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Introduction

Background

This Scoping Report has been prepared on behalf of Gatwick Airport Limited (GAL). It proposes
the scope of environmental assessment for the proposal to make best use of Gatwick Airport’s
existing runways (referred to within this report as ‘the Project’). The Project proposes alterations
to the existing northern runway which, along with the lifting of the current restrictions on its use,
would enable dual runway operations. The Project includes the development of a range of
infrastructure and facilities which, together with the alterations to the northern runway would allow
airport passenger and aircraft operations to increase. A summary of the key components of the
Project is provided in Section 1.3 below, with further details set out in Chapter 5.

GAL intends to submit an application for development consent to the Planning Inspectorate. The
application will be accompanied by an Environmental Statement (ES) prepared in accordance
with the Infrastructure Planning (Environmental Impact Assessment) Regulations 2017, as
amended.

This Scoping Report sets out the proposed approach and key issues to be included within the
Environmental Impact Assessment (EIA) process. The purpose of this document is to obtain a
Scoping Opinion from the Planning Inspectorate (on behalf of the Secretary of State). Itis also
intended that this report will support future consultation by GAL with statutory and non-statutory
consultees and stakeholders, building on consultation undertaken to date.

Site Location

Gatwick Airport is located in the county of West Sussex between the towns of Crawley and
Horley. The airport’s two passenger terminals (North Terminal and South Terminal) are directly
served by the M23 motorway spur off the M23, which runs approximately 1.7 km to the east of the
airport. The A23 (London Road) also serves the airport, running in a north-south direction
through the airport. The airport sits on the London to Brighton mainline railway. Gatwick Airport’s
railway station is located at South Terminal, and there is a direct transit link to North Terminal.

Gatwick Airport lies within the administrative area of Crawley Borough Council and immediately
adjacent to the boundaries of Mole Valley District Council to the north west, Reigate and
Banstead Borough Council to the north east and Horsham District Council to the south west.
Other neighbouring administrative areas include Tandridge District Council (located
approximately 1.9 km to the east of Gatwick Airport) and Mid Sussex District Council
(approximately 2 km to the south east).

The site location is shown on Figure 1.2.1, with administrative boundaries illustrated on Figure
1.2.2.

Overview of the Project

Gatwick Airport is served by a single main runway. The airport also has a further runway, which is
located north of the main runway and is only available for use when the main runway is closed.
This runway is known as the ‘northern runway’ or the ‘standby runway’. A planning restriction

Environmental Impact Assessment Scoping Report Volume 1: Main Text:
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with a planning agreement has historically prevented this runway from being used at the same
time as the main runway. This agreement expired in August 2019.

1.3.2 The Project proposes to make alterations to the northern runway, including repositioning its
centreline to the north by 12 metres which, along with the lifting of the current restrictions on its
use, would enable dual runway operations in accordance with international standards. The
resulting operation would result in:

= All arrivals using the existing main runway;

= Shared departures between the existing main runway and the northern runway; and

= Controlled dependency between the two runways to enable safe crossing of the northern
runway by arrivals.

1.3.3 It is anticipated that by 2038 these improvements could increase airport capacity up to
approximately 74 million passengers per annum (mppa), compared to a maximum potential
capacity based on existing facilities of 61 mppa within the same timescale. This represents an
increase of approximately 13 mppa.

1.34 The Project includes the following key components:

= Alterations to the existing northern runway, including repositioning its centreline 12 metres
further north to enable dual runway operations;

= Reconfiguration of taxiways;

= Pier and stand amendments (including a proposed new pier);

= Reconfiguration of other airfield facilities;

= Extensions to the North and South Terminals;

= Provision of additional hotel and office space;

= Provision of reconfigured car parking, including new surface and multi-storey car parks;

= Surface access (road and potential rail) improvements;

= Reconfiguration of existing utilities, including surface water, foul drainage and power; and

= Landscape/ecological planting and environmental mitigation.

1.35 The land subject to the application for development consent extends to approximately
838 hectares, of which approximately 760 hectares lies within the ownership of GAL. The Project
site boundary is shown on Figure 1.3.1. Further details of the key components of the Project are
provided in Chapter 5 of this Scoping Report.

1.4 The Applicant

1.4.1 GAL is the company licensed to operate Gatwick Airport by the Civil Aviation Authority (CAA).
Gatwick Airport is majority owned by VINCI Airports, with the remainder owned by a consortium
of investors managed by Global Infrastructure Partners (GIP).

15 Consenting Regime

15.1 The Planning Act 2008, as amended, sets out definitions for Nationally Significant Infrastructure
Projects (NSIPs). Alterations to existing airports in England fall under the Planning Act 2008, as
amended, where the alteration would:

Environmental Impact Assessment Scoping Report Volume 1: Main Text:
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= Increase by at least 10 million per year the number of passengers for whom the airport is
capable of providing air passenger transport services; or

= Increase by at least 10,000 per year the number of air transport movements of cargo aircraft
for which the airport is capable of providing air cargo transport services.

‘Alteration’ in relation to airports for the purposes of the Planning Act includes construction,
extension or alteration of a runway, buildings, radar/radio mast/antenna or other apparatus at the
airport.

The Project would fall within the definition of an alteration to Gatwick Airport and would meet the
threshold for change in the number of passengers. It therefore constitutes an airport NSIP under
the Planning Act 2008, as amended. In addition, it is noted that the Project may include works
that constitute a highways NSIP in their own right. Applications for development consent for
NSIPs are examined by the Planning Inspectorate and determined by the Secretary of State.

Environmental Impact Assessment

ElA is the process of identifying and assessing the significant effects likely to arise from a project.
This requires consideration of the likely changes to the environment, where these arise as a
consequence of a project, through comparison with the existing and projected future baseline
conditions.

The legislative framework for EIA is set by European Directive 2011/92/EU and amended by
Directive 2014/52/EU (collectively referred to as the EIA Directive). The EIA Directive requires
EIA to be completed in support of an application for development consent for certain types of
project. For projects of this type in England, the European legislative requirements are
transposed into UK law by The Infrastructure Planning (Environmental Impact Assessment)
Regulations 2017, as amended.

ElA is not required for all developments of this type. The Infrastructure Planning (Environmental
Impact Assessment) Regulations 2017, as amended (referred to in this report as the EIA
Regulations), set out the requirements for EIA for NSIPs. The Project would fall under Schedule
2, Part 13 (1) relating to changes or extensions to existing developments listed in Schedule 1
(Gatwick Airport would fall under Part 7 (1) of Schedule 1). Such developments comprise
Schedule 2 development where the change or extension may have significant adverse effects on
the environment.

Schedule 2 development requires EIA to be undertaken where a project is likely to have
significant effects on the environment by virtue of factors such as its nature, size or location.
Taking into account the nature and scale of the development proposed, EIA is proposed to be
undertaken for the Project.

Scoping

The process of identifying the issues to consider within the EIA process (establishing the scope of
the assessment) is known as scoping. Scoping is not a mandatory requirement. However, it is
recognised as a useful part of the assessment process which helps to identify the main effects
that a project is likely to have on the environment.

Environmental Impact Assessment Scoping Report Volume 1: Main Text:
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1.7.2 Scoping is an important preliminary procedure, which sets the context for the EIA process.
Through the scoping exercise, the key environmental issues are identified at an early stage,
which permits subsequent work to concentrate on those environmental topics for which significant
effects may arise.

1.8 Purpose of this Scoping Report

1.8.1 This Scoping Report describes the scope and methodology of the technical studies being
undertaken to provide an assessment of any likely significant effects and, where necessary, to
determine suitable mitigation measures for the construction and operational phases of the
Project. It also describes those topics or sub-topics which are proposed to be scoped out of the
EIA process and provides justification as to why the Project would not have the potential to give
rise to significant environmental effects in these areas.

1.8.2 This Scoping Report has been prepared with reference to the Planning Inspectorate’s Advice
Note Seven (Planning Inspectorate, 2017a) and accompanies a request for a Scoping Opinion.

