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NON-TECHNICAL SUMMARY OF THE ENVIRONMENTAL STATEMENT

This is a brief summary of the Environmental Statement in non- technical
language. It explains the proposal, its likely environmental effects and measures to be taken to mitigate adverse effects.

1. Introduction and Proposal

1.1 Manchester Airport was established in 1938 and has grown to be the third busiest airport in the UK. In 1992 the Airport catered for 11.7 million passengers. Demand is forecast to rise to almost 30 million by 2005.

1.2 The Airport has a single runway, two passenger terminals and a freight terminal. There is direct road access to the M56 and a recently opened rail link to Manchester and the north.

1.3 In order to cater for the predicted growth in traffic, it is proposed to develop a second runway to the south of and parallel with the existing runway. A second runway would have a paved length of 3050m and its threshold would be staggered by 1850m to the south-west of the existing runway.

1.4 The second runway would permit segregated operations, that is one runway would be used for landing aircraft whilst the other would be used for take-offs. This would provide a runway capacity of at least 60 movements per hour which compares to 42 movements per hour for the existing single runway. In normal operations (80% of the time), the new runway would be used to take-off and the existing runway for landing.

1.5 The runway would mainly be in a shallow cutting. It would cross both the River Bollin and the A538. Altrincham Road (Styal) would need to be diverted and Wood Line, Lady Lane and Ostler's Lane would be severed and closed to through traffic. A number of rights of way would need to be diverted.

1.6 There would be a number of small scale building developments associated with the second runway including radar installations, instrument landing systems, sub-stations, a satellite fire station and water balancing lagoons.


2. The Planning Context


2.1 Government policy is that airport capacity should be provided to meet 
demand where it arises. In particular regional airport companies are encouraged to bring forward proposals for expansion to meet forecast demands. Nevertheless there is a recognition that the provision of extra capacity should seek to minimise any impact on the environment.

2.2 National, regional and local planning policies acknowledge the importance of Manchester Airport to economic development and regeneration in the region. Again the need to minimise environmental impacts is also recognised. Local planning authorities already implement policies to control development within areas affected by noise. In addition, Local Plans seek to protect attractive landscapes, habitats and historic buildings in the vicinity of the Airport. The Airport is also situated in the Green Belt, where there is a general presumption against building development.

2.3 The development of the second runway would make a significant contribution to the achievement of planning policies designed to regenerate the regional economy. It would enhance the accessibility of the region in national and international terms and increase its attractiveness to investors and visitors. However, the second runway would have local environmental impacts which would be at variance with some policies in adopted Local Plans.

3. The Case for the Second Runway

3.1 At peak hours in summer 1993, there is already an excess of demand from airlines for 'slots' for landing and taking-off. As yet no airline has cancelled services to Manchester but, without increased capacity, this is inevitable. There is therefore a need for a second runway to cater for increasing demand.

3.2 The expansion of the Airport is also crucial to economic development and to regeneration in the North West region and more widely. Without a second runway air services will be lost to the region and the process of economic regeneration will be set back.

4. Planning the Second Runway

4.1 A comprehensive process was established to identify and evaluate alternative locations and configurations for the second runway. The environmental effects of four areas of search and four specific configurations were reviewed and presented for public consultation. From an environmental viewpoint, the two preferred configurations were a non-parallel option to the west of the existing runway and a parallel runway to the south of the existing runway. The non-parallel option was rejected on safety grounds because of the birdstrike hazard associated with roosting gulls on Rostherne Mere.

5. The Environmental Impacts
5.1 Having selected the location and configuration of the runway, detailed studies were undertaken of its likely environmental effects by specialist consultants. This information was fed into the design process and every effort was made to mitigate adverse effects. The following sections describe the likely effects and the proposed mitigation measures.

6. Land Use


6.1 Land in the vicinity of the proposed runway is largely in agricultural use with most of the remaining land being unused or wooded. The runway proposal would directly affect several areas owned by the Airport Company including the southside hanger complex, which would be demolished, and the Aviation Viewing Park which would be replaced elsewhere. About a dozen farms or other residential properties would need to be demolished in whole or in part either because they are directly affected by the works or because they lie within the height limits associated with the operation of the runway.

