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INTRODUCTION
1.

This is the written response of the Richmond Heathrow Campaign (RHC) to the Royal
Botanic Gardens Kew (the RBG) on the consultation contained in the report World
Heritage Management Plan 2019-2025 (the Management Plan).

2.

RHC represents three amenity groups in the London Borough of Richmond upon
Thames: The Richmond Society, The Friends of Richmond Green, and the Kew Society,
which together have over 2000 members. The members of our amenity groups are
adversely affected by noise from Heathrow Airport's flight paths, poor air quality and
road and rail congestion in west London. We acknowledge Heathrow's contribution to
the UK economy and seek constructive engagement in pursuit of a better Heathrow. We
are an active participant in the Heathrow Community Noise Forum.

3.

Our premise is that it would be preferable to aim for a better Heathrow rather than bigger
Heathrow and to capitalise on the world beating advantage of London's five airports, in
particular by improving surface accessibility to all five airports, which would be a major
benefit to users. Our approach is to continue supporting the case for no new runways in
the UK. We believe the evidence produced by the Airports Commission’s Final Report
2015 and by the government in the Airports National Policy Statement June 2019
(ANPS) supports this position, even though Heathrow's Northwest runway(NWR)
expansion option was recommended in both cases.

4.

RHC has undertaken a large amount of research on Heathrow’s operations and their
environmental impact - noise, air quality, climate change and surface access congestion
- see RHC’s website www.richmondheathrowcampaign.org/

5.

RHC’s response to the RBG consultation focusses on the impact of Heathrow operations
on the RBG at Kew, while recognising that there are other stakeholders and issues
relevant to the RBG.

6.

RHC would be pleased to offer our research and assistance to the RBG in any way
we can in seeking to reduce the impact of Heathrow’s operations on the RBG.

RHC RESPONSE
Policy
7.

RHC’s supports the World Heritage Sites being recognised as places of ‘Outstanding
Universal Value’ under the terms of the 1972 UNESCO Convention concerning the
Protection of the World Cultural and Natural Heritage (the World Heritage Convention).
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The proposed Management Plan says ‘By joining the Convention, the United Kingdom
Government has committed to identify, protect, conserve, present and transmit such Sites
to future generations. It is for each Government to decide how to fulfil these
commitments and in England, the Department for Digital, Culture, Media and Sport
(DCMS) acts as the UK ‘State Party’ to the Convention, advised by Historic England.
England’s WHS are protected through statutory heritage designations and the spatial
planning system and at the RBG Kew, an annual grant is provided to contribute to the
care for the estate from the RBG Kew’s government sponsor the Department for
Environment Food & Rural Affairs (Defra). WHS Management Plans are recommended
in UNESCO’s Operation Guidelines and the UK Government’s planning guidance and
are a material consideration when determining planning decisions.’
8.

We explain below why we believe there is significant harm to the RBG and its
Outstanding Universal Value from Heathrow’s operations and that the harm is likely to
increase significantly. We note from the RBG’s proposed Management Plan that
reference is made to the harm from aircraft noise in para 2.7 (Setting of the site), para
13.3.2 (Consented and proposed developments), para D10 (Experiences beyond the visual
(e.g. noise, smell, temperature, anticipation, emotion, intellectual context) and para D14
(Other External Factors). The Plan refers to the existing noise intrusion and disturbance
to the otherwise peaceful enjoyment of the RBG site and mentions the potential
expansion of Heathrow.

9.

We hope that notwithstanding the Government’s current support for Heathrow expansion
that the DCMS and Defra will be prepared to seriously consider the issues we raise here
in regard to the RBG and its Outstanding Universal Value.

10.

RHC’s response goes much further than the proposed Management Plan. We emphasise
the major risks of increasing environmental harm from Heathrow’s operations, not just
in respect of noise but also air pollution and climate change, which we believe are a threat
not only to the RBG site itself but to the world-wide ecosystems, which face existential
threats which we understand the RBG seeks to prevent or mitigate.

11.

The several types of emission referred to in our response are technically hard to contain,
let alone reduce, and while the next RBG Management Plan 2019-2025 may not
experience Heathrow’s rapid and substantial expansion being planned after 2025, RHC
urges the RBG action during the next five years not only to reduce the existing
environmental harm from Heathrow but to prevent and mitigate the harm in the longer
term.

12.

We urge the RBG to do what it can to influence new policy and encourage use of such
policies as already exist to reduce the harm from Heathrow’s activities.

13.

We urge the RBG to give full weight to protecting and improving the World Heritage Site
of the RBG in accordance with the revised National Planning Policy Framework, which
proposes strengthening the protection of World Heritage sites by (a) clarifying that World
Heritage Sites are recognised internationally for their Outstanding Universal Value and
that this forms part of their significance and should be taken into account and (b)
clarifying that when considering the impact of a proposed development on a designated
heritage asset, decision makers should give great weight to the asset's conservation
irrespective of whether the potential harm to its significance amounts to 'less than
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substantial harm' or 'substantial harm’ or ‘total loss of significance’.
14.