1.9 Structure of this Report

1.9.1 This Scoping Report is structured as follows:

= Chapter 1: Introduction;

= Chapter 2: Consenting Process;

= Chapter 3: Alternatives Considered

= Chapter 4: Existing Site and Operation;

= Chapter 5: Project Description;

= Chapter 6: Approach to EIA;

= Chapter 7: Proposed Scope of Assessment;

= Chapter 8: Topics Proposed to be Scoped Out of the EIA Process;
= Chapter 9: Summary of Matters to be Scoped In/Out;
= Chapter 10: Structure of the ES; and

= Chapter 11: References.

1.9.2 Table 1.9.1 sets out the requirements of Advice Note Seven, together with details of where this
information can be found within this Scoping Report.

Environmental Impact Assessment Scoping Report Volume 1: Main Text:
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Table 1.9.1: Requirements of Advice Note Seven

Advice Note Requirement Location within Scoping Report

The Proposed Development

An explanation of the approach to addressing uncertainty  Uncertainty is addressed within the
where it remains in relation to elements of the Proposed methodology section of this report at Chapter
Development eg design parameters

Referenced plans presented at an appropriate scale to Chapter 5 includes numbered plans
convey clearly the information and all known features (referenced within the text) that illustrate key
associated with the Proposed Development features of the Project.

EIA Approach and Topic Areas

Chapter 3 provides an overview of
alternatives considered to date and the
reasons for selecting the Project.

An outline of the reasonable alternatives considered and
the reasons for selecting the preferred option

A summary table depicting each of the aspects and
matters that are requested to be scoped out allowing for A summary table is provided in Chapter 9.
quick identification of issues

Chapter 7 sets out the proposed scope of the
EIA process and details of the elements of
topic-specific assessments that are proposed
to be scoped out.

Chapter 8 sets out details of topics proposed
to be scoped out of the EIA process.
Appendix 9.1.1 provides further detalil
regarding the scoping out of matters.

A detailed description of the aspects and matters
proposed to be scoped out of further assessment with
justification provided

Results of desktop and baseline studies where available
and where relevant to the decision to scope in or out
aspects or matters

Chapter 7 provides an overview of the
desktop data and studies undertaken to date.

Aspects and matters to be scoped in, the report should The overarching approach to evaluating the
include details of the methods to be used to assess sensitivity of receptors, magnitude of impact
impacts and to determine significance of effect eg criteria  and significance of effects is provided in

for determining sensitivity and magnitude Chapter 6.

Chapter 7 provides an overview of the
mitigation proposed, as far as this is known
at this stage. The EIA process will lead to
the refinement of mitigation measures
needed.

Any avoidance or mitigation measures proposed, how
they may be secured and the anticipated residual effects

Information Sources

Chapters 6 and 7 provides details of good
practice guidance. Full references are
provided in Chapter 11.

References to any guidance and best practice to be relied
upon

Evidence of agreements reached with consultation bodies = Chapter 7 provides an overview of the
(for example the statutory nature conservation bodies or consultation undertaken to date for each
local authorities) topic.

The proposed ES structure is set out in

An outline of the structure of the proposed ES. Chapter 10.

Environmental Impact Assessment Scoping Report Volume 1: Main Text:
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2 Consenting Process

2.1 Overview of Consenting Process

2.1.1 As set out in Chapter 1, NSIPs are defined through the Planning Act 2008, as amended. The key
stages in the application process are set out in Diagram 2.1.1.

Diagram 2.1.1: Overview of Application Process

* The developer prepares the application and undertakes pre-
application consultation in accordance with the requirements of the
Planning Act. Where required, EIA is completed.

+ 28 day period for PINS to decide whether or not the application
meets the standards required to proceed to the examination
phase.

* PINS holds a preliminary meeting and sets the timetable for the
examination. Stakeholders can register as an interested party.

* PINS has six months to carry out the examination.

* PINS issue a recommendation to the Secretary of State within
three months of the end of the examination process. The
Secretary of State has a three month period to issue a decision.

* Following issue of the decision, the developer can implement the
project in accordance with the DCO (including its requirements for
Post- mitgation).

decision

2.1.2 EIA is undertaken during the pre-application stage, with the ES submitted as part of the
application for development consent.

Environmental Impact Assessment Scoping Report Volume 1: Main Text:
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Planning Policy

This section summarises the key planning policy documents that will inform the EIA process.
Further detail on the topic-specific policies within these documents is presented in Appendix
2.2.1.

National Policy
Airports National Policy Statement

The Airports National Policy Statement (NPS) (Department for Transport, 2018a) was designated
on 26th June 2018 and sets out the primary policy for decision-making in relation to the proposed
new runway at Heathrow Airport. The NPS also states that it ‘will be an important and relevant
consideration in respect of applications for new runway capacity and other airport infrastructure in
London and the South east of England.’

Therefore, although it will not form the basis for determination for this Project, the Airports NPS is
a relevant consideration for other applications for airports infrastructure in London and the south
east of England.

National Policy Statement for National Networks

The NPS for National Networks (Department for Transport, 2014) sets out the need for
development of road, rail and strategic rail freight interchange projects on the national networks
and the policy against which decisions on major road and rail projects will be made.

Where relevant, this NPS will be taken into consideration within the EIA process.
National Planning Policy Framework

The National Planning Policy Framework (NPPF) was published in 2012 and updated in 2018 and
2019 (Ministry of Housing, Communities and Local Government, 2019a). The NPPF sets out the
Government’s planning policies for England and how these are to be applied. It states that
planning law requires applications to be determined in accordance with the Development Plan for
the relevant area unless material considerations indicate otherwise. Paragraph 2 states the NPPF
‘... Is a material consideration in planning decisions’.

Paragraph 5 states that the NPPF does not contain specific policies for NSIPs. These are to be
determined in accordance with the decision-making framework set out in the Planning Act and
relevant national policy statements for nationally significant infrastructure, as well as any other
matters that are considered both important and relevant (which may include the NPPF). It also
states that NPSs form part of the overall framework of national planning policy and may be a
material consideration in decisions on planning applications.

National Planning Practice Guidance

On 6th March 2014, the then Department for Communities and Local Government (DCLG) (now
Ministry of Housing, Communities and Local Government, MHCLG) launched the planning

Environmental Impact Assessment Scoping Report Volume 1: Main Text:
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practice guidance web-based resource. The NPPG provides guidance across a range of topic
areas, including in relation to environmental topic areas relevant to the EIA process.

2.2.9 In addition to the above, the following documents provide policy relevant to the Project and will be
considered, where appropriate, within the EIA process:

= Aviation Policy Framework (Department for Transport, 2013);

= Beyond the Horizon: The Future of UK Aviation — Making Best Use of Existing Runways (HM
Government, 2018b);

= Aviation 2050 — The Future of UK Aviation (HM Government, 2018c); and

= The National Infrastructure Delivery Plan: 2016-2021 (Infrastructure and Projects Authority,
2016).

Local Policy

2.2.10 Table 2.2.1 outlines the key local planning policies which will be considered during the EIA
process, where relevant to each environmental topic.

Table 2.2.1: Key Local Planning Policy

Body Adopted Policy Emerging Policy
West Sussex County West Sussex Local Transport Plan 2011-  Crawley 2035 (Draft Crawley
Council 2026 Borough Local Plan 2020-2035)

Surrey County Council Surrey Local Transport Plan 2011-2026

Crawley Borough Crawley 2030: Crawley Borough Local
Council Plan 2015-2030

Reigate and Banstead Borough Local
Reigate and Banstead Plan 2005 (saved policies).
Borough Council Reigate and Banstead Local Plan: Core
Strategy 2014.