6.2 The quality of the agricultural land which would be lost is in the main grade 3B which is not subject to any protection in terms of national policy. Seven commercial holdings would be affected by the proposed development, two would be significantly affected. Some reorganisation of farm units is proposed to mitigate these effects.
7. The Landscape


7.1 The Airport lies in the northern part of the Cheshire Plain. The countryside is characterised by pastoral farmland with hedges and hedgerow trees, isolated farms and hamlets. Variety is provided by the River Bollin which has cut into the Plain steep sided and wooded valley. There are also areas of parkland character, most notably at Tatton but also around Styal. However, in parts, the pastoral landscape is marred by intrusions and by neglect.

7.2 Planning policies at both County and District level recognise the special character of the Bollin Valley and the surrounding parklands and seek their conservation. In addition, the National Trust own considerable areas of land, some of which is "inalienable".

7.3 The most significant impacts of the second runway on the landscape would be the loss of landscape features including hedges and hedgerow trees, the demolition of the buildings in Wood Lane, the change in views from several footpaths, the effect on "protected' landscapes, the impact of Altrincham Road diversion on Arthur's Wood, and the crossing of the River Bollin. Of the positive impacts, the demolition of the southside hangars is the most significant.

7.4 The project landscape architects have worked closely with the project engineers to ensure that the design of the runway would have the minimum impact on the landscape. As an example, the fire station, sub-stations and 'Watchman' radar are to be grouped together in the borrow pit to west of the A538. This area has already been changed and the shape of the ground would serve to screen the structures.

7.5 The principal additional measures are tree planting and ground modelling. The intention would be to create new areas of woodland and to reinforce existing hedges and hedgerow trees. Ground modelling would include the grading of embankments to merge with the shallow relief of the existing landscape.

7.6 In the Bollin Valley a comprehensive approach to countryside management would be adopted with the emphasis on landscape and wildlife conservation, and public access.

7.7 The Airport Company propose to carry out extensive landscape works on land in their ownership and to seek, by acquisition or agreement, to carry out further works on other land in the vicinity of the proposed runway.

8. Nature Conservation


8.1 Whilst there is only one statutorily recognised site of national nature conservation interest in the vicinity of the Airport (Cotteril Clough), there are a number of sites recognised in Development Plans as of importance.

8.2 Wide ranging surveys have been undertaken to assess the nature conservation interest of the area. The most important features are the Bollin Valley, ancient woodland, fragments of unimproved grassland rich in plants and animals, an extensive network of ponds and hedges, a sequence of geological exposures in the Bollin Valley and the river systems of the Bollin and Sugar Brook.

8.3 The runway proposal would result in the loss of 4.0ha of woodland (most of which is ancient) in Hooksbank Wood and East Woodend Wood; the grassland, scrub and ponds in Oversleyford Brickworks, part of the adjacent grassland on the A538 road embankment, minor areas of other flower-rich grassland; 4.05km of higher value hedges, often with numerous mature trees; 42 ponds, 17 of which support great crested newt and a main badger sett. The runway would also intrude into the Bollin Valley and create a barrier to the dispersal of species. A geological exposure of considerable interest would be lost. The biological character of the River Bollin and Sugar Brook would be altered.

8.4 Safety restrictions would mean the reduction of tree heights at the upper edge of Arthur's Wood, and in selected hedges and a small sycamore plantation. The diversion of Altrincham Road would also remove tress in the upper part of Arthur's Wood.

8.5 The ecological team have worked with the project engineers to conserve habitats wherever possible and to minimise intrusion into the most valuable areas. In addition, it is proposed to move valuable habitats ('translocation'), restore habitats and create new habitats. New woodland would be designed to reflect locally native woodland communities and would incorporate soil and groundflora moved from woodland that would be lost. Although these new woods cannot replace lost ancient woodland, they can provide for some of the species and reinforce the woodland network around the runway and in the Bollin Valley.

