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I write to restate my strong opposition to the Manston Airport DCO being given consent.
Not only has no real case been made that the UK has need of a new cargo airport, but
Manston’s track record of failing to attract business to the extent of failing as a business
itself should provide all the evidence necessary that the aviation industry has no need of
cargo handling at Manston. Furthermore, simply glancing at a map of the country shows
that, even if additional cargo facilities were needed, a location perched on the edge of the
country, with sea to the north, east and south, would be one of the most unsuitable choices
from a logistics point of view.
Ramsgate has suffered repeated setbacks over decades, including the loss of tourism to the
package holiday trade, the loss of nearby coal mines, the loss of the ferries to Dover and
the loss of Pfizer. More recently though a welcome regeneration has taken place. Tourism
is returning and is well-established and growing, already representing a significant
proportion of the local economy and providing a substantial number of much-needed jobs
[see Thanet tourism attachment]. Many new residents have been tempted to Ramsgate
from other locations, principally London, helped by HS1 and bringing much-needed
money and work such as renovations to the town’s once dilapidated housing stock. As
someone who moved here in 2007 and found myself under the flight path of the then
failing airport I know for a fact that an airport operated at the high intensity of the proposal
would make life completely unbearable for at least 10,000 people who would be severely
affected by noise and pollution. I know how bad it is being woken at night, having
meetings and conversations interrupted, and being regularly sprayed with toxic fuel being
dumped by planes arriving over the sea. The long-term effects on physical and mental
health are well-documented [see attached summary of Dutch government study for
example] but science regularly discovers that they are much worse than was previously
understood. All the economic and cultural advantages that the town has achieved in recent
years would be thrown away as tourists stay away and residents with sufficient financial
resources flee from their blighted homes. For those obliged to remain their health would
inevitably suffer – and this is in a deprived area where health is already much worse than
national average. The applicant is offering a small (but unrealistic and massively
exaggerated) number of jobs in return.
This country and the whole world faces a climate crisis that is rapidly worsening as
governments fail to respond at the necessary scale. According to the UN [see attachment]
right now we have maybe ten years to put extreme measures in place to try to avoid
reaching irreversible tipping points that could realistically be a threat to human civilisation.
Aviation is a particular headache in this respect because it is a significant and growing
contributor of greenhouse gases and there is now, and in the foreseeable future, no
practical alternative to burning fossil fuels in jet engines. There is a pressing need for a
managed scaling back of the industry. Opening a new cargo hub anywhere in the world
must be considered a direct attack on national and international efforts to tackle the crisis
and consequently on young people and future generations.

Regards
Kit Jolly
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EXECUTIVE SUMMARY

Public health impact of large airports
Civil aviation
Civil aviation represents a growing industry and most economists expect this growth to continue. It is
developing into a truly global industry, with a few conglomerates of airlines serving a world-wide network of
large 'hub' airports. In 1997 the scheduled airlines carried 1,5 billion passengers and 26 million tons of freight.
The economic gains of the aviation industry and the possibility of reaching far away locations may be
beneficial for health and quality of life, probably mainly so for affluent populations in the industrialised parts of
the world. However, aviation affects the environment both globally and locally in a negative sense and
consequently has also negative impacts on health.
Request and report
This report responds to a request of the Ministers of Health, of Transport and of the Environment of the
Netherlands Government to assess the health impact of large airports._ The request was related to the public
and political debate about the future of the Dutch aviation infrastructure and about the expansion of
Amsterdam Schiphol airport in particular, although a specific assessment for the Dutch National Airport was
not called for. To prepare the report the President of the Health Council appointed an international committee
of experts.
Three case studies were carried out to provide the committee with background material on the way public
health plays a role in airport development. The cases chosen were; a new passenger terminal at London
Heathrow, Munich International Airport that opened at a new location in 1992, and the planning process for an
airport in Berlin, to replace the three existing airfields in the beginning of the next century. The committee was
also informed on the progress with the health impact assessment studies at Amsterdam Schiphol.
The committee focused on the public health impact of local changes in environmental factors. 'Public health
impact' has been defined by the committee as to include impacts on 'quality of life'. Effects of aviation on
climate and thereby health and indirect positive and negative public health effects through economic
mechanisms, transport possibilities and tourism are outside the scope of the present report.
Airport operations system
The committee has approached the relationship between airport operations and public health in an integrative
manner. It evaluated public health impacts in airport operations systems encompassing the area up to a few
tens of kilometres distance from the airport. Apart from the direct aviation related operations the system also
includes the activities of businesses that are attracted to the airport region, as well as the infrastructure
necessary to serve to airport, other businesses and the residential locations in the area. Even when airports
are originally located in remote areas, then over of the years the airport region becomes more and more
urbanised and settled with freight handling industries, catering and hotel activities, high-tech industries and
offices that prefer to be located close to the airport.
The impacts of all these activities within an airport operations system on public health are only partly specific
for the system. Aircraft noise, kerosene odour and aircraft crash risk are specific factors. Air pollution,
landscape changes by transport infrastructure, road traffic and industrial noise and occupational health risks
are, however, also encountered in other urbanised and industrialised settings.
Environment and public health
The committee has considered the impact of several environmental factors on health separately:
l
l
l
l
l
l
l