Tandridge District Core Strategy 2008.
Tandridge Local Plan. Part 2: Detailed
Policies 2014-2029

Mid Sussex District Plan 2014-2031.
Saved Policies from the Mid Sussex Local

Reigate and Banstead Borough
Development Management Plan
2018-2027

Tandridge District
Council

Our Local Plan 2033 (Regulation
22 Submission) 2019

Mid Sussex District
Council

Plan 2004
Horsham District Planning Framework Horsham District Council are
Horsham District (excluding South Downs National Park) updating the Local Plan with a
Council 2015 series of consultation events to
Site Specific Allocations of Land inform the update.
Mole Valley District Mole Valley Core Strategy 2009 i
Council Mole Valley Local Plan 2000 Future Mole Valley 2018-2033
2.2.11 In addition, relevant supplementary planning documents (SPDs) will be considered.
2.3 Consultation Process
2.3.1 Pre-application consultation is an important requirement for development consent applications. It

provides an opportunity for interested parties to comment on a project while at a formative stage
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and for potential issues to be taken into account and, where necessary, addressed before the
application is submitted for examination.

The Planning Act 2008 and the EIA Regulations set out the following requirements for pre-
application consultation:

= Notify the Planning Inspectorate of the proposed application;

= Produce a Statement of Community Consultation (SoCC) in consultation with the relevant
local authorities, setting out how the applicant proposes to consult the local community about
the Project to meet the requirements of Section 47 of the Planning Act 2008;

= Publish the SoCC and undertake community consultation in accordance with the SoCC;

= Identify and consult statutory consultation bodies in accordance with Section 42 of the
Planning Act 2008;

= Provide preliminary environmental information in accordance with Regulation 12 of the EIA
Regulations to the statutory consultation bodies;

= Ensure sufficient time for consultation with the community and with statutory consultation
bodies and have regard to relevant responses to publicity and consultation; and

= Prepare a Consultation Report to accompany the application for development consent, setting
out details of the above.

Proposed Approach to Consultation
Gatwick Master Plan

As part of the airport planning process, GAL regularly updates its airport master plan. A draft of
the latest master plan was published for consultation in October 2018 (GAL, 2018) and set out
the proposals for the airport’s ongoing development and sustainable growth. The 12-week public
consultation on the master plan ended in January 2019. During the consultation period, GAL held
several public exhibitions around the region. Following review of the consultation responses, the
Gatwick Airport Master Plan and an associated Consultation Report were published in July 2019
(GAL, 2019a, 2019b).

The 2019 master plan sets out different scenarios as a direct response to the Government’s
proposal for UK airports to make the best use of their existing runways. The master plan
proposes three scenarios: The first continues with the use of a single runway using technology to
increase capacity; the second proposes routine use of the existing northern runway alongside the
main runway; and the final scenario continues to safeguard land for an additional runway to the
south.

Community Consultation

In accordance with Section 47 of the Planning Act 2008, as amended, GAL will develop a SoCC
in consultation with Crawley Borough Council and neighbouring authorities. The SoCC will set
out the proposed approach to community consultation during preparation of the application for
development consent.

Environmental Impact Assessment Scoping Report Volume 1: Main Text:
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Consultation with Statutory Consultation Bodies

This Scoping Report will form the basis of consultation with statutory bodies regarding the
proposed scope of the EIA process.

GAL already benefits from a number of existing established forums which provide a helpful basis
for establishing consultation arrangements with local stakeholders. These forums include a
Gatwick Officers Group (GOG) and the Chief Executive Officers of local planning authorities
within the Gatwick Diamond area, which comprise officer and member representatives from the
following ten County and Borough/District Councils:

= West Sussex;

= Surrey;

= East Sussex;

= Kent;

= Crawley;

= Reigate and Banstead;
= Mole Valley;

= Tandridge;

= Horsham; and

=  Mid Sussex.

A number of joint meetings have already been held with officer and member representatives from
these authorities at which GAL has provided both initial and more detailed briefings on the
Project, as well as on the DCO process generally. These meetings have also led into discussions
to agree effective and appropriate working arrangements, structures and support for ongoing
engagement for the duration of the DCO process.

A series of joint Topic Working Groups has been established for detailed engagement with local
planning authorities on the Project. Each Topic Working Group comprises representatives from
GAL and its consultant team and nominated officers from the above County and Borough/District
Councils.

Representatives from Government agencies, including the Environment Agency, Historic
England, Natural England, Highways England and Network Rail, have also been invited to
participate in the relevant topic working groups where appropriate. Local planning authorities are
also closely involved in and are taking the lead on some matters related to health, emergency
planning and local resilience. This engagement structure facilitates the involvement of Directors
of Public Health and Local Resilience Forums.

The organisation structure for this engagement is shown schematically in Diagram 2.3.1.

The Topic Working Groups will report up to a Co-ordination/Steering Group comprising lead
officers from local planning authority management teams and senior representatives from GAL.
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Diagram 2.3.1: Proposed Engagement Structure
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Director of Public Health (for Health Impact Assessment)
Local Resilience Forums (for Accidents and disasters)

2.3.13 Alongside the close liaison that is planned with these host and neighbouring authorities, GAL is
also in the process of establishing a Technical Officer Group. The purpose of this group is to
facilitate engagement and consultation with the wider grouping of prescribed stakeholders
required as part of DCO process. This will include engagement with a range of other bodies and
parties.

2.3.14 In addition to the meetings held with local authorities, initial consultation has also been
undertaken with a number of statutory consultees, including:

= Highways England;

= Environment Agency;

= Natural England;

= Historic England;

= Department for Transport;
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= Network Rail; and
= Transport for London.

Table 2.3.1: Summary of Consultation Undertaken to Date

Consultee Date Details
Presentation regarding the scope of the heritage assessment
Historic that would be undertaken in the event of GAL preparing a DCO
14 June 2019 "
England for a proposal to make better use of the existing northern
runway.
Natural Proposed survey methodology with respect to protected species
England with particular focus on bats discussed.
meeting via 15 April 2019 Potential scope of Habitats Regulations Assessment, including
Discretionary with respect to effects of changes to air quality on sites in
Advice surrounding landscape and effects on Special Areas of
Service Conservation designated for bat interest.
Department Meeting held to discuss master plan scenarios and modelling
for Transport 23 April 2019 approach to assess the potential effects on the transport

Highways
England

West Sussex

Various, early 2019

network.

Various meetings held in early 2019 to discuss master plan
scenarios and Highways England expectations around both
modelling and testing of effects and potential mitigation on the
highway network.

Meeting held with West Sussex surface access and modelling

County . leads on to discuss master plan scenarios, West Sussex’s
4 15 April 2019 . ; .
Council expectations, a potential modelling approach and study area,
including access to the Crawley model network.
Meeting held with Network Rail on to discuss master plan
: scenarios and potential impacts on the station, South Terminal
Network Ralil

Transport for
London

13 February 2019

16 April 2019

and inter-terminal shuttle. Network Rail agreed to release the
Legion model used for business case modelling of the station
project for use by Gatwick in relation to the DCO.

Meeting held with Transport for London to discuss master plan
scenarios and the approach to modelling and testing effects,
including access to the SoOLHAM model network.

2.3.15 This consultation will continue throughout the pre-application process and will inform the
development of the Project design and the approach to EIA.

Preliminary Environmental Information

2.3.16 Following consultation on this Scoping Report and taking into account the Scoping Opinion
provided by the Planning Inspectorate, a Preliminary Environmental Information Report (PEIR)
will be prepared to meet the requirements of the EIA Regulations. In addition to the consultation
meetings undertaken to date (which will continue through the pre-application phase), the PEIR
will form the basis of formal consultation with the statutory consultation bodies. As far as
possible, it is proposed that the PEIR will take the form of a draft ES, setting out the findings of
surveys and assessments available at the time of publication.
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Environmental Statement

The ES accompanying the application for development consent will take into consideration,
where relevant and practicable, the comments received during consultation with the community,
statutory bodies and stakeholders.

Next Steps

Following consultation with local planning authorities, a SoCC will be published, setting out the
proposed approach to consultation. Alongside this process, the EIA process will continue, taking
into account the responses to this Scoping Report. The preliminary findings of the EIA process
will be set out within the PEIR.