8.6 The grassland at Oversleyford Brickworks, the affected part of the adjacent road bank, and a fragment of grassland next to East Woodend Wood would all be moved. This would not safeguard all the species, but would provide for as many as possible.

8.7 A programme of pond replacement and refurbishment, hedge restoration and improvement, and rescue of the important species (especially great crested newt), would mitigate against the depletion of ponds and hedges, and ensure an adequate network of these habitats around the runway. A separate programme to cater for the impact on badgers would be agreed with English Nature.

8.8 Research is underway into the feasibility of enhancing the tunnel for the River Bollin to encourage plant growth and thus facilitate the movement and dispersal of species between habitats on either side.

8.9 The river channels in the tunnel and in the Sugar Brook culvert have been designed to minimise hydrological and ecological changes.

8.10 Substitute small trees and shrubs, a coppicing programme, and hedge thickening would all help mitigate for the loss of mature trees due to height restrictions.

9. Archaeology and Heritage

9.1 An archaeological assessment of the area likely to be affected by the second runway has been undertaken drawing on published records, local expertise, printed and manuscript maps, place and field name evidence and the examination of aerial photographs. There are no Scheduled Ancient Monuments in the area nor have an sites been entered into the county-based Sites and Monuments Register. The survey revealed no new evidence of sites of interest. However, there are areas of archaeological potential related to the four listed buildings, the Bollin Valley, old marl pits and possible medieval hedges.

9.2 In order to investigate such potential, and in accordance with Government guidance, it is proposed to undertake some ground survey and trial trenching of those areas likely to be disturbed prior to the construction of the second runway and to record detaiIs of the landscape which would be lost.

9.3 A detailed examination has been made of the four buildings listed
as of historic or archaeological interest which lie within the proposed development area, namely: Hill House, Hanson House and adjoining outbuildings, Beehive Farmhouse and Rose Cottage.

9.4 Both Hill House and Hanson House have seventeenth centuryt timber-framed cores, with later additions. Beehive Farmhouse is a simple eighteenth century brick farmhouse and Rose Cottage a former estate cottage. All are graded Il.

9.5 The demolition of these buildings would be inevitable. By way of mitigation it is proposed that details of their character and construction be carefully recorded. The Airport Company would also seek to facilitate the dismantling and re-construction of the timber-framed sections of Hill House and Hanson House.

10. Traffic

10.1 To assess the road traffic impact of the expansion of the Airport, forecasts have been produced using the same model as that used to
Airport in 1992 has been used to ensure up-to-date forecasts.

10.2 It is predicted that the proposed development would increase daily traffic flows to and from the Airport from 52,000 vehicles (16 hours, 2-way on a September Friday) in 1992 to 124,000 in 2005.

10.3 Around 80% of traffic to and from the Airport uses the motorway network. Consequently the proportion of Airport traffic is greatest on the M56 adjacent to the Airport, but reduces one moves further away. The expansion of the Airport to increase flows on the M56 by up to 13%, also the motorway network the increases would be considerably less.

10.4 Most of those sections of the motorway network which are expected to 
experience the greatest increases, i.e. the M56 between junctions 4 and 6 and the M63 between junctions 2 and 9 are due to be widened or have recently been widened.

10.5 Traffic flows on roads close to the Airport are predicted to be substantially affected by the proposed A6(M)-M56 Link (Westernin the Department of Transport's Trunk is due to open in 1997. Details of the scheme have recently been presented for public consultation.

10.6 The A6(M)-M56 Link is expected to attract additional traffic past the Airport on the M56 Spur and through M56 Junction 5 but will be designed to accommodate both Airport and non-Airport traffic demands. The scheme is expected to believe the existing Ringway Road and A538 so that existing traffic congestion will be ameliorated.

10.7 A number of public transport proposals are being considered by the Airport Company and other authorities which could contribute to a reduction in forecast traffic flows. They include:

- improved rail services on the existing rail link
- improvement of the rail to enable direct rail services to/from the south of the Airport
- a light Rapid Transit link to the Airport from central Manchester
- the promotion of bus and coach services for passengers and staff
10.8 It is predicted that these improvements could reduce road traffic flows to and from the Airport by about 3%.