air pollution
noise
accidents
soil and water pollution at the airport
importation of infectious diseases
appearance of the environment
occupational health risks at the airport.

In the concluding chapters the committee has tried to integrate these findings and suggests approaches for
improving public health protection.
Does the airport operations system affect public health? This central question is answered by the committee
with; yes. Considering the relationship between environmental factors and public health, infringements on the
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quality of life, such as sustained odour and noise exposure, also have a potential of causing clinically
observable disease in the long run. This depends on a variety of factors such as individual susceptibility,
social-economic status and life style, and the simultaneous exposure to a variety of environmental factors.
Some of these factors may aggravate the public health effects, but others could reduce or offset them. The
relationships between environment and health are fraught with uncertainties, not in answer to the question
about whether factors such as environmental noise and air pollutants do affect public health negatively, but to
the questions as to what extent and which population groups are most vulnerable.
In determining the impact of environmental factors the committee uses classification schemes for:
l

l
l

evidence for the causal relationship between the exposure to an environmental factor and a public
health effect
severity of the effect (slight, moderate, severe)
number of people affected.

The classes for causal evidence are; sufficient, limited or inadequate evidence, or evidence for the lack of a
causal relationship. Severe effects seriously impair day-to-day functioning and usually require professional
medical care. A public health effect is rated as 'slight' if the impact on daily functioning is not very significant,
or is reversible, or has a small effect in the long run. Moderate effects are in between these two extremes. The
number of affected people can only be very roughly indicated. Classes are: susceptible individuals, specific
subgroups, substantial part of the exposed population, and are only given if the causal relationship is deemed
to be supported by sufficient evidence.
Air pollution
The contributions from aircraft, other airport operations, road traffic to or from the airport or to other
destinations to the public health effects of air pollution in an airport operations system are intricately mixed.
This is due to the spread of air pollutants in the atmosphere by dispersion processes, whereas total pollution
is also determined by sources outside the system, possibly far away. The important conclusion is that air
pollutant levels around large airports are similar to those in urbanised areas and are to a large extent
determined by road traffic emissions. At such concentrations public health effects are to be expected, even
though the concentrations are generally below official guideline values.
The present understanding of air pollution effects is that exposure will impair respiratory functions, for most
people in a reversible way. Effects become more invalidating in the case of sustained exposure. The table
below lists the effects of air pollution for which there is sufficient scientific evidence for a causal relationship:

Response

severity 1

number affected 2

premature death (response after an episode in susceptible groups)

***

*

aggravation of respiratory and cardiovascular disorders after an
episode (resulting in hospital admissions)

***

*

affected lung function after an episode

*

?

premature death (decrease in life expectancy) due to chronic
exposure

***

*

reduced lung function due to chronic exposure

**

**

increase in chronic respiratory conditions (bronchitis) due to
chronic exposure

**

**

odour annoyance from chronic exposure

*

***

1 * = slight, ** = moderate, *** = severe
2 * = susceptible individuals, ** = specific subgroups, *** = substantial part of exposed population