The details of the Project will be further refined based on the responses to consultation with the
community, statutory consultation bodies and stakeholders. The consultation responses will be
used to inform the final application for development consent and the ES.

The application will be accompanied by a Consultation Report, which will set out details of the
consultation undertaken, the responses to consultation and how this has informed the application.
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3 Need and Alternatives Considered
3.1 Need for the Project
3.1.1 London is the biggest aviation market in the world in terms of passenger numbers. In 2017/18 the

five main London airports handled 171 million passengers (GAL, 2018). This is more than New
York, Tokyo or Shanghai, the next three largest markets.

3.1.2 It is recognised that airports in London and the South East of England are increasingly facing
longer term capacity issues and, even with a third runway at Heathrow, it is forecast that the
London airports system is due to reach maximum capacity by the mid-2030s.

The Aviation Policy Framework

3.1.3 In July 2012, the Government consulted on its future aviation strategy, publishing a draft Aviation
Policy Framework document (Department for Transport, 2012). The aim of the framework
document was to provide future policy on aviation, alongside any decisions made by the
Government in response to the recommendations of the newly formed independent Airports
Commission.

3.14 Following responses to the draft framework, the Government published the adopted aviation
policy framework in July 2013 (Department for Transport, 2013). The framework recognised that
the aviation sector contributes significantly to the UK economy. However, it also noted that
airports in the south east of England (including Heathrow and Gatwick) face capacity challenges.

3.15 The framework identified a number of challenges in the aviation sector, noting that aviation
needed to grow, delivering the benefits essential to economic wellbeing, while respecting the
environment and protecting quality of life. The framework set out the Government’s four main
objectives:

= To ensure that the UK’s air links continue to make it one of the best connected countries in the
world. This includes increasing our links to emerging markets so that that the UK can compete
successfully for economic growth opportunities.

= To ensure that the aviation sector makes a significant and cost-effective contribution towards
reducing global emissions.

= To limit and where possible reduce the number of people in the UK significantly affected by
aircraft noise.

= To encourage the aviation industry and local stakeholders to strengthen and streamline the
way in which they work together.

3.1.6 Within these objectives, the framework sets out that a key priority in the short term is to make the
best use of existing capacity of UK airports.

3.1.7 The framework will be replaced by the Aviation Strategy, once finalised (see below).

Airports Commission

3.1.8 The independent Airports Commission was set up in 2012 with a brief to find an effective and
deliverable solution to London airport capacity problems. A process of evidence gathering was
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undertaken, considering airport expansion options, alongside potential economic and
environmental implications.

The Airports Commission published its final report in July 2015 (Airports Commission, 2015).
This report stated that:

‘Good aviation connectivity is vital for the UK economy. It promotes trade and inward investment,
and is especially crucial for a global city like London. The service sector, whether the City, the
media industry or universities, depends heavily on prompt face-to-face contact. There is strong
evidence that good transport links, and especially aviation connectivity, make an important
contribution to enhancing productivity, which is an important national challenge.’

In response, the report recommended:

= The delivery of new capacity through constructing and opening a new runway at Heathrow
Airport; and
= Making best use of existing infrastructure at other airports.

National Infrastructure Delivery Plan

The first National Infrastructure Plan was published in October 2010 and sought to provide
Government’s integrated strategy for planning, prioritising, financing and delivering critical
infrastructure projects.

The National Infrastructure Plan has now been replaced by the National Infrastructure Delivery
Plan (Infrastructure and Projects Authority, 2016). This plan set out the following pipeline of
airport capacity by 2021-2022:

= A decision on a preferred new runway in the South East and preparation of a new Airports
National Policy Statement; and
= New airport infrastructure at Manchester, Luton, Heathrow and Gatwick.

The UK Aviation Strategy
Call for Evidence

A first phase of consultation on the emerging aviation strategy commenced in July 2017 with a
call for evidence (HM Government, 2017a). The report recognised that aviation is an important
part of the Government’s future plans and is vital in terms of the perception of the UK across the
rest of the world. The report noted that the demand for flights is increasing, with leisure tourism
forming a very important part of the aviation market.

Beyond the Horizon, The Future of UK Aviation — Making Best Use of Existing Runways

Following the aviation strategy call for evidence in 2017 and further analysis, the Government set
out its policy support for airports, beyond Heathrow, to make best use of their existing runways in
June 2018 (HM Government, 2018b). This is on the basis that ‘updated forecasts [by Department
for Transport in 2017] reflect the accelerated growth experienced in recent years and that
demand was 9% higher in London in 2016 than the Airports Commission forecast’ (paragraph
1.4).

Environmental Impact Assessment Scoping Report Volume 1: Main Text:
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3.1.15 Paragraph 1.5 states that ‘The Aviation Strategy call for evidence set out that Government agrees
with the Airports Commission’s recommendation and was minded to be supportive of all airports
who wish to make best use of their existing runways, including those in the South East, subject to
environmental issues being addressed...’

3.1.16 Paragraph 1.29 concludes that the government is supportive of airports beyond Heathrow making
best use of their existing runways. However, it recognises that the development of airports can
have negative as well as positive local impacts, including on noise levels. It therefore suggests
that any proposals should be judged by the relevant planning authority, taking careful account of
all relevant considerations, particularly economic and environmental impacts and proposed
mitigations. The policy statement does not prejudge the decision of those authorities who will be
required to give proper consideration to such applications. It instead leaves it up to local, rather
than national government, to consider each case on its merits.

Aviation 2050 — The Future of UK Aviation

3.1.17 The Government published its consultation paper ‘Aviation 2050’ in December 2018 (HM
Government, 2018c), consultation on which closed on 20 June 2019.

3.1.18 The Government has confirmed that its aim is to achieve a ‘safe, secure and sustainable aviation
sector that meets the needs of consumers and of a global, outwardlooking Britain’. The strategy is
expected to be based around six core objectives which are to:

= Help the aviation industry work for its customers;

= Ensure a safe and secure way to travel;

= Build a global and connected Britain;

= Encourage competitive markets;

= Support growth while tackling environmental impacts; and
= Develop innovation, technology and skills.

3.1.19 In paragraph 1.3 of Aviation 2050, the Government confirms that ‘it supports airports throughout
the UK making best use of their existing runways, subject to environmental issues being
addressed’.

3.1.20 In relation to need, paragraph 1.20 states that: ‘This highlights the need for further capacity -
delivered sustainably and in a way that benefits the whole country. The London airport system will
be almost entirely full by 2030 without expansion. The Airports Commission estimated that failing
to address the need for extra airport capacity could cost passengers £21-23 billion in the form of
fare increases and delays, and potentially £30-45 billion to the wider economy.’

3.1.21 Paragraph 1.21 further states that: ‘This is why the government is supportive of the development
of a third runway at Heathrow Airport, which could deliver up to £74 billion worth of benefits to
passengers and the wider economy. It is also supportive of airports throughout the UK making
best use of their existing runways, subject to environmental issues being addressed. However,
there is a need for clarity on what the future framework will be for providing additional capacity to
meet demand, while managing environmental and community impacts.’

3.1.22 The document also concludes at paragraph 3.11 that: ‘The government believes that forecasted
aviation demand up to 2030 can be met through a Northwest runway at Heathrow and by airports
beyond Heathrow making best use of their existing runways subject to environmental issues
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being addressed. To ensure that this additional capacity delivers the full benefits for the
consumer and industry while minimising the negative impacts on local communities, the
government proposes to work in partnership with the industry to deliver on a number of policy
areas, as set out in this chapter.’

Airports National Policy Statement

The Airports NPS confirms Government support for airports beyond Heathrow making best use of
existing runways. Section 2 of the NPS sets out the need for additional aviation capacity in the
UK, noting that Heathrow Airport is currently the busiest two-runway airport in the world, while
Gatwick Airport is the busiest single runway airport. Aviation demand is forecast to increase
significantly in the period to 2050 — with demand across airports in the South East of England due
to outstrip capacity by at least 34%. This would lead to detrimental effects on the UK economy.