We urge the RBG to take action through the London Mayor and the London Plan and
through the London Borough of Richmond-upon-Thames and its Local Plan and Action
Plan on Air Quality.

15.

The character and qualities of the RBG World Heritage site are comparable to other sites
that are designated and we urge the RBG to seek similar protection from Heathrow’s
operations. We refer below to the types of site that are protected.

16.

The RBG site may not be listed as a ‘Quiet Area’, ‘National Park’ or ‘Area of
Outstanding Natural Beauty’, but all such sites benefit from protective policy under the
Aviation National Policy Statement 2018 (APNS) and other policies. We believe the
RBG has comparable characteristics to these sites which should be given no less
protection.

17.

The APNS establishes policies ahead of the Development Consent Order (DCO) planning
process in regard to Heathrow expansion. The policies seek to protect biodiversity and
conserve the ecology. We believe the RBG has characteristics comparable to other
specific sites afforded protection under the following non-exclusive set of criteria. We
quote below particular extracts from the APNS:

18.

a.

‘The most important sites for biodiversity are those identified through
international conventions and European Directives. The Habitats Regulations
provide statutory protection for European sites and require an assessment of
impacts upon such sites.’

b.

‘Many Sites of Special Scientific Interest are also designated as sites of
international importance and will be protected accordingly. Those that are not, or
those features of Sites of Special Scientific Interest that are not covered by an
international designation, will be given a high degree of protection.’

c.

‘Sites of regional and local biodiversity interest (which include Local Nature
Reserves, Local Wildlife Sites and Nature Improvement Areas) have a
fundamental role to play in meeting overall national biodiversity targets,
contributing to the quality of life and the wellbeing of the community, and
supporting research and education. The Secretary of State will give due
consideration to such regional or local designations.’

We urge the RBG to make appropriate representation on protecting the RBG’s
Outstanding Universal Value to the Planning Inspectorate next year when Heathrow’s
expansion plans are applied for under the DCO process in 2020.

Heathrow’s operations
19.

London’s airspace is being modernised by the Government and its agencies, NATS and
the CAA. Whether or not there is expansion and an added environmental impact, airspace
modernisation that is being planned will change the distribution of harmful noise and
pollutants.
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20.

Heathrow’s expansion may materialise in one or more ways:
a.

Development of a 3rd runway (the northwest runway NWR) adding over 260,000
flights overall to the existing 480,000 flights a year. The development of the
NWR with its first flight scheduled in 2026 has to overcome a number of hurdles,
including planning permission (application June 2020) and a challenging
environmental impact assessment and challenging financing.

b.

In the absence of a 3rd runway, HAL may still seek expansion through increasing
the airport’s flow rate using mixed mode, which uses the two existing runways
at the same time instead of segregated mode, whereby runway use is alternated,
as at present.

c.

HAL is also seeking planning permission for early growth starting in 2022
(adding 25,000 flights to the current planning limit of 480,000 flights a year).
This could be continued long-term were a 3rd runway not achievable.

d.

Expansion is already occurring with the average passenger load rising from
around 165 passengers per flight today to an estimated near 200 passengers by
2050, which is made possible by larger aircraft that have a visual and polluting
impact.

21.

RHC believes this is all very relevant to the RBG on account of the potential increase in
noise and air pollution over the RBG World Heritage site, which will likely add to the
already excessive negative impact on the RBG’s visitors.

22.

There is increasing evidence that noise can also effect animals and birds, for example,
by influencing their eating and mating behaviours.

23.

There is increasing evidence that nitrogen dioxide and particulate matter from aircraft
engines negatively impact plant life and we believe this could be of great direct
importance at the RBG site as well as more widely.

24.

The RBG with its renowned scientific expertise may have been assessing the impact of
noise and air pollution on bio-diversity and the ecosystem and it would be presumptuous
for RHC to suggest how the outcomes might be incorporated into the Management Plan.
But we urge the RBG to consider how noise and air pollution from Heathrow’s
operations might impact the natural world and specifically at the RBG site.

25.

Flying generates a substantial quantity of greenhouse gases which contribute to harmful
climate change. Not only is this a direct risk to the plant life at the RBG but also to
ecosystems across the world, which we understand the RBG seeks to conserve. Heathrow
is the UK’s single largest producer of carbon (accounted for on the basis of emissions
along the routes of departing aircraft).

Noise
26.

The RBG is under the existing northern runway but is also exposed to noise from the
southern runway and it will be exposed to noise from the new NWR. At about 9km from
4

runway touch-down aircraft are at about 1,500 feet high and on the final straight line
arrivals flight path.
27.