Effects, related to an air pollution episode, for which there is limited evidence are respiratory symptoms and
aggravation of asthma. These effects are rated by the committee as slight and severe, respectively.
Epidemiological studies of the prospective, cohort and case-control variety have linked long-term exposure to
air pollution with survival, increased lung cancer mortality, reduced lung function and increases in chronic
respiratory conditions, especially bronchitis. The committee rates this evidence as sufficient, even though
more work need to be done to elucidate exposure-response relationships and to what extent the effects
observed are due to exacerbation of existing disorders. There is to date only inadequate evidence to link long
term exposure to community air pollution to the prevalence of allergy ands asthma. As yet no airport specific
carcinogenic compounds have been identified.
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The number of epidemiological studies on air pollution and public health near airports are scarce. Morbidity
and mortality levels, related to diseases that may be air pollution related, do not appear to differ between
airport regions and cities. A study at Amsterdam Schiphol has provided evidence for a decrease in the
prevalence of respiratory complaints with increasing distance from the airport. To what extent air pollution
levels and other factors play a role is subject of further study.
Chronic exposure to odour has been reported to induce, apart from annoyance, a variety of moderate somatic
and psychosomatic effects. The evidence for a causal relationship is rated as limited.
With respect to controlling air pollution the committee notes that in most industrialised nations industrial and
road traffic sources of air pollution are subject to regulatory control, contrary to aircraft emissions. An
integrated approach to combat air pollution is at odds with a system in which one important source, i.e. aircraft
emissions, is exempt from such control.
Noise
Aircraft noise is one of the most noticeable environmental factors of airport operations and is specific to the
system. Although there are other noise sources in the system, noise from aircraft taking off and landing, from
aircraft braking and taxiing at the airport and from aircraft engine testing are dominant ones. At the airport,
noise from ground traffic can be considerable and will in particular affect airport workers. In the vicinity of an
airport one will usually find residential locations where air traffic noise is a dominant source of environmental
noise exposure. Aircraft noise levels are determined by the position of the runways and the flight patterns.
Outdoor aircraft noise exposure in residential areas around large airports may exceed 60 and occasionally 70
dB(A) (day-night or day-evening-night exposure level).
Hearing impairment is a well-documented effect of noise exposure. In an airport operations system it is of
concern at operations at the airport, especially in ground handling and in engine testing. Only in very
exceptional cases will environmental noise exposure induce hearing loss. The other effects for which there is
sufficient evidence for a causal relationship with noise exposure are listed in the table below. Effects are only
observed in exposed populations at noise levels above the observation threshold. 'Sleep disturbance' in the
table denotes a conglomerate of effects, including awakening, sleep stage and sleep pattern changes, heart
rate changes, and effects on mood the next day. Limited evidence exists for the effects of night-time noise
exposure on performance the next day and changes in hormone levels.

response

severity 1

number affected 2

observation threshold

hypertension

**

**

eq. outdoors sound level (06-22 h) of 70 dB(A)

ischaemic heart disease

***

*

eq. outdoors sound level (06-22 h) of 70 dB(A)

annoyance

*

***

outdoors day-night level of 42 dB(A) 3

sleep disturbance

**

***

depending on effect, indoors SEL of 35-50 dB(A) 4

performance at school

**

**

eq. outdoors sound level (school hours) of 70 dB(A)

1 * = slight, ** = moderate, *** = severe
2 * = susceptible individuals, ** = specific subgroups, *** = substantial part of exposed population
3 threshold for 'high annoyance'; the day -night level is the equivalent sound level over 24 hours, with the sound levels during the
night (period of 23 -07 h) increased by 10 dB(A).
4 SEL is the equivalent sound level during the noise event normalised to a period of one second