The NPS states at paragraph 1.42 that: ‘As indicated in paragraph 1.39 above, airports wishing to
make more intensive use of existing runways will still need to submit an application for planning
permission or development consent to the relevant authority, which should be judged on the
application's individual merits. However, in light of the findings of the Airports Commission on the
need for more intensive use of existing infrastructure as described at paragraph 1.6 above, the
Government accepts that it may well be possible for existing airports to demonstrate sufficient
need for their proposals, additional to (or different from) the need which is met by the provision of
a Northwest Runway at Heathrow. As indicated in paragraph 1.39 above, the Government's
policy on this issue will continue to be considered in the context of developing a new Aviation
Strategy.’

Paragraph 2.12 summarises the demand case as follows: ‘Aviation demand is likely to increase
significantly between now and 2050. All major airports in the South East of England are expected
to be full by the mid-2030s, with four out of five full by the mid-2020s. By 2050 demand at these
airports is expected to outstrip capacity by at least 34%, even on the department's low demand
forecast. There is relatively little scope to redistribute demand away from the region to less
heavily utilised capacity elsewhere in the country.’

The NPS concludes at paragraph 2.14 that:

‘The consequences of not increasing airport capacity in the South East of England —the ‘do
nothing’ or ‘do minimum scenarios’— are detrimental to the UK economy and the UK’s hub status.
International connectivity will be restricted as capacity restrictions mean airlines prioritise their
routes, seeking to maximise their profits. Capacity constraints therefore lead to trade-offs in
destinations, and while there is scope to respond to changing demand patterns, this necessarily
comes at the expense of other connections. Domestic connectivity into the largest London
airports will also decline as competition for slots encourages airlines to prioritise more profitable
routes.

Alternatives Considered

This section provides an overview of the alternatives considered to date. Further details of the
options considered and the reasons for the option selected, taking into account environmental
effects, will be provided within the PEIR and ES.
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Gatwick Airport Master Plan Options

3.2.2 As part of the airport planning process, GAL regularly publishes a master plan, setting out long
term plans for airport growth and development.

3.2.3 As a result of increasing demand, the 2019 master plan (GAL, 2019a) considers the following
scenarios:

= Scenario 1: where Gatwick remains a single-runway operation using the existing main runway.
This scenario would use technology to increase the capacity of the main runway, leading to
incremental growth through more efficient operations;

= Scenario 2: where the existing northern runway is routinely used together with the main
runway; and

= Scenario 3: where GAL continues to safeguard for an additional runway to the south.

Scenario 1

3.2.4 Scenario 1 looks at options to make best use of the existing main runway. This scenario would
see passenger throughput increase to approximately 57 to 61 mppa in 2032 through investments
in terminal facilities, operational efficiency and resilience, improvements to surface access and
car parking and provision of additional commercial facilities.

3.25 Within this scenario, year on year growth rates would decline as the runway constraints become
increasingly binding. Most of the growth would be outside the current peak times and therefore
the requirement for additional infrastructure would be relatively modest. With the introduction of
quieter aircraft, Gatwick’s noise footprint could reduce despite the increase in aircraft movements.

3.2.6 Although the airport could grow to provide for up to approximately 61 mppa with the existing
single-runway operation, this growth would be constrained at that level by the limits on available
runway capacity. The master plan states that:

‘Even with a third runway at Heathrow, the DfT [Department for Transport] is forecasting a
shortfall in UK airport capacity in 2030 and this shortfall is predicted to increase over the following
20 years. Therefore it is highly likely that by 2032, capacity constraints across the London airport
system will mean that some travel demand is unmet, and as a result the UK will lose valuable
connectivity to international destinations and markets.’

Scenario 2

3.2.7 The existing northern runway at Gatwick was consented in 1979 and is located 198 metres to the
north of the main runway. Its use has historically been constrained by a planning condition and
an agreement with West Sussex County Council that prevents its use simultaneously with the
main runway. The agreement expired in August 2019.

3.2.8 Scenario 2 proposes that a strip of additional pavement is laid to the northern edge of the existing
northern runway, so as to allow the corresponding adjustment of its centreline north of its current
position. This would allow the dual operation of the main runway and northern runway together to
achieve higher throughput overall. This is in accordance with Government policy of making best
use of existing runways.
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This option would allow passenger throughput to increase to approximately 68 to 70 mppa by
2032.

Within this scenario the airport would remain a two terminal operation (with some requirement for
reconfiguration and for new supporting facilities) and would not require changes to flight paths
from the current arrangements.

Scenario 3

Scenario 3 would continue to safeguard land for an additional runway, to the south of the existing
main runway. Department for Transport forecasts show that by 2025, the main London airports,
with the exception of Stansted, are expected to reach capacity and that, even with a third runway
at Heathrow, UK airport capacity constraints would be apparent by 2030 and beyond. This
scenario would accommodate a throughput of approximately 95 mppa and would require more
significant changes to the airport and surrounding roads.

Conclusion

Gatwick Airport currently contributes £5.3 billion to the UK economy and supports over 85,000
jobs (GAL, 2019a). At peak times, it is the busiest single-runway airport in the world.

Since publication of the previous master plan in 2012, Gatwick increased throughput by almost
12 million passengers, a greater increase across the six-year period than any other UK airport.
Previous Department for Transport forecasts have underestimated Gatwick’s growth, forecasting
34 million passengers for 2017, over 10 million less than were actually handled that year.

The growth at Gatwick has been as a result of:

= Increases in the number of passengers per flight (driven by a higher percentage of seats filled
and an increase in average aircraft size);

= Peak spreading — with a higher level of growth in traditionally quieter periods of the year; and

= Growth in peak runway capacity (number of aircraft movements per hour).

A do minimum option (Scenario 1) would restrict future growth and Gatwick’s ability to contribute
to meeting future demand for increased aviation capacity. This option would not allow Gatwick to
maintain best use of its existing runways as only one runway would be operational at any time.

GAL is not actively pursuing Scenario 3 in light of the Government’s support for the third runway
at Heathrow, but considers it to be in the national interest for land to continue to be safeguarded
to allow for a new runway to be constructed to the south of the airport, if required in the future.

GAL is pursuing Scenario 2 and, therefore, this Scoping Report relates to Scenario 2, given that it
results in the following benefits.

= Aligns with Government policy of making best use of existing runways at all UK airports.

= In comparison to the existing situation and Scenario 1, provides greater UK point-to-point
airport capacity to assist in delivering unmet Department for Transport-forecasted aviation
demand to 2050, whilst complementing the UK hub capacity provided by the expansion of
Heathrow with a third runway.
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= Anincrease in flights, improved connectivity, increased employment and economic benefits to
the local area with a much reduced scale of environmental impact compared to that arising
from an additional new runway (Scenario 3).

= Creates economic benefits to the national, regional, and London economies, including through
supporting inward investment for business travellers, and tourism.

= Provides additional operational resilience for the airport with the flexibility to routinely use two
runways whilst minimising growth outside of the airport boundary.

= Does not prejudice the long-term safeguarding, in accordance with national policy, of the land
to the south of the airport for a future additional runway.

= Delivers significant local economic benefits, including further employment and training
opportunities for local people, supply chain opportunities for local businesses, increased local
retail and leisure expenditure, and other economic stimuli to the local area.

Overall, it is considered that Scenario 2 offers a sustainable approach to providing greater
operational resilience both at Gatwick Airport and improved UK airport capacity.

Alternative Design and Technology Options

Making best use of the two existing runways at Gatwick Airport requires alterations to the
northern runway to provide an appropriate separation distance of 210 metres from the main
runway. In turn, this requires relocation of a number of other airfield facilities. In addition, the
Project would require amendments to be made to both airside and landside elements of Gatwick
Airport, in order to accommodate the increase in aircraft and passenger throughput.

The development of the design for the Project is iterative and will continue to form a key part of
the EIA process. To date, the design has been informed by a number of existing constraints,
including:

= The location and layout of existing airport facilities;

= Operational airport constraints, such as height restrictions for buildings on or close to
flightpaths;

= The availability of land within the existing airport and the desire to minimise land take outside
the existing airport boundary, as far as practicable;

= The location of existing infrastructure, including the highway network and junctions; and

= The location of existing environmental receptors, including watercourses.