We do not yet know how Heathrow plan to modernise flight paths but we can make some
assumptions. Heathrow’s recent Master Plan illustrated, by way of indicative flight paths,
possible noise outcomes. We attach here as Annex 1 HAL’s projected noise contour for
2025 just before first flight from the NWR and for 2035 with the NWR expansion. The
contour shrinks overall on account of less noisy aircraft entering the fleet but the
additional aircraft will mean that some areas will end up with more noise and some with
less. The noise contours are solely an acoustic descriptor and do not reflect the high
population growth rate across London. The contour grows two horns in the region of
Kew and Richmond, which reflect the introduction of curved arrival flight paths, as
discussed below.

28.

HAL has said that it will seek to avoid departure routes and arrival routes overflying the
same population but we are not convinced and we believe it is possible that Kew and
Richmond communities will experience overflight from departures on easterlies as well
as arrivals on westerlies.

29.

Independent Parallel Approaches (IPA) are being proposed by Heathrow for introduction
in 2022. The purpose is said by Heathrow to increase the flow rate on arrivals to avoid
or recover from disruption in the arrivals stream. IPA allows two adjacent runways to be
used at the same time by enabling aircraft to stabilise their arrival on one runway first and
then curve in another aircraft on the other runway. This procedure is needed to avoid
vortex disruption between aircraft and collision when using two runways. The curved
flight path is likely to join the final landing approach much closer to the airport than at
present. On westerly operations (landing from the east) aircraft will likely join the
northern runway over Kew and the southern runway over Richmond. This potentially will
increase noise over the RBG even before the NWR expansion, and the procedure is
likely to be carried forward with expansion. If HAL is given permission by the DCO for
an additional 25,000 flights per annum from 2022, then these will also use IPA.

30.

With the NWR expansion the RBG is likely to be exposed to additional noise from
around 87,000 arrivals per year from the new NWR (assuming 70% westerlies). While
the middle runway (existing northern runway over Kew) and the southern runway arrivals
will each remain at around 87,000 per year, the pattern of flights will change. Instead of
runway alternation every day providing 8 hours respite per day, HAL intend introducing
a four day cycle, meaning the middle runway will experience one whole day with
continuous noise and one day without any; on the other two days there will be 8 hours of
respite but potentially still with noise exposure from use of the adjacent southern and new
NWR runways.

31.

Aircraft are becoming less noisy but the improvement depends on their introduction into
Heathrow’s fleet and RHC believes HAL are too optimistic. So-called envelopes are
being designed for noise, air quality, climate change and surface access, which in theory
release growth only if certain environmental targets are met. RHC has considerable
concern that these constraints will be ineffective.

32.

The Richmond borough's parks and open spaces are important places for recreation and
relaxation for many. Heathrow we believe are tempted to direct flights over these spaces
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in the absence of population. At present the DfT attaches no cost to the impact of noise
on users of open spaces. The so called WebTAG tool used to assess economic cost of
noise places monetary values on peoples health, disease and loss of sleep but not in the
context of the impact arising in parks. The temptation to direct flights over open spaces
may mean that the dense populations surrounding the open spaces will be
disproportionately exposed to noise. The RBG has large numbers of visitors from local
areas and from around the world. It is one of London's major tourist attractions. The noise
from arriving aircraft greatly disturbs the peace and tranquillity and is a frequent
complaint of visitors.
33.

We mentioned earlier that there is increasing evidence of noise effecting wild-life.

Air Pollution
34.

HAL’s recent consultation on expansion focussed on NO2 from surface access vehicles.
NO2 and particulate matter from aircraft above 1,000 feet were ignored but there is
increasing evidence that concentrations from aircraft emissions can be damaging at
ground level at least to human health and hence the RBG’s visitors. There is increasing
evidence that small PM2.5 particulate matter can be especially harmful to health. The
Figure below shows the emissions from an International Airport Increase Particle Number
Concentrations 4-fold at 10 km Downwind (N Hudda et al.(2014) Environ. Sci. Technol.
48, 6628-6635)

35.

PM2.5s are particularly dangerous for human health - heart attacks, asthma, lung cancer,
alzheimer and premature death (DEFRA Report on PM2.5 (2012) and Public Health
England data (2013 & 2014)).

36.

As mentioned earlier there is increasing evidence that air pollution negatively impacts
plants as well as humans.
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Climate Change
37.