A variety of other effects has been linked to noise exposure, such as decreased general performance,
biochemical effects, deterioration of the immune system, decrease in birth weight, psychiatric disorders and
negative effects on psycho-social well-being. The committee considers the evidence for the causal
relationship of these phenomena with noise exposure to be limited. With the exception of psychiatric disorders
(severe), and effects on birth weight and psycho-social well-being (moderate), the committee rates the other
effects as slight. There is evidence that congenital effects do not result from the exposure of pregnant women
to environmental noise.
The understanding of the committee is that, hearing impairment excepted, the public health effects of noise
depend on both the (psychological) appraisal of the noise exposure by the organism and the vegetative
reactions induced. Some of the somatic and psychosomatic effects, such as hypertension and cardiovascular
disease may be a direct consequence of this processing of noise exposure by the organism, others are
possibly a consequence of noise-related annoyance. Annoyance is defined here as a feeling of resentment,
displeasure, discomfort, dissatisfaction or offence which occurs when an environmental factor interferes with a
person's thoughts, feelings or activities.
Noise exposure is only one of the determinants of annoyance. Studies have shown that aircraft noise is more
annoying than road and rail traffic noise at the same day-night exposure levels. Aircraft noise-induced
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annoyance is influenced by the degree of anxiety associated with the possibility of aeroplane crashes. Other
so-called non-acoustical factors that modify annoyance are the degree of openness on the part of the airport
authorities or the government concerning the developments at the airport and the way in which the authorities
enforce environmental standards. These latter factors can work both ways, i.e. they can be instrumental in
reducing (more openness, strict enforcement) or increasing annoyance.
Recent studies appear to confirm older work on the negative impact of aircraft noise on the cognitive abilities
of children. The committee deems this to be a subject that warrants further study to elucidate exposureresponse relationships and to assess the possible long term impacts.
Safety
Aircraft crashes come first to mind when mentioning safety in relation to airport operations. However,
accidents, such as fires, may also occur (and have occurred) at fuelling operations and aircraft maintenance.
Fires not related to fuelling can have severe consequences, especially those at the air, rail and bus passenger
terminals. Also terrorist actions have been recognised as a serious risk associated with airports. Elsewhere in
the airport operations system traffic accidents, accidents at industries, fires, etcetera can occur.
The present report focuses on aircraft crashes. The landing and takeoff stage are the most critical parts of a
flight as far as crash risk is concerned. The probability of an accident further depends on the type of aircraft,
its weight and its state of maintenance and the weather conditions. The management quality of the systems
and organisations involved in aviation and in accident control, and the quality of the managed personnel are
components determining the accident risk. This holds for flight personnel, air traffic control, airlines and rescue
and other safety services alike.
In the past decades world-wide, on average, 50 crashes occurred per year, resulting in about 1500 fatalities
per year, among which 35 individuals of the general population. These data show that the primary victims are
the crew and passengers. The services of the large airlines are associated with considerably less fatalities per
aircraft hour than, e.g., general aviation (non-commercial aviation). Aircraft crashes are rare events given the
large number of flights. At present the crash frequency in the vicinity of a large airport is roughly one to two
crashes per ten million movements (takeoffs and landings). This implies that a rough estimate of the average
crash rate in the vicinity of larger airports is one to two per decade.
Using the evidence, severity and number affected classifications accidents do occur (sufficient evidence), the
health consequences are always severe and the whole population in the airport operations system is at risk,
be it that only a small number of people will be actually affected.
The individual risk levels for people living, working and travelling in the vicinity of a large airport are low (being
hit by a crashing aircraft is a very extraordinary event) and will vary strongly geographically depending on the
flight paths. Calculated individual risks (probability per year of dying due to an accident at a given location)
exceeding 1 per 10 thousand per year are confined, within the airport territory, to places close to the runways.
Locations with calculated individual risks between 1 per 100 thousand and 1 per million per ear that
encompass residential zones, have been identified around large airports. In the Netherlands around industrial
installations new houses would only be allowed in zones with individual risk levels not exceeding 1 per million
per year.
Soil and water pollution
Leaking underground storage tanks and pipes, fuel spillage or leakage during ground handling of aircraft,
washing of aircraft and vehicles and fire-training for which flame-retardant chemicals are used, are sources of
water and soil pollution at airports. If policies to prevent such pollution are in force and effective, the public
health impact is minor. A pollution pathway specific for airports is related to de-icing operations to prevent, for
safety reasons, the formation of ice on aircraft parts and runways. Effects on humans due to exposure to all
these compounds appear to be unlikely in practice.
Importation of infectious diseases by air traffic
World-wide air traffic increases the potential for transmission of infectious diseases from one country to
another. An example is 'airport malaria', that occurs when mosquitoes infected with Plasmodium falciparum,
originating at airports in regions where malaria transmission frequently occurs, contaminate people around
airports elsewhere. The number of documented cases at present is small, but giving the growth of air
transport the committee recommends airport authorities and airline companies to be vigilant.
Occupational health risk