In order to secure aerodrome license and certification, airports need to demonstrate they comply
with CAA and European Aviation Safety Agency regulations and specifications as well as
International Civil Aviation Organization (ICAQO) designh recommendations or seek exceptions in
the form of deviations from the standard. Below are the main documents that influence design
through physical/technical requirements or recommendations for design of aerodromes, runways,
taxiways, aprons, aeronautical equipment and other airfield infrastructure:

= Aerodrome Design Manual - Document 9157 (ICAQ, 2006);

= Annex 14 to the Convention on International Civil Aviation: Aerodromes (ICAO, 2018);
= Commission Regulation (EU) 139/2014; and

CAP 168: Licensing of Aerodromes (CAA, 2019b).

The design process remains ongoing and future design or technology options for elements of the
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Project will be evaluated taking into account environmental, planning, cost, engineering and
safety considerations. Where options have been considered, the alternatives chapter of the
PEIR/ES will clearly set out the reasons for the selection of the preferred option, taking into
account environmental effects.
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Existing Site and Operation

Introduction

This chapter provides an overview of the existing airport, including its operations, and the key
changes that are currently proposed in the absence of the Project (in the do minimum scenario).

Gatwick Airport

London Gatwick became an aerodrome in the 1930s and was formally opened as a passenger
airport in 1958. Since this time, passenger numbers have grown to over 46 mppa. During 2018,
Gatwick served more destinations than any other UK airport and accommodated the following:

= Total passengers: Approximately 46 million;
= Aircraft movements: 284,000; and
= Total cargo: 157,000 tonnes.

The operation at Gatwick Airport is served by a single main runway and two terminals: North
Terminal and South Terminal. When the main runway is unavailable, the existing northern
runway is used. The northern runway was used for 3,543 air transport movements in 2018.

The extent of the Gatwick Airport boundary is presented in Figure 4.2.1.

Existing Runway Provision

Gatwick’s main runway is designated 08R/26L such that when the wind is from the east, aircraft
using the runway operate on a heading of 80°, while when the wind is from the west, aircraft
operate on a heading of 260°. The ‘L’ and ‘R’ annotation is to be read as ‘Left’ or ‘Right’, as when
pilots approach the active runway, it will appear in their field of view as the left or right of a
marked pair of runways. Due to the prevailing wind conditions, the runway is used in the westerly
(260°) direction for approximately 75% of the time in a typical year (although this varies year on
year). The runway is an instrument runway, measuring approximately 3.3 km in length and a
minimum of 45 metres in width, plus runway shoulders.

The existing northern runway is designated 08L/26R. As with the main runway, aircraft operate
on a heading of 80° when the wind is from the east, and on a heading of 260° when the wind is
from the west. The runway is currently a non-instrument runway, measuring approximately
2.6 km in length and a minimum of 45 metres in width, plus runway shoulders. When not in use
as a runway, the existing northern runway is used as a parallel taxiway for the main runway.

Taxiways

The existing Taxiway Juliet provides a northern parallel taxiway to the north of the northern
runway. In addition, the airfield includes:

= A network of taxiways to the north of Taxiway Juliet, providing the ability for aircraft to move
around the airfield and access the existing piers, stands, Taxiway Juliet and the runways;

= Exit taxiways between the main runway and the existing northern runway; and

= Taxiways between Taxiway Juliet and the existing northern runway.
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Terminals, Piers and Stands

4.2.7 Gatwick Airport has two passenger terminals; North Terminal, which opened in 1988, and South
Terminal, which opened in 1958. The existing terminals have gross floor areas of approximately
98,100 m? and 119,300 m? respectively. This includes facilities such as:

= Check-in desks;

= Security;

= Departure lounge;

= Qutbound baggage;
= Gates;

= Air bridges;

= Immigration; and

= Arrival baggage.

4.2.8 The two terminals are linked by an automatic tracked transit system with journey times between
the two of approximately two minutes.

4.2.9 In addition, the terminals include offices, shops, restaurants, welfare facilities, baggage handling
facilities, boilers and chillers.

4.2.10 Gatwick Airport currently supports six piers from which passengers embark and disembark
aircraft (Piers 1, 2 and 3 at South Terminal and Piers 4, 5 and 6 at North Terminal). The number
of aircraft stands serviced by each pier is dependent on the type and size of aircraft.

Existing Airfield and Supporting Facilities

4211 The existing airport includes a number of facilities required to support operation of the airfield,
including:

= Central Area Recycling Enclosure (CARE);

= Motor Transport, Surface Transport and ground maintenance facilities;
= Cargo facilities;

= Instrument Landing System (ILS) localisers;

= Airport fire station;

= Fire training ground,

= Aircraft hangars;

= Air traffic control tower;

= Noise mitigation, including the existing bund and noise wall;
= Internal access routes; and

= A fuel storage area (known as the fuel farm).

4212 The existing cargo facility occupies an area of approximately 10 hectares, including 23,000 m? of
cargo sheds, with office accommodation and areas for heavy goods vehicle (HGV) loading,
unloading and parking.

4.2.13 British Airways operates one hangar south of the main runway. In addition, there are currently
two hangars to the north of the runway (operated by Virgin Atlantic and easyJet). An additional
two-bay hangar is currently under construction by Boeing.
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Hotels, Commercial Facilities and Car Parking

4.2.14 Existing hotels at Gatwick Airport provide approximately 3,000 rooms (combined). The hotels
include:

= BLOC - South Terminal;

= Hampton by Hilton — North Terminal;

= Hilton London Gatwick — South Terminal;
= Premier Inn — North Terminal;

= Sofitel London Gatwick — North Terminal;
= Courtyard Marriott — South Terminal; and
= YOTELAIR — South Terminal.

4.2.15 Existing main office facilities within the airport provide approximately 31,770 m? of floorspace.

4.2.16 A range of on airport car parking is currently provided, including short stay, long stay and staff
parking. Approximately 46,700 parking spaces were available in summer 2018 within the airport
boundary.

Surface Access
Highways Connections

4.2.17 Gatwick Airport is directly connected to the M23 via the M23 spur road, approximately 25 miles
south of central London.

4.2.18 The South Terminal junction (M23 Junction 9A) currently consists of a three-arm at grade
roundabout, with the M23 spur approaching from the east and Airport Way from the west. The
southern arm of the roundabout provides access to the South Terminal, car parking and hotels
and offices.

4.2.19 The North Terminal roundabout is the entry point to the North Terminal and local access roads,
including the north and east perimeter roads. The existing layout consists of a circular five-arm at
grade roundabout to the north east of the North Terminal, to the south west of the A23.

Gatwick Station

4.2.20 Gatwick’s railway station is located at the South Terminal. There is a direct transit link from the
railway station to the North Terminal. The station provides over 120 direct rail connections,
including direct trains to central London. These include the Gatwick Express service to London
Victoria as well as the Southern and Thameslink networks. The station serves over 20 million
journeys per year.

Shuttle Service

4.2.21 The two terminals are connected by an Inter-Terminal Transit System (ITTS), an automated
people mover (monorail shuttle service). This currently operates two three-car trains every few
minutes between the terminals.
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Bus Services

Both terminals provide access to local and regional bus and coach services.

Surface and Foul Water Drainage

Within the airport, surface water is managed through existing Ponds A to G and Dog Kennel
Pond. Rainfall runoff from the airport generally drains via attenuation ponds and pollution control
structures to one of three watercourses: Crawter’s Brook, Gatwick Stream and the River Mole, in
accordance with existing discharge consents.

Foul water currently passes to the Crawley Sewage Treatment Works to the south east of the
airport or Horley Sewage Treatment Works to the north east of the airport.

Existing Operation and Maintenance

Approximately 24,000 staff work at the airport, of which approximately 3,000 are employed
directly by GAL.