The need to respond to the climate change emergency and the fact that Heathrow is the
largest single producer of carbon in the UK adds uncertainty and increasingly so as the
ceiling for emissions is reduced. Advice this year to Government by the Committee on
Climate Change (CCC) on UK net zero carbon and aviation and shipping make clear the
need to restrict aviation growth and not rely on international offsets or other mitigation.
The CCC’s Core options are aligned to the 2008 planning assumption, i.e. aviation 37.5
MTCO2e by 2050. The CCC says that these aviation emissions could be achieved through
a combination of fuel efficiency improvement of around 0.9% per year, limited use of
biofuels (i.e. 5% in 2050), and by limiting growth in UK passenger demand to 60% above
the 2005 level of 230 million passengers per annum (mppa), i.e. 368 mppa in 2050.
According to the CCC even 368 mppa may need to be further reduced for the UK to
achieve net zero carbon by 2050 and conceivably to a level no higher than in 2016 (267
mppa). The Airports Commission’s carbon traded case and the APNS assumed UK
demand of 435mppa in 2050. The Government is now under pressure to include the CCC
recommendations in its Aviation Strategy. The dilemma for the aviation industry is where
is growth to be cut. Surely, Heathrow expansion is the main candidate but expansion
would probably become financially unviable.

38.

Annex 2 sets out in more detail our assessment of the impact of Heathrow on climate
change and concludes that there is little if any economic loss should Heathrow not be
expanded with the NWR.

39.

As we say above, we believe climate change will impact the RBG’s plants and natural
habitat, and while perhaps there will be some benefits, it seems likely there will be
negative impact overall and especially in the world-wide ecosystem, which we understand
the RBG seeks to preserve.

Contact details:
Peter Willan, BSc Eng(Hons), MBA, ARSM, FCMA, FEI, HonRCM
Chair, Richmond Heathrow Campaign
action@richmondheathrowcampaign.org
www.richmondheathrowcampaign.org
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ANNEX 1

ANNEX 2
The Impact on Aviation of a UK Net Zero Greenhouse Gases Target
Prepared by Richmond Heathrow Campaign
13 June 2019

Background
1.

The report by the Committee on Climate Change (CCC) ‘Net Zero: The UK’s contribution
to stopping global warming May 2019’ recommends to Government a new omissions target
for the UK which is net zero greenhouse gases by 2050. The target fully meets the Paris
Agreement, 2015 which has been committed to by the UK. The report says this is necessary
and achievable, and in doing so it excludes international credits and includes international
aviation. The main component of greenhouse gases (GHG) is long-lived CO2 but the target
also includes short-lived gases such as methane. The prime Minister now seeks to set the
UK target in law through a statutory instrument. The new target replaces that set in law in
2008 which targeted a UK reduction of GHG by 80% from 800 MTCO2e 1 in 1990 to 160
MTCO2e in 2050. There have been successes, particularly in power generation, with the
UK’s total GHG emissions, including aviation and shipping, reduced to 503 by 2017.

2.

The CCC says current pledges around the world would lead to warming of around 3oC by
the end of the century. This is well short of the Paris Agreement's long-term goal to limit
the rise to well below 2°C and to pursue efforts to achieve 1.5°C.

3.

A UK net-zero target requires deep reductions in GHG emissions, with any remaining
sources offset by removals of CO2 from the atmosphere (e.g. by afforestation). Net
emissions, after accounting for removals, must be reduced by 100%, to zero.

4.

The current CCC estimates are in the form of three options - Core, Further Ambition and
Speculative. The CCC’s Core estimates see GHG emissions reducing to around 210
MTCO2 in 2050 or 195 MTCO2e net. The Further Ambition scenario sees GHG emissions
of around 90 MTCO2e or net 35 MTCO2e by 2050. The CCC believes that with speculative
policies and efficiency improvements it should be possible for the UK to reach net-zero by
2050.

Aviation
5.

Aviation remains one of the ‘hard to reduce’ sectors. The target set in 2008 was for aviation
emissions to be no higher in 2050 than in 2005, i.e. 37.5 MTCO2e. Aviation GHG
emissions have more than doubled since 1990 and stood at 36.5 MTCO2e in 2017. The
majority of aviation emissions are from long-haul flights (96%) measured as emissions from
departing flights (UK international arrivals are for the account of other territories).

6.

Chapter 6 of the CCC’s Net Zero Report focuses on Aviation and Shipping and says that
there will be a further report in 2019 but it is not clear what might be added.

7.

The topic is important in relation to the Government’s Green Paper on Aviation Strategy
that seeks to establish the relationship between UK aviation growth and environmental
sustainability. It is also crucial in defining the planning conditions for any DCO approval

1

MTCO2e is metric tonnes of carbon dioxide including equivalent tonnage for other greenhouse gases.
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of Heathrow’s NWR expansion, whereby capacity is only released as environmental
constraints are satisfied.
8.

The CCC’s Core options are aligned to the 2008 planning assumption, i.e. aviation 37.5
MTCO2e by 2050. The CCC says in Chapter 6 page 173 of its report that these aviation
emissions could be achieved through a combination of fuel efficiency improvement of
around 0.9% per year, limited use of biofuels (i.e. 5% in 2050), and by limiting growth in
UK passenger demand to 60% above the 2005 level of 230 million passengers per annum
(mppa), i.e. 368 mppa in 2050.