In general the nature of the work in the vicinity of the airport is not expected to have characteristics specific to
the airport operations system. This is different for work at the airport and for the operation of aircraft, although
for aviation ground personnel only the incidence of musculo-skeletal disorders appears to be higher than what
might be generally expected. Accident mortality among pilots is increased, but flight crew mortality from other
causes is not exceptionally different from what would be expected. Fatigue and job stress would be expected
among air traffic controllers and flight crew, but research data do not point to specific problems. Although
activities within the airport operations system do affect occupational health, the situation is not out of line with
the situation in comparable industries.
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Comprehensive public health impact assessment
Environmental factors in an airport operations system operate in a cumulative way: people are exposed to,
e.g., air pollution, noise and accident risk at the same time. People living in the vicinity of airports are not able
to avoid exposure when performing everyday activities such as working, shopping, going to school, etcetera.
Furthermore, the factors interact; for example anxiety related to aircraft crashes may enhance noise-induced
annoyance and vice-versa. Other factors will modify the cumulative impacts. The visual appearance of the
environment may act both in a positive and a negative sense, depending, e.g., on how well the traffic
infrastructure has been embedded in the natural landscape. The availability of facilities, such as shops, public
transport, parks, schools, will influence the way people rate their living environment and will also influence the
public health impacts of factors that primarily or partly act via psycho-social mechanisms, such as noise and
odour. Measures that increase the perceived control of people over their living environment may be beneficial
in this respect.
Published results of comprehensive assessments of the public health impact of large airports, that would have
allowed a definitive and complete answer to the Ministers' request, are lacking. In fact, the health impact
assessment study in progress at Amsterdam Schiphol is an exceptional example of what, in the opinion of the
committee, should be normal practice. On the basis of such studies measures to safeguard public health
effectively and efficiently can be implemented. The committee strongly recommends that public health impact
assessment, to guide the further international development of the civil aviation system, become the norm
instead of the exception.
Way ahead
Airport and aviation development affect the lives of many people. Decisions to be taken are of a strategic
nature and therefore require carefully and specifically designed procedures in which all stakeholders involved,
including the people living in the vicinity of the airport in question, play a role. Although differing views on the
significance of health and health effects, including impacts on quality of life, will make it difficult to reach
consensus on the necessity and desirability of developments, a decision making structure in which those
views can be discussed and are accounted for is preferable to autocratic decision making. The nature of the
decisions to be made also require that mobility policies have to be discussed with the aim to let air transport
be an integrated part of a sustainable mobility strategy.
Two approaches to reduce public health risk can be distinguished. On the one hand environmental quality
standards can be set on a geographical basis ('zoning') and enforced by the government. In a different
approach stakeholders 'negotiate' a comprehensive package of measures in which the negative effects of
factors like noise, apart from being reduced by exposure limiting measures, are offset by improvements in the
natural landscape, the quality of facilities in residential areas and an open communication between all parties
concerned about developments at the airport and elsewhere in the system and about the measures taken to
reduce noise exposure and air pollution. In practice a mix of both approaches will probably be used,
depending on the prevailing political culture.
Aviation technology will have to innovate if the growth in air transport continues at its present rate. Already
now large airports are congested and accident and near-accident frequencies might rise. Furthermore new
technology is needed in order to lessen the public health impact of the expanding airport activities or in any
case not aggravate it. The committee recommends that the technology development is accompanied by a
technology assessment process that explicitly considers the short and long term environmental and health
impacts of changes in technology.
Given the many parties involved in an airport operations system and given the interactions between different
measures to reduce public health effects, the committee recommends that all developments are monitored
and assessed on their public health consequences in an integrated manner. How such an integrated risk
management structure reaches this goal is to be decided through the political process, but in order to be
effective all parties involved should support such a structure and be willing to provide the necessary data in
good time.
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The wind farm “Los Granujales” in the South of Spain
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Climate Change is the de�ning issue of our time and we are at a de�ning
moment. From shifting weather patterns that threaten food production, to rising
sea levels that increase the risk of catastrophic �ooding, the impacts of climate
change are global in scope and unprecedented in scale. Without drastic action
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Greenhouse gases occur naturally and are essential to the survival of humans
and millions of other living things, by keeping some of the sun’s warmth from
re�ecting back into space and making Earth livable. But after more than a
century and a half of industrialization, deforestation, and large scale agriculture,
quantities of greenhouse gases in the atmosphere have risen to record levels not
seen in three million years. As populations, economies and standards of living
grow, so does the cumulative level of greenhouse gas (GHGs) emissions.
There are some basic well-established scienti�c links:


