitive Receptors
Chapter 5 — Surface Transport = All aspects of traffic, public transport and pedestrian and cycle
and Access* movement and associated infrastructure, particularly those
used by residents, and LCY passengers and staff.
Chapter 6 — Air, Ground and = The current and predicted fixed population within the 57 dBA
Road Traffic Noise noise contour which may be affected by LCY air and ground

noise effects.
= Residents within close proximity to local roads which may be
affected by road noise effects.

Chapter 7 — Air Quality* = Locations where members of the public may be regularly
exposed to air pollutants such as local residents within the
immediate vicinity of LCY including the Royal Docks area and
within the adjacent Air Quality Management Area (AQMA)
declared by LBN.

Chapter 8 — Socio-economics = Local Residents within the boroughs of Barking and
Dagenham, Bexley, Greenwich, Hackney, Havering,
Lewisham, Newham, Redbridge, Southwark, Tower Hamlets,
and Waltham Forest;

Commercial users of the Site;

Businesses utilising services from the Airport;

Employees of the airport (direct and indirect).

Chapter 9 — Waste Waste management and disposal infrastructure (e.g. landfill

site).

*Receptors agreed with LBN
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2.8.5

The criteria used for identifying sites that are considered to be potentially sensitive

include:

» Sensitivity of existing land uses (e.g. residential dwellings, schools, hospitals etc);
»= Proximity to the site;

= Extent of potential exposure to the environmental effects;

= Number of individual receptors; and

= The receptor’s ability to absorb change.

The spatial scope of the assessment varies depending on the particular receptor.
Certain environmental effects extend beyond the Application Site, such as, air
quality, air and ground noise, surface traffic, and socio-economic influences. The
spatial scope of the assessments is set out in the specialist chapters and the
coverage takes into account the physical extent of the Proposals and the nature of

the baseline environment.

Figure 2.4 shows the location of the identified potential sensitive receptors.
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2.9.1

29.2

293

294
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Assessment Criteria

In all cases, the assessment of individual impacts is based on the description of the
proposals as set out in Chapter 1 and the assumptions detailed in Section 2.6 of this
Chapter. Where relevant, any additional features of the proposals that are relevant

to each assessment topic are identified in the corresponding chapter.

Evaluation of Significance

The concept of significance is central to the EIA process. The classification of
significance aids the decision maker (in this case the LBN) in identifying the main
environmental effects of a scheme and, secondly what weight should be given to
these effects in reaching its decision concerning whether or not to grant planning
permission. There is no statutory definition of what constitutes a significant effect and
guidance is essentially of a generic nature. However, it is widely recognised that
‘significance’ reflects the relationship between the magnitude of an impact and the

sensitivity or value of the affected resource or receptor.

The following approach provides an overarching common framework within which the
significance of the effects for all environmental topics arising from the Proposals has

been predicted.

Specific criteria for the assessment of each potential effect have been developed
giving due regard to the following:

= Extent and magnitude of the effect;

» Effect duration (whether short, medium or long term);

» Nature of effect (whether direct or indirect, reversible or irreversible);

» Performance against environmental quality standards;

= Sensitivity of the receptor; and

= Compatibility with environmental policies.

Within the ES, a generic matrix is used in many of the chapters to define the level of

significance of effects, as provided in table 2.11 below:



Table 2.11: Generic Definitions of Significance

Level of Description

Significance

Substantial Very large or large change in environmental or socio-economic conditions. Effects,
both adverse and beneficial, which are likely to be important considerations of the
planning ‘decision maker  because they contribute to achieving regional or local
objectives or, could result in exceedance of statutory objectives and/or breaches of
legislation.

Moderate Intermediate change in environmental or socio-economic conditions. Effects that are
likely to be important considerations at a local level.

Minor Small change in environmental or socio-economic conditions. These effects may be
raised as local issues but are unlikely to be of importance in the decision making
process.

Negligible No discernible change in environmental or socio-economic conditions. An effect that

is likely to have a negligible influence, irrespective of other effects.

Similarly, the magnitude of the effects has been defined according to a generic matrix

which is presented in Table 2.12.