Proposed/Consented Projects

The following projects are proposed or have already been consented and would proceed in the
short term, in the absence of the Project.

Airfield Facilities

As part of already committed airport improvements, a western extension to Pier 6 is expected to
commence towards the end of 2019. The Pier 6 extension will increase the number of pier-
served stands.

A number of existing remote stands would be temporarily converted to ‘push and hold’ stands.
This would allow departing aircraft to push back on schedule and taxi to the new stands as an
intermediate holding point, close to the runway, freeing up the pier-served stands for other flights.

In addition to the above, normal operation and maintenance of the main runway would require the
following:

= Resurfacing of the main runway in accordance with the usual maintenance schedule; and
= Replacement of the ILS localisers.

As set out above, a new hangar currently is currently being constructed by Boeing in the north
west part of the airport and is expected to be completed later in 2019.

Car Parking

A number of new car parks are proposed for implementation in the absence of the Project. These
include the following:

= New multi-storey car parking capacity: 4,250 spaces; and
= Use of robotics technology within existing long stay parking areas, resulting in an additional
2,500 spaces.
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Highways

4.3.7 Proposed highway improvements include local widening on the junction entry/exit lanes for both
the North Terminal and South Terminal roundabouts, together with signalisation of the
roundabouts and provision of enhanced signage.

Hotel and Commercial Facilities

4.3.8 A number of facilities are planned for implementation in the absence of the Project, including:

= Extension to the existing BLOC hotel (approximately 200 additional bedrooms); and
= Reconfiguration of the existing Hilton hotel to provide 50 additional bedrooms.

4.4 Projects Undertaken by Others

441 Highways England are currently working to provide the M23 Smart Motorway project, with work
due to be completed by Spring 2020. This will add an extra running lane between M23 Junctions
8 and 10 and on the westbound M23 Spur from Junction 9 to 9a.

4.4.2 Improvements to Gatwick Station are the subject of a separate consenting process, with consent
granted in March 2019. The application includes an upgrade to almost double the size of the
station concourse and provides additional lifts and escalators, improving access to platforms and
the passenger experience. The enhancement would provide for further growth in rail passengers
and mode share. These improvements are proposed to be in place prior to operation of the

Project.
4.5 Predicted Future Changes in Passenger and Cargo Throughput
451 As set out in Chapter 3, it is anticipated that by 2038, improvements could increase the airport

passenger to approximately 61 mppa. Three main factors influencing the predicted change in
future passenger numbers include:

= Slots per hour: Whilst GAL is anticipating only minor changes in the number of daily aircraft
movements during current peak summer months (July to September), during the off peak
periods — the shoulder months of summer (April to June and October) and in the winter
(November to March) — the number of daily aircraft movements are expected to increase by
greater amounts.

= Up-gauging of aircraft fleets with larger aircraft: reflecting the trend for airlines to up-gauge
their fleets with larger aircraft and more seats.

= Increased load factors: an increase in the average occupancy levels of flights.

452 These changes are illustrated in Diagram 4.5.1, Diagram 4.5.2 and Diagram 4.5.3. These
diagrams are based on financial year figures for 2018, with predictions made for 2026 and 2038.
The predicted figures are forecasts provided by GAL’s forecasting consultant ICF, and assume a
third runway at Heathrow becomes operational in 2030.

4.5.3 Diagram 4.5.1 shows the number of Air Transport Movements (ATMs) per month in comparison
to August for 2018 (existing) and for the future baseline situations in 2026 and 2038. It can be
seen that growth in monthly ATMs will occur during the November to March period, combined
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with some greater utilisation of spare capacity in the shoulder months of October and April, May
and June.

Diagram 4.5.1: ATMs per Month
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454 Diagram 4.5.2 shows the number of seats per ATM on a monthly basis. The predicted growth in
the number of seats per plane is supported by changes to aircraft fleet, with an increase in the
average number of seats per ATM rising from 190 in 2018 to 210 by 2038. This growth is
forecast to be driven by the fleet plans of operators. For example, easyJet moving towards a fleet
comprising the larger the A320 and A321 (with 186 and 235 seats respectively) from the current
A319 (156 seats) and A320 fleet. Similarly, British Airways is likely to continue densifying their
fleet configuration on Boeing 777 fleet from the current 220/275 seat aircraft towards a 336 seat
configuration.
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Diagram 4.5.2: Average Number of Seats per ATM (Monthly)
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455 Alongside the increased average aircraft size, Diagram 4.5.3 shows the predicted increases
average in load factors. Current average load factors in the range of 80-90% (averaging 93.8%)
in 2038.

Diagram 4.5.3: Average Aircraft Passenger Load Factors
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4.5.6 In addition to the changes in passenger numbers, cargo throughput is also predicted to increase.
Based on the future predicted mix of aircraft types and the amount of cargo that is carried in the
belly holds of passenger aircratft, it is predicted that cargo throughout will increase from 157,500
tonnes in 2018 to some 227,100 tonnes in 2038.
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4.6 Summary of Key Parameters

4.6.1 Table 4.6.1 provides a summary of the key parameters associated with the existing airport.

Table 4.6.1: Summary of Key Parameters

Element

Key Parameter

Existing Gatwick Airport land ownership

Existing airport passenger throughput (2018)

Airport passenger throughput (with proposed/consented projects)

Existing air transport movements

Passenger air transport movements (with proposed/consented
projects: 2038)

Utilisation of existing northern runway (number air transport
movements - 2018)

Existing cargo

Cargo (with proposed/consented projects: 2038)

Main runway

Existing northern runway

Existing number of piers

Number of piers (with proposed/consented projects)

Approx. existing on airport car parking (including staff parking)
Approx. airport car parking (with proposed/consented projects)
Existing terminal floorspace: North Terminal

Existing terminal floorspace: South Terminal

Maximum height of terminal building: North Terminal
Maximum height of terminal building: South Terminal

Existing hotel rooms

Hotel bed spaces (with proposed/consented projects)

Existing office floor space (in main office buildings)

Office floor space (with proposed/consented projects)

760 hectares
46 mppa
61 mppa

284,000

312,400

3,543

157,500 tonnes
227,100 tonnes
3.3 km x 45 m (plus shoulders)
2.6 km x 45 m (plus shoulders)

6

6 (with extension to existing Pier 6)

46,700 spaces

53,450 spaces

98,100 m?

119,300 m?

32 metres

40 metres

3,000

3,250 (additional 250 beds)
31,770 m?

31,770 m?
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5 Project Description
5.1 Introduction
51.1 This chapter provides a description of the Project, as far as it is known to date, and forms the

basis for the scoping process. It provides a description of the key components of the Project,
including an overview of the approach to construction.

5.2 Overview of the Project

Key Components of the Project

5.2.1 The Project proposes alterations to the existing northern runway which, along with lifting the
current restrictions on its use, would enable dual runway operations. This would allow a higher
overall throughput so that Gatwick can make best use of its existing runways. The airfield
elements include alterations to the existing northern runway to enable dual runway operations,
and corresponding enhancements to the taxiway system and parking stands to accommodate
more aircraft movements. Other elements of the Project enable the increased airfield capacity to
be realised so that passengers can access the airport efficiently, with good levels of customer
service and so that environmental effects are mitigated.

5.2.2 As described in Section 1.3, the Project includes the following key components:

=  Amendments to the existing northern runway, including repositioning its centreline 12 metres
further north to enable dual runway operations;

= Reconfiguration of taxiways;

= Pier and stand alterations (including a proposed new pier);

= Reconfiguration of other airfield facilities;

= Extensions to the North and South Terminals;

= Provision of additional hotel and office space;

= Provision of reconfigured car parking, including new surface and multi-storey car parks;

= Surface access (including highway) improvements;

= Reconfiguration of existing utilities, including surface water, foul drainage and power; and

= Landscape/ecological planting and environmental mitigation.

5.2.3 The land subject to the application for development consent extends to approximately
838 hectares, of which approximately 760 hectares lies within the ownership of GAL. The Project
site boundary is shown on Figure 1.3.1. The key elements of the Project are shown on Figure
5.2.1 (ato g). Further details of the key components are provided below.