The concentration of GHGs in the earth’s atmosphere is directly linked to the
average global temperature on Earth;



The concentration has been rising steadily, and mean global temperatures
along with it, since the time of the Industrial Revolution;



The most abundant GHG, accounting for about two-thirds of GHGs, carbon
dioxide (CO2), is largely the product of burning fossil fuels.

The UN Intergovernmental Panel on Climate Change (IPCC)
The Intergovernmental Panel on Climate Change (IPCC) (http://www.ipcc.ch/)
was set up by the World Meteorological Organization (WMO)
(http://public.wmo.int/en) and United Nations Environment
(http://www.unep.org/) to provide an objective source of scienti�c information. In
2013 the IPCC provided more clarity about the role of human activities in climate
change when it released its Fifth Assessment Report (http://www.ipcc.ch/report
/ar5/wg1/). It is categorical in its conclusion: climate change is real and human
activities are the main cause.

Fifth Assessment Report
The report provides a comprehensive assessment of sea level rise, and its
causes, over the past few decades. It also estimates cumulative CO 2 emissions
since pre-industrial times and provides a CO2 budget for future emissions to limit
warming to less than 2°C. About half of this maximum amount was already
emitted by 2011. The report found that:


From 1880 to 2012, the average global temperature increased by 0.85°C.



Oceans have warmed, the amounts of snow and ice have diminished and the
sea level has risen. From 1901 to 2010, the global average sea level rose by
19 cm as oceans expanded due to warming and ice melted. The sea ice
extent in the Arctic has shrunk in every successive decade since 1979, with
1.07 × 106 km² of ice loss per decade.



Given current concentrations and ongoing emissions of greenhouse gases, it
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is likely that by the end of this century global mean temperature will continue
to rise above the pre-industrial level. The world’s oceans will warm and ice
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melt will continue. Average sea level rise is predicted to be 24–30 cm by 2065
and 40–63 cm by 2100 relative to the reference period of 1986–2005. Most
aspects of climate change will persist for many centuries, even if emissions
are stopped.
There is alarming evidence that important tipping points, leading to irreversible
changes in major ecosystems and the planetary climate system, may already
have been reached or passed. Ecosystems as diverse as the Amazon rainforest
and the Arctic tundra, may be approaching thresholds of dramatic change
through warming and drying. Mountain glaciers are in alarming retreat and the
downstream effects of reduced water supply in the driest months will have
repercussions that transcend generations.