9.

The CCC’s Further Ambition options identify additional opportunities to reduce aviation
emissions below the Core options, to 30 MtCO2e in 2050 (29.0 MTCO2e from international
flights). The assumptions are that fuel efficiency improvement rises to 1.4% per annum and
biofuel uptake rises to 10% in 2050.

10. The CCC’s Speculative options examine two scenarios - scenario one, where UK passenger
demand is constrained to 40% above 2005 levels, i.e. 322 mppa in 2050, which saves
around 4 MTCO2e (compared to the 60% option), and scenario two, where UK passenger
demand is constrained to 20% above 2005 levels, i.e. 276 mppa, which saves around 8
MTCO2e (compared to the 60% option). Actual UK passengers were already 267 mppa in
2016. The Speculative options could reduce aviation emissions to 22 MTCO2e.
11. Clearly aviation itself will be far in excess of net zero emissions by 2050. The use of the
UK’s negative emissions (e.g. afforestation) to offset aviation’s gross emissions may not
be the most effective or efficient use of the offsets. For example, choices may have to be
made between offsetting long-haul flights for leisure and offsetting agricultural emissions
that are also ‘hard to reduce’.
Aviation Demand Management
12. Besides fuel efficiencies and use of biofuels, the CCC advises the Government to manage
aviation passenger demand. The DfT’s 2017 passenger demand forecasts (DfT 17) were
used in support of the Airports National Policy Statement (APNS), which parliament
approved in June 2018 in support of Heathrow’s northwest runway expansion (NWR). The
passenger estimates for 2050 were 410 mppa in the Do-Minimum case and 435 mppa in the
NWR case. The Government said the planning limit of 37.5 MTCO2e in 2050 could be
met by a variety of abatement measures. But it would appear that achieving the limit also
depended on including the price of purchasing global carbon credits. Almost exactly the
same passenger numbers were modelled by the Airports Commission in 2015 in its AON
carbon traded scenario.
13. The CCC has now advised against the UK relying on global credits and the use of global
credits is excluded by the CCC when modelling of UK net zero target emissions. This
suggest aviation passenger demand will have to be managed down to the CCC’s target of
passenger growth of no more than 60% between 2005 and 2050 in order to limit aviation
emissions to 37.5 MTCO2e, i.e. a maximum of 368 passengers in 2050.
14. To examine the consequences of deeper demand management, we refer to the Airports
Commission’s forecasts 2015 (see Table 2 below). The so called AON CC (carbon capped
case) was the central case prepared by the Commission. There are no carbon credits
assumed but a carbon price is applied to tickets so as to constrain demand and achieve
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aviation emissions of 37.5 MTCO2e in 2050. In the Do-Minimum case demand is
restricted to 386 mppa. This is higher than the CCC 60% growth limit or 368 mppa in
2050, but it achieves the same 37.5 MTCO2e of emissions.
15. As we have pointed out above, it will be necessary to reduce aviation emissions to much
lower levels than 37.5 MTCO2e and the equivalent 368 mppa passengers in order for the
UK to achieve net zero emissions. But the reduction needed will depend on allocation of
the negative emissions between aviation and other sectors of the economy. In addition, a
contingency requiring further reduction in demand growth is needed to cover the
uncertainties in mitigation of emissions, not only from aviation but other sectors of the
economy.
16. Under the above circumstances, there is no justification for Heathrow’s NWR expansion.
If expansion proceeds there is a large risk that demand will have to be restricted to such an
extent that the project becomes financially at risk. However, as we see from forecasts by
the DfT and Airports Commission, demand management reduces growth at other UK
airports and not at Heathrow. This has a seriously negative impact on the north-south
economic balance.
The Impact of Aviation Demand Management on the Balance of Regional growth
17. Table 1 shows the allocation of passenger demand between airports in the Base Case (DoMinimum) in 2050 using the DfT17 forecasts. NWR expansion, due to carbon costs
through the purchase of credits or otherwise, results in a reduction in growth at other
airports, particularly at the regional airports, as shown in the Table 1.
Table 1
Million Passengers per annum

DfT 2017 Passenger Demand Forecasts with and
without Heathrow’s northwest runway (NWR)
Base 2016