10.9 The proposed development involves the dualling of a section of the A538 and the provision of a new junction between the A538 and Altrincham Road. At this stage no other highway improvements are being proposed. It is expected that the construction of the of the A6(M)-M56 Link (Western Section) will improve access to the Airport and accommodate the forecast increase in traffic to and from the Airport.
 

11. Air Quality

11.1 Surveys of existing air quality and modelling of future air quality have been undertaken in relation to nitrogen oxides (NO x , the sum of nitric oxide (NO) and nitrogen dioxide (NO 2 ), sulphur dioxide (SO 2 ). ozone (O 3 ), carbon monoxide (CO), hydrocarbon species ((HC) especially benzene and toluene) and lead (Pb).

11.2 Model calculations demonstrate that Airport sources, mainly aircraft, contribute some 30-40% of the nitrogen oxides and carbon monoxide concentrations near the main terminal area. For hydrocarbon species, the contribution from Airport sources is about 40-50% in the same area, but even here the Airport contributes no more than about 15% to sulphur dioxide concentrations. Outside the Airport perimeter, the Airport contribution falls to about 20% for nitrogen oxides and hydrocarbon species, and less for the other pollutants.

11.3 Between 1992 and 2005 estimated emissions from the Airport of nitrogen oxides, sulphur dioxide, and carbon monoxide show an increase whereas hydrocarbon emissions are predicted to fall. Emissions from the area as a whole, however, show a reduction for nitrogen oxides, carbon monoxide and hydrocarbon species between 1992 and 2005, with a slight increase for sulphur dioxide. These reductions are associated with a decrease in car emissions associated with the installation of catalytic converters.

11.4 Neither nitrogen oxides nor sulphur dioxide are expected to exceed the relevant European Community limit in 2005 at locations on or around the Airport.

11.5 The model predictions indicate that aircraft-related hydrocarbon concentrations would fall between 1992 and 2005, suggesting that the incidence and intensity of odours from aircraft sources are likely to be less in 2005 than now.
12. Water Quality

12.1 The second runway would expand the area of hard surfaces and thus the amount of 'run-off,' whilst the increased number of aircraft movements would result in increased use of potential water pollutants such as de-icing fluids.

12.2 The Airport Company has already prepared a drainage strategy to ensure that discharges to local watercourses meet the new and higher standards required by the National Rivers Authority. As part of the design process this strategy has been expanded to cater for the second runway. Thus, there would be no significant impacts on groundwater quality or on surface water quality.

12.3 However, increased aircraft movements would increase the risk of accidental occurrences at the Airport such as spillages of chemicals, in particular aircraft fuel. Accordingly, improvements to environmental management procedures and practices as a contribution to a spill and leak prevention programme have been proposed. These will greatly reduce the likelihood of a major spill having a significant impact on the water quality and aquatic ecology of local watercourses.
13. Noise 


13.1 Careful consideration has been given to the operation of the two
runways and to the identification of landing and departure routes so as to minimise noise disturbance. In addition, as noisier aircraft are phased out and new, quieter aircraft introduced, so the extent of noise nuisance is being reduced.

13.2 Consequently, even with the increase in traffic which is forecast at Manchester, the population exposed to significant noise is likely to decline between now and 2005. The population exposed to noise levels considered to constitute high community annoyance (69 L Aeg 16hrs) would fall from 3400 to 1200. The population exposed to moderate community annoyance (63 L Aeg ) would increase from 7500 to 8200, and the population exposed to low community annoyance (>57 L Aeg ) would fall from 53,000 to 51,100.

13.3 There would be a general reduction in the extent of the noise impacts in 2005 with two runways. This is evident in the 60 L Aeg (16hrs) contour which encompasses an area of 44 km 2 now but would only encompass 22 km 2 in 2005. There is a very significant reduction in the width of the contour in the vicinity of the runway. This is due to a significant reduction in departure noise from future aircraft. Generally the future contour is contained within the current contour except for a slight lengthening over Stockport and Knutsford where landing noise dominates, and over a small area of Heald Green and an area to the south of Mere due to slightly altered departure routes.