Global Warming of 1.5°C
In October 2018 the IPCC issued a special report (http://www.ipcc.ch/report
/sr15/) on the impacts of global warming of 1.5°C, �nding that limiting global
warming to 1.5°C would require rapid, far-reaching and unprecedented changes
in all aspects of society. With clear bene�ts to people and natural ecosystems,
the report found that limiting global warming to 1.5°C compared to 2°C could go
hand in hand with ensuring a more sustainable and equitable society. While
previous estimates focused on estimating the damage if average temperatures
were to rise by 2°C, this report shows that many of the adverse impacts of
climate change will come at the 1.5°C mark.
The report also highlights a number of climate change impacts that could be
avoided by limiting global warming to 1.5ºC compared to 2ºC, or more. For
instance, by 2100, global sea level rise would be 10 cm lower with global
warming of 1.5°C compared with 2°C. The likelihood of an Arctic Ocean free of
sea ice in summer would be once per century with global warming of 1.5°C,
compared with at least once per decade with 2°C. Coral reefs would decline by
70-90 percent with global warming of 1.5°C, whereas virtually all (> 99 percent)
would be lost with 2ºC.
The report �nds that limiting global warming to 1.5°C would require “rapid and
far-reaching” transitions in land, energy, industry, buildings, transport, and cities.
Global net human-caused emissions of carbon dioxide (CO2) would need to fall
by about 45 percent from 2010 levels by 2030, reaching ‘net zero’ around 2050.
This means that any remaining emissions would need to be balanced by
removing CO2 from the air.

United Nations legal instruments
United Nations Framework Convention on Climate Change
The UN family is at the forefront of the effort to save our planet. In 1992, its
“Earth Summit” produced the United Nations Framework Convention on Climate
Change (UNFCCC) (http://unfccc.int/essential_background/convention/items
/6036.php) as a �rst step in addressing the climate change problem. Today, it
has near-universal membership. The 197 countries that have rati�ed the
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Convention are Parties to the Convention. The ultimate aim of the Convention is
to prevent “dangerous” human interference with the climate system.

Kyoto Protocol
By 1995, countries launched negotiations to strengthen the global response to
climate change, and, two years later, adopted the Kyoto Protocol
(http://unfccc.int/kyoto_protocol/items/2830.php). The Kyoto Protocol legally
binds developed country Parties to emission reduction targets. The Protocol’s
�rst commitment period started in 2008 and ended in 2012. The second
commitment period began on 1 January 2013 and will end in 2020. There are
now 197 Parties to the Convention and 192 Parties to the Kyoto Protocol
(http://unfccc.int/resource/docs/convkp/kpeng.pdf)

.

Paris Agreement
At the 21st Conference of the Parties in Paris (http://unfccc.int/meetings
/paris_nov_2015/meeting/8926.php) in 2015, Parties to the UNFCCC
(http://unfccc.int/essential_background/items/6031.php) reached a landmark
agreement to combat climate change and to accelerate and intensify the actions
and investments needed for a sustainable low carbon future. The Paris
Agreement (http://unfccc.int/resource/docs/2015/cop21/eng/10a01.pdf)
builds upon the Convention and – for the �rst time – brings all nations into a
common cause to undertake ambitious efforts to combat climate change and
adapt to its effects, with enhanced support to assist developing countries to do
so. As such, it charts a new course in the global climate effort.
The Paris Agreement’s central aim is to strengthen the global response to the
threat of climate change by keeping the global temperature rise this century well
below 2 degrees Celsius above pre-industrial levels and to pursue efforts to limit
the temperature increase even further to 1.5 degrees Celsius.
On Earth Day, 22 April 2016, 175 world leaders signed the Paris Agreement at
United Nations Headquarters in New York. This was by far the largest number of
countries ever to sign an international agreement on a single day. There are now
186 countries that have rati�ed the Paris Agreement.

2019 Climate Action Summit (http://wss1.un.org
/www.un.org/climatechange/)
On 23 September 2019, Secretary-General António Guterres convened a Climate
Summit (http://www.un.org/climatechange/) to bring world leaders of
governments, the private sector and civil society together to support the
multilateral process and to increase and accelerate climate action and ambition.
He named Luis Alfonso de Alba, a former Mexican diplomat, as his Special Envoy
to lead preparations. The Summit focused on key sectors where action can make
the most difference—heavy industry, nature-based solutions, cities, energy,
resilience, and climate �nance. World leaders reported on what they are doing,
and what more they intend to do when they convene in 2020 for the UN climate
conference, where commitments will be renewed and may be increased. In
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closing the Climate Action Summit, the Secretary-General said “You have
delivered a boost in momentum, cooperation and ambition. But we have a long
way to go.”
“We need more concrete plans, more ambition from more countries and more
businesses. We need all �nancial institutions, public and private, to choose, once
and for all, the green economy.”