Base 2050

NW R 2050

NW R-Base 2050

Heathrow

76

93

136

43

London ex Heathrow

86

112

112

0

Larger Regional airports

81

151

143

-7

Other Regional Airports

23

53

44

-10

Total UK

267

410

435

26

I-I Transfers

24

5

21

16

UK Terminating

243

405

414

10

18. London ex Heathrow comprises Luton, Gatwick, Stansted and London City airports. Larger
Regional Airports lose growth of 7 mppa by 2050 and other Regional airports lose 10 mppa.
So while the NWR services 43 mppa by 2050 only 26 mppa are added to the UK as a whole.
19. Compared to the case using the DfT 17 forecasts, the Commission’s carbon capped
forecasts reduce total UK passengers to 369 mppa in 2050 with the NWR expansion.
Heathrow’s NWR expansion adds 41 mppa but reduces total UK passengers by 17 mppa.
London ex Heathrow airports lose growth of 14 mppa, Larger Regional airports lose 28
mppa and Other Regional airports lose 16 mppa (see Table 2).
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Table 2
Million Passengers per annum

Airports Commission Passenger Demand Forecasts 2015
with and without Heathrow’s northwest runway (NWR)
Base 2016

Base 2050

NW R 2050

NW R-Base 2050

Heathrow

76

94

135

41

London ex Heathrow

86

107

93

-14

Larger Regional airports

81

133

105

-28

Other Regional Airports

23

52

36

-16

Total UK

267

386

369

-17

I-I Transfers

24

8

30

22

UK Terminating

243

378

339

-39

20. From the above analysis it is clear that NWR expansion causes significant harm to the UK
aviation market by scavenging passenger growth from other airports and in particular the
regional airports. This leads to negative impact on the regional economic balance with the
south east.
21. Still deeper demand reductions required to satisfy the UK net zero carbon emissions are
likely to cause still greater scavenging of growth from other airports than indicated by the
Commission’s AON carbon capped case, illustrated above.
22. The only possible viable conclusion, if the UK is to achieve net zero carbon emissions, is
for Heathrow’s NWR expansion to be abandoned. Heathrow is the UK’s largest single
source emitter of greenhouse gases of around 18 MTCO2e per annum and its GHG
emissions need to be reduced and not increased with the NWR expansion.
The Impact of Abandoning Heathrow’s NWR Expansion on Purpose of Travel
23. The impact of reducing demand is illustrated by comparing the Do-Minimum and NWR
expansion cases. Abandoning the NWR expansion and reducing demand actually is neutral
or positive on most aviation accounts. We have shown above this to be the case in
maintaining the north-south economic balance. Other neutral or positive outcomes relate
to the purpose of travel and connectivity. We discuss these below.
24. Table 3 shows the impact of the NWR expansion on the UK aviation market based on the
DfT17 forecasts. Abandoning the NWR expansion has the reverse impact to that shown
in Table 3. So Heathrow would not add 43 mppa by 2050 but other UK airports would not
lose growth of 17 mppa. The UK would lose 26 mppa of additional passengers. But 16
mppa of these are international-to-international transfer passengers, which we argue later
provide no value to the UK anyway. The overall result from abandoning the NWR
expansion is a loss of UK terminating passengers of just 10 mppa out of 410 mppa in 2050
and restoration of grow at regional airports.
25. Table 3 shows that UK wide business travel in not materially impacted by abandoning the
NWR expansion. There is a small loss of 2 mppa leisure foreign resident passengers (e.g.
inbound tourists). The loss of 6.4 mppa of leisure UK resident passengers is relatively small
and in any event has a positive balance of payments outcome.
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Table 3