Table 2.12:

Significance Matrix

Magnitude of Impact

Sensitivity/value | High Medium Low Negligible
of receptor

High Substantial Substantial Moderate Minor
Medium Substantial Moderate Minor Negligible
Low Moderate Minor Negligible Negligible
Negligible Minor Negligible Negligible Negligible

29.6
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Where different assessment criteria have been applied this is clearly stated within the

chapter.

Following their identification, significant effects have been classified within the ES on

the basis of their nature and duration as follows:

= Beneficial effects that have a positive influence on receptors and resources;

» Adverse effects that have a negative influence on receptors and resources;

» Temporary effects that persist for a limited period only (due for example to

particular activities, e.g. aircraft engine tests);
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2.10

2.10.1

= Permanent effects that result from an irreversible change to the baseline
environment (e.g. landtake) or which persist for the foreseeable future (e.g. noise

from operations or activities);

= Direct effects that arise from the impact of activities that form an integral part of

the Proposals e.g. direct employment and income generation;

» Indirect effects that arise from the impact of activities that do not explicitly form

part of the Proposals (e.g. increased road traffic);

» Secondary effects that arise as a consequence of an initial effect of the scheme

(e.g. induced employment elsewhere);

= Cumulative effects. These are discussed later Chapter 11 but can arise from a
combination of different effects at a specific location or the interaction of different

effects over different periods of time.

Where it has not been possible to quantify the effects of the proposals, qualitative
assessments have been undertaken, based on professional judgement in the

knowledge of the information available and in the context of the proposals.

Cumulative and Interactive Effects

Cumulative Effects

Cumulative effects are the combined effects from several developments, which
individually might be insignificant but when considered together they could generate
a significant effect on a particular receptor or receptors. The methodology for
assessing the cumulative effects has been defined by determining with the local
planning authority the current status of various developments in the locality of the

Application Site and applying the following ‘screening criteria’:

= Developments that are within 1km of the boundary of the Airport, or, within the
2006 69dB noise contour for LCY; and,

= Comprise more that 10,000m? and/or 100 or more residential units and/or are of a

particularly sensitive nature (e.g. new schools or hospitals); and,
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= Developments for which an ES and Transport Assessment (or equivalent) have

been prepared and are available for review; and,

= Have planning permission or a ‘resolution to grant’ planning permission, on or
before 1 May 2007, or where the site has been allocated in the UDP or emerging

LDF and are likely to commence by 2010.
Interactive Effects

Interactive effects arise where effects from one environmental element bring about
changes in another environmental element. These effects have been assessed using
the professional judgement of the EIA team and are described in the technical
chapters of this ES as appropriate. Examples of interactive effects relevant to the

Proposals are as follows:
= Effects of traffic on air quality;
= Effects of traffic on noise; and

= Effects of increased employment on travel patterns.

Mitigation and Enhancement Measures

Where likely significant environmental effects have been identified during the
assessment process, the specialists undertaking the EIA have described mitigation
and enhancement measures consistent with best practice in their respective fields,
taking into account local constraints and characteristics and the ability of LCY to
implement such changes (e.g. through Section 106 obligation or planning conditions).
Any essential mitigation measures have been proposed to prevent, reduce and
where possible offset adverse effects and enhance beneficial effects. These

measures are described in the technical chapters.



2.12 Assessment of Likely Residual Effects

2.12.1 The residual effects of the Proposals are set out for each topic assuming
implementation of the mitigation measures identified. It includes an assessment of
the significance of those effects in accordance with the identified criteria. Chapter 10
sets out a full summary of the mitigation measures that the Applicant is committed to,
together with any further enhancement measures. The residual effects are then

described.

2.13 Limitations, Constraints and Assumptions

2.13.1 The specific limitations, constraints or assumptions common to the assessment are

listed below:

= The Proposals would satisfy minimum environmental standards, consistent with

contemporary legislation, practice and knowledge;

= Subject to permission to vary the existing planning conditions, the
commencement of associated changes to the aircraft movements would be
expected to start to take effect in early 2008, but the new limits would not be
reached until the end of 2010;

= The principal existing land uses adjoining the site remain, except where planning
permission has already been granted or where there is a reasonable likelihood
of planning permission being granted and development commences before
2010;

2.13.2 In relation to constraints and uncertainties, where there are deficiencies in the data
these are identified in the relevant Chapters of the ES. Despite limitations,
constraints and assumptions, the results of the assessment are considered robust

and compliant with the EIA Regulations 1999.
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