Nobel Peace Prize
In 2007, the Nobel Peace Prize (../../nobel-peace-prize/intergovernmental-panelclimate-change-ipcc-and-albert-arnold-al-gore-jr/index.html) was awarded jointly
to former United States Vice-President Al Gore and the IPCC "for their efforts to
build up and disseminate greater knowledge about man-made climate change,
and to lay the foundations for the measures that are needed to counteract such
change."

Resources:


(http://unfccc.int/timeline/) (http://unfccc.int/timeline/)IPCC Fifth
Assessment Report (http://www.ipcc.ch/report/ar5/)



Climate Summit 2019 (http://www.un.org/climatechange/)



Sustainable Development Goal 13: Climate Action (https://www.un.org
/sustainabledevelopment/climate-change-2/)

Video:
Secretary-General António Guterres calls for global action on
climate change
Secretary-General António Guterres calls for global action …
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Thanet’s tourism economy now worth £319m as
visitor numbers rise to 4.2 million in 2017
Visits to Thanet increased by 8.6% in 2017 with the district welcoming a record 4.2 million
visitors, according to research released this week.
The value of Thanet’s visitor economy grew by 9.2% in 2017 and is now worth over £319
million.
Independent research commissioned by Visit Kent showed that the number of day trips to
the Thanet district leapt by 9.9% in 2017, meanwhile the total number of nights stayed in
the district increased by 4.9%.
The total number of jobs supported by tourism rose by 8.7% to 7,950, with the industry
accounting for an impressive 19% of total employment across Thanet.
Cllr Ash Ashbee, Cabinet Member for Coastal Development at Thanet District Council
said: “The results clearly show that tourism in Thanet is going from strength to strength.
*The number of day trips to the area is up by 10% which is a solid increase but in the
context of the national �gure of 0.8% it really is brilliant news.”
‘We have seen the popularity of Thanet steadily increase in recent years and its reputation
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as a go-to destination is now �rmly established. We are so delighted that the growth we
experienced previously has continued. We recognise the economic bene�ts that a thriving
tourism o�er brings to the local economy, creating jobs and driving spend in the local area.
‘Our ambition is to continue to attract new and returning visitors to this beautiful
destination – there are always reasons to visit Thanet. In 2019, Margate Caves is due to
reopen in spring and from late September, the Turner Contemporary is hosting the Turner
Prize.”
The tourism picture was rosy across the county in 2017, despite the challenges presented
by ongoing Brexit negotiations. Kent welcomed 65 million visitors in 2017, and the visitor
economy’s value leapt by 7% to £3.8 billion.
Kent welcomed a record 64,970,000 visitors throughout 2017 with the county’s tourism
industry accounting for 76,828 jobs. Across the county, visitor numbers rose compared to
the previous year with the highest volume of day trips, value of tourism and tourism related
jobs recorded.
Kent also remains the third most visited destination outside of London for foreign visitors.
Chief executive of Visit Kent Deirdre Wells OBE said: “Tourism is the UK’s fastest growing
service sector and these �gures demonstrate the contribution which our vital industry
makes to the economy of Kent.
‘The collective e�orts of tourism businesses across the county have paid dividends and this
partnership will be critical in ensuring that this growth continues during a challenging year
ahead.”
She added: “Our challenge going forward will be to turn more of our day visits into
overnight stays and short breaks, bringing even further growth to the county.”
Leader of Kent County Council, Paul Carter, said: “The results from the 2017 survey
commissioned by Visit Kent clearly show that the visitor economy is increasingly important
to the county’s future prosperity”.
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Looking after our visiting feathered
friends (https://www.thanet.gov.uk
/looking-after-our-visiting-featheredfriends/)
A campaign to help protect thousands of wintering
birds from disturbance along the Canterbury
district and Thanet coastline is up and running.

30 January, 2020

Local retailer successfully prosecuted
for illegal advertising display
(https://www.thanet.gov.uk/localretailer-successfully-prosecuted-forillegal-advertising-display/)
A Thanet retailer responsible for putting up
advertisements without permission has been
successfully prosecuted.
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