2016

Do-Minimum 2050

Increment LHR
NWR-DM 2050

million passengers per annum

Total
UK

Heath
row

Rest of
UK

Total
UK

Heath
row

Rest of
UK

Total
UK

Short-haul

15.0

7.1

21.2

28.3

3.3

-2.6

0.7

Long-haul OECD

1.8

2.5

0.8

3.2

0.1

-0.1

0.0

Long-haul NIC

1.8

3.7

1.1

4.7

0.1

-0.1

0.0

Long-haul LDC

0.2

0.4

0.0

0.4

0.0

-0.0

0.0

18.7

13.6

23.0

36.6

3.4

-2.7

0.7

Short-haul

13.4

7.6

16.5

24.1

3.1

-2.9

0.2

Long-haul OECD

1.7

2.1

0.4

2.5

0.1

-0.1

0.0

Long-haul NIC

1.5

3.3

0.6

3.9

0.0

-0.0

0.0

Long-haul LDC

0.1

0.2

0.0

0.2

0.0

-0.0

0.0

Total Business foreign resident, international

16.7

13.2

17.5

30.7

3.2

-3.0

0.2

Leisure foreign resident, international

51.2

22.1

56.1

78.2

6.9

-4.9

2.0

124.8

39.4

170.5

209.9

13.0

-6.6

6.4

Business domestic end-end

15.1

0.7

22.7

23.4

0.4

-0.3

0.1

Leisure domestic end-end

16.2

0.6

25.2

25.8

0.4

0.1

0.5

International-to-international transfers

23.9

3.8

1.1

4.9

15.8

0.0

15.8

Total

266.6

93.4

316.1

409.5

43.0

-17.3

25.8

Business UK resident, international

Total Business UK resident, international

Business foreign resident, international

Leisure UK resident, international

The Impact of Abandoning Heathrow’s NWR Expansion on Connectivity
26. The DfT 2017 forecasts demonstrate that the NWR expansion results in a net loss of just
one destination from the UK, based on 394 destinations. There is a loss of 3 short-haul and
a gain of 2 long-haul destinations. So abandoning the NWR expansion would have no
material impact on the number of destinations from the UK.
27. We conclude that the increase in frequency of flights at Heathrow as a result of the NWR
expansion is likely to benefit the already popular routes with diminishing marginal benefit
and without much if any increase in the frequency on Thin routes. Furthermore the regional
airports seemingly reduce route frequency. So abandoning the NWR expansion would
benefit frequencies from regional airports and have no material loss from reduced
frequencies at Heathrow.
International-to International (I-I) Transfer passengers demand reduction
28. Most I-I transfers arise at Heathrow, (e.g. in 2016: Heathrow 20.7 mppa, Gatwick 2.1 mppa,
other 1.1 mppa). Without NWR expansion the I-I transfers are priced out of Heathrow, given
the lower charging competitors such as Schipol. The I-I transfers at Heathrow decrease to 3.8
mppa by 2050. But the NWR expansion results in an increase of 15.8 mppa I-I transfers at
5

Heathrow by 2050, compared to the Do-Minimum. By far the greatest beneficiaries of
NWR expansion are the international-to-international transfers, as shown in Table 3.
29. The Commission and DfT17 give weight to the importance of I-I transfers supporting new
long-haul destinations with potentially rich business opportunities. However, we question
whether these transfers support thin destinations or business passengers and we question the
diminishing returns from adding frequency to already popular routes serving the leisure
market and other high frequency routes.
30. In December 2017 RHC examined the DfT’s dis-aggregated data set published as part of the
DfT 17 forecasts. Our assessment is that the additional I-I transfers from the NWR expansion
option have a substantial negative impact on the aviation market and on the UK economy.
The assessment can be seen on the RHC website www.richmondheathrowcampaign.org
‘Revised Draft Airports National Policy Statement’.
31. In our December 2017 response to the Revised draft NPS, we concluded the following in
regard to I-I transfers:
a.

I-I transfers add no economic benefit to the UK and the webTAG valuation in the
Revised draft NPS erroneously includes £5.5bn (present value) in “Passenger Benefits”
for I-I transfers - resulting in an overstatement of the NWR incremental value by like
amount.

b.

Only 1% of I-I transfers in 2016 were on thin long-haul destinations from Heathrow (a
thin route being defined as less than one departure and one arrival a day). Out of 36 such
destinations, there were only 8 that had any I-I transfers and our examination suggested
that even these would be viable without transfers because there were sufficient
terminating passengers to maintain the frequency of service or to provide at least a
weekly service. Analysis of a similar data set for 2011 provided very similar results. The
figures are annual averages so that in practice with variations in demand over the year,
there could be occasions where I-I transfers do contribute to sustaining an otherwise
unviable service. But we pointed to further evidence in the DfT17 forecasts, which
showed that a forecast reduction in Heathrow’s I-I transfers from 21 million passengers
per year (mppa) in 2016 to 4 mppa in 2050 in the Do-Minimum case does not seem to
harm the growth in terminating business passengers from 14 mppa to 27 mppa over the
same period.

c.

Table 4 shows the distribution of I-I transfer passengers between long-haul and
short-haul destinations and between thin and thick destinations in 2016. There were just
317,000 I-I transfer passengers to thin long-haul destinations out of 24 million I-I
transfer passengers (i.e.1%). Conversely, 99% travelled to thick destinations, including
short-haul.

Table 4
Source CAA

Heathrow International Destinations in 2016 I-I Transfer passengers (‘000)
Long-haul

Short-haul

Total

Thin destinations

317

0

317

Thick destinations

13,091

10,560

23,651

Total

13,408

10,560

23,968

Thin destinations: under 2 movements per day (arrival & departure); Long-haul: 3,500km and over
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d.

Most I-I transfer passengers travel to popular destinations that already have high
frequency service as demonstrated by Table 4. For example, adding more passengers,
say, to the 28 daily departures from Heathrow to New York (JFK and Newark) has little
marginal benefit in terms of convenience.

e.

People prefer direct flights and direct flights produce less CO2 and noise emissions. The
NWR expansion concentrates noise pollution over an already heavily polluted London,
not only from the 17 mppa taken by Heathrow from growth dispersed across other UK
airports but also from 16 mppa unnecessary I-I transfers, together representing 77% of
the NWR capacity.

f.