13.4 Where landing noise dominates along the existing landing tracks, there would be some small changes in the area affected by noise. In south Manchester there would be a small increase which would not be significant. North of Knutsford (Shaw Heath), for a very small number of residents, there would be a significant increase.

13.5 Increases due mainly to departure noise are restricted to a small area in Heald Green and the lightly populated area to the south of Mere, north of the M6, where increases might be discernible but would not usually be considered significant.

13.6 In contrast to these small or modest increases, significant reductions in noise are forecast for Mobberley, Woodhouse Park and Styal.

13.7 The number of schools within the contour would reduce and there would be a slight reduction in noise in part of Tatton Park and areas of Styal Country Park.

13.8 The Airport operates a sound insulation grant scheme based on the 62
L Aeg (24hrs) contour and certain departure routes. This contour in 2005 would lie within that for 1993 except for a small area at Shaw Heath near Knutsford where the contour extends about 500 metres beyond the boundary of the current scheme. By way of mitigation, it is therefore proposed to extend the sound insulation grant scheme to this area.

13.9 The area affected by future aircraft ground noise during the daytime would be similar in size to that currently affected. The increased use of Terminal 2 in the future and use of the second runway would however give rise to a shift in the area of noise exposure. At the northern end of the Airport it would tend to relieve the densely populated area of Moss Nook from noise. To the south of the Airport, where the area is lightly populated, the significant ground noise lies mainly within the new airport boundary. Air noise would continue to dominate over ground noise in the future and the impact of ground noise is restricted to a small number of properties.

13.10 The future airborne aircraft noise at night would not increase significantly over current levels because of a general reduction in noise from the aircraft and the current policy of quotas for noisy aircraft at night.

13.11 The future aircraft ground noise at night would be similar to current levels. The increased use of Terminal 2 in the future would give rise to a slight reduction to the south of the airport with a consequential slight increase to the north.

14. Recreation

14.1 There are a number of major recreational sites close to the Airport which are of regional if not national significance. Three of the sites (Dunham Massey, Tatton Park and Styal) are owned by the National Trust and provide a wide range of indoor and outdoor recreational and educational facilities and events. All are currently affected to varying degrees by noise caused by existing aircraft operations. There would be generally be slight reductions in noise by 2005 if the second runway is built. The fourth site, the Aviation Viewing Park would be lost to the development and an alternative site would be identified and developed.

14.2 In addition to the major attractions, the area has a number of local recreational facilities such as sports pitches, fishing ponds and nature reserves. Most are at some distance from the proposed runway and its impact is likely to be restricted to changes in the noise climate. Those sites close to Knutsford may notice a deterioration, while sites to the north and east of the runway are likely to benefit from improvements.

14.3 There would continue to be high noise levels in parts of the Bollin Valley close to the runway crossing. The valley is an important resource for informal recreation and the impact of the proposal would be significant.

14.4 Some rights of way would need to be closed or diverted. There would he changes in the character of these rights of way, though new footpath routes should help to re-establish the local network, including the Bollin Valley Way.

15. The Impacts on Local Communities
15.1 With the exception of parts of Cheadle and Knutsford local communities should benefit from an improved noise climate in 2005 with two runways. Impacts on the highway network and disturbance to recreational resources are likely to be restricted to the construction phase. In the longer term the expansion of the Airport would be of benefit to residents of local communities providing new air services and enhanced employment and economic prospects.

16. Construction

16.1 The construction period is likely to last three years. A site compound would be established in the area of the 'southside' hangars. Contractors would gain access to the site via Junction 5 on the M56 and the A538 thus avoiding impacts on local communities. An initial programme of enabling works would include recording features of interest, preliminary planting and habitat and species rescue and creation.
16.2 During construction valuable habitats would be protected from incursion. Dust would be contained by 'sheeting' lorries and by 'damping down.' The construction works would be well removed from most residential properties but noise would be further contained by sound attentuation of plant and noise barriers where necessary. Water quality would be protected by the use of bunds, storage lagoons and temporary drainage schemes.