RHC’s analysis shows that the NWR expansion adds 15.8 mppa I-I transfers by 2050;
1.0 mppa are on journeys in which both legs are short-haul, 13.0 mppa are on journeys
where one leg is long-haul and the other is short-haul and 5.6 mppa are on journeys
where both legs are long-haul (i.e. 19.6 transfers in total). The point here is that the
short-haul leg takes up Heathrow’s capacity for no direct benefit. It is claimed that
Heathrow’s capacity is best used for long-haul. The short-haul does feed the long-haul
leg, where there is one, so we need to examine the long-haul segments. NWR expansion
adds 9.3 mppa long-haul I-I transfers by 2050.
OECD Destinations. There are 5.0 mppa additional long-haul I-I passengers travelling
to/from OECD countries by 2050. But the NWR expansion only adds 1.8 mppa
terminating Direct international and Domestic interliner passengers by 2050 to the
OECD destinations (i.e. around 73% of additional passengers to the USA, Canada and
Australia are I-I transfers)..
NIC Destinations. NWR expansion adds 3.5 mppa long-haul I-I transfers to NIC
countries by 2050. But the NWR expansion adds only 1.5 mppa terminating Direct
international and Domestic interliner passengers by 2050 to the NIC destinations. (i.e.
around 70% of additional passengers to the Far East, India, Latin America, Middle East
and South Africa are I-I transfers).
LDC Destinations. NWR expansion adds 0.8 mppa long-haul I-I transfers to LDC
countries by 2050. But the NWR expansion adds only 0.1 mppa terminating Direct
international and Domestic interliner passengers by 2050 to the LDC destinations. (i.e.
around 90% of additional passengers to Africa are I-I transfers).
We submit there is little or no economic value to the UK from the additional I-I travel
to OECD, NIC or LDC countries and the outcome is highly inefficient use of
Heathrow’s additional NWR capacity

32. Table 5 below shows that the NWR expansion results in only 0.8 mppa additional
terminating long-haul passengers for the whole of the UK by 2050. We should place the
matter into context - the forecast number of passengers in 2050, assuming the NWR
expansion, is 136 mppa for Heathrow and 435 mppa for the UK as a whole. The table
demonstrates how the additional NWR capacity is wasted on I-I long-haul transfers.
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Table 5

Incremental (LHR NWR minus Do-Minimum) Passengers, 2050

mppa

Heathrow

Rest of UK

Total UK

Heathrow I-I

UK Terminating*

Long-haul

12.8

-2.7

10.0

9.3

0.8

Short-haul

29.5

-14.4

15.1

6.5

8.6

Domestic

0.8

-0.2

0.6

na

0.6

Total

43.0

-17.2

25.8

15.8

10.0

Note: There are rounding differences. *excludes de-minimis impact of the NW R expansion on the
relatively few I-I transfers at airports other than Heathrow.

33. Regarding short-haul destinations, an additional 8.6 mppa terminating short-haul passengers
are serviced by the NWR expansion. But the UK has ample existing and planned short-haul
capacity for the foreseeable future. It does not need the highly expensive NWR expansion
to service this segment of the market. Moreover there are 6.5 mppa short-haul I-I transfers
of no economic value to the UK.
34. Moreover, unlike passengers terminating in the UK, I-I transfers are exempt from Air
Passenger Duty. The Terminal Five Public Inquiry was informed that an increase in transfer
passengers reflected a new airline strategy. The adoption of this strategy, which diverges
from the likely passenger preference for direct flights, may have been influenced by two state
interventions in the early 1990s:
•

In 1993 the “use it or lose it¨ rule was introduced for airlines holding slots at Heathrow
and other major airports, whereby slots have to be used for not less than 80% of the
allocation or surrendered (with no compensation) for re-allocation to competing airlines.

•

In 1994 Air Passenger Duty was introduced with an exemption for transfer passengers
for the specific purpose of encouraging transfers at UK airports (primarily Heathrow).
Sir John Cope MP (Paymaster General) said “We are concerned to maintain the
international position of the British air transport industry particularly that of Britain’s
hub airports, such as Heathrow, and to help the airlines serving them, by preventing
the tax from acting as a disincentive to passengers changing planes in Britain.”
(Hansard, 31 Jan 1994, Col. 643).

24. Abandoning the NWR expansion would reduce the I-I transfers but as explained above there
would be no loss to the aviation market or the UK economy. RHC proposes that reducing
I-I transfers through proper taxation would also be an effective and efficient way to reduce
UK demand without negative consequences and in doing so it would reduce UK aviation
emissions. It is surely preferable to reduce I-I transfers than UK resident terminating
demand in a demand constrained environment.
Contact details:
Peter Willan, BSC Eng(Hons), MBA, ARSM, FCMA, FEI, HonRCM
Chair, Richmond Heathrow Campaign
www.richmondheathrowcampaign.org
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