Changes to Enable Dual Runway Operations

5.2.4 The resulting operation would result in:

= All arrivals using the existing main runway;

= Shared departures between the existing main runway and the northern runway; and

= Controlled dependency between the two runways to enable safe crossing of the northern
runway by arrivals.
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It is anticipated that by 2038 this could increase Gatwick’s passenger throughput to approximately
74 mppa, compared to a maximum potential passenger throughput based on existing facilities
(with proposed/consented projects) of 61 mppa. This represents an increase in capacity of
approximately 13 mppa.

Alterations to the Existing Northern Runway

The existing northern runway would be adjusted to reposition the centreline 12 metres further
north and ensure a separation distance of 210 metres between it and the main runway, the
distance required to meet European Aviation Safety Agency standards for closely spaced parallel
runways. The altered northern runway would retain a width of 45 metres with 7.5 metre wide
shoulders.

The redundant 12 metre strip to the south of the altered northern runway would be removed. The
33 metre wide section of retained existing runway, together with the 12 metres to the north, would
be resurfaced and provided with new markings to form the altered northern runway.

Reconfiguration of Taxiways

The existing taxiways would require amendment and realignment in order to accommodate the
altered northern runway and to provide sufficient room for safe manoeuvre of aircraft associated
with both runways. These works (see Figure 5.2.1a) are anticipated to include:

= Relocation of the existing Taxiway Juliet to the north of its existing location in order to allow
aircraft to use this taxiway independently of northern runway operations;

= Provision of a new spur to the north of Taxiway Juliet in order to provide a passing lane and
allow air traffic control to effectively sequence aircraft for departure;

= Reconfiguration of an existing apron area to the north of Taxiway Juliet to provide a holding
area for aircraft, creating a hold point for the northern runway and removing aircraft from busy
taxiways;

= Modifications to the existing Taxiways Lima and Tango in order to create independence from
the northern runway for large aircraft;

= Reconfiguration of Taxiways Whiskey, Victor and Zulu;

= Four additional new runway exits between the northern runway and Taxiway Juliet to allow
aircraft to be able to move from the main and northern runways to Taxiway Juliet;

= Eight new exit taxiways from the main runway, including seven to allow arriving aircraft to hold
before crossing the northern runway, under the direction of air traffic control and a new exit
taxiway to the end around taxiway west; and

=  Amendments to existing infrastructure in order to provide end around taxiways (at the end of
both runways) to allow large aircraft to cross the end of the runway under the direction of air
traffic control.

Redundant areas of hardstanding would be removed.

Pier and Stand Amendments

Gatwick Airport currently supports six piers (Piers 1, 2 and 3 at the South Terminal and Piers 4, 5
and 6 at the North Terminal; Figure 5.2.1a). As part of already committed airport improvements,
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construction work on a western extension to Pier 6 is expected to commence towards the end of
2019.

As part of the Project, a new Pier 7 is proposed to the north west of Pier 6, adjacent to the
existing cargo facility. The new Pier 7 building would consist of a ground floor plus two levels
(arrivals and departure), including inbound and outbound autonomous transport lobbies (ground
level) and a gate room at each gate together with limited commercial and goods in/waste away
facilities.

Pier 7 would occupy an area of approximately 10.1 hectares, with a maximum building height of
approximately 18 metres.

New stands would be provided to serve Pier 7. In addition, amendments would be made
elsewhere within the airfield layout to provide a new area of remote stands, additional
intermediate hold stands and reconfiguration of existing stand areas to accommodate the
changes to the airfield.

Reconfiguration of Existing Airport Facilities

A number of existing facilities would require reconfiguration, relocation or additional facilities to be
provided, to accommodate the proposed changes to the airport. This would comprise
construction of new facilities and demolition of existing facilities, including:

= Central airfield maintenance and recycling facilities;

= Cargo facilities;

= Fire training ground and satellite airport fire service provision;

= Hangars;

= Provision of perimeter boundary treatments to mitigate noise (eg noise walls and bunding);
and

= Internal access routes and forecourts.

These are described further in turn below.
Central Airfield Maintenance and Recycling Facilities
CARE Facilities

The existing Central Area Recycling Enclosure (CARE) facilities are located within an area of the
existing airfield to the north of Taxiway Juliet. Facilities include the existing waste processing
building, compound area and bin store.

The CARE facility is proposed to be relocated to the north western part of the airport. The
relocated CARE facility would process airport waste and is likely to include:

= One replacement/relocated and one additional biomass boiler or alternative on-site process to
manage organic matter;

= A material recovery facility (MRF) to allow sorting of waste;

= Card baling facilities;

= Vehicle weigh in/weigh out platform;

= Office accommodation and welfare facilities; and
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= Hard standing area for recycling storage, quarantine area and manoeuvring area for supplier
collection vehicles and vehicle movements.

5.2.18 The proposed CARE building is likely to occupy an area of approximately 4,300 m?, within a
compound of approximately 21,600 m?. The building would be up to approximately 22 metres in
height above ground level and could be up to approximately 5 metres below ground level. The
biomass boiler flue heights are likely to be up to approximately 50 metres above ground level.

Motor Transport Facilities

5.2.19 The existing motor transport (MT) maintenance facilities are also located to the north of Taxiway
Juliet and are proposed to be relocated to the north western part of the airport.

5.2.20 The proposed replacement motor transport facility would provide facilities for vehicle servicing
and maintenance, including an HGV refuelling area and vehicle wash area. The building(s) and
compound would occupy an area of approximately 15,600 m?, with a maximum building height of
approximately 15 metres above ground level and could be up to approximately 5 metres below
ground level.

Grounds Maintenance Facilities

5.2.21 The existing grounds maintenance facility would be relocated to an area of hardstanding in the
south eastern part of the airport. New buildings would include an open vehicle storage shed,
closed tool shed, hazardous substances unit and a portacabin style office/welfare area. The new
buildings would be demountable. A yard would be required with sufficient space to park and turn
vehicles, together with a green compost area. This would be located within an area of
approximately 1,230 m?, with a maximum building height of 8 metres.

Airfield Surface Transport Facilities

5.2.22 The existing surface transport (ST) facility would be relocated to an area of hardstanding in the
south eastern part of the airport. New buildings would include open storage and vehicle sheds, a
grit and salt store, together with a parking and vehicle manoeuvring area. This would be located
within an area of approximately 1,440 m?, with a maximum building height of approximately
15 metres above ground level and could be up to approximately 5 metres below ground level.

Emergency Air Traffic Control Tower

5.2.23 The former/emergency air traffic control tower is currently located within the Cuckoo area south of
the existing Virgin hangar and to the west of the surface transport and grounds maintenance
facility. This former tower is proposed for demolition.

Cargo

5.2.24 The existing cargo facility (including cargo hall) occupies an area of approximately 10 hectares,
including approximately 23,000 m? of cargo sheds, with office accommodation and areas for HGV
loading, unloading and parking. It is not currently used to its maximum potential efficiency.

5.2.25 The existing facility has sufficient area to accommodate the existing and increased cargo
throughput that the Project is forecast to generate, although some internal operational changes
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within the facility are proposed to improve efficiency. These would not require changes to the
external appearance, height or floor area of any existing buildings or structures.

Engine Running Areas

5.2.26 Aircraft engine running for test and maintenance purposes is facilitated in a number of locations
around the airport, two of which would be affected by the reconfigured airfield facilities forming
part of the Project. Alternative locations for engine ground running are proposed on the Taxiway
Juliet West Spur and on Taxiway Juliet close to the current areas.

Fire Training Ground

5.2.27 The Project requires the relocation of the existing fire training ground in order to allow for the
reconfigured Taxiway Juliet. The fire training ground currently occupies an area of approximately
13,050 m? in the western part of the airfield, to the north of the existing northern runway. The
facility allows for rescue and firefighting training to ensure maintenance of competency and skills.

5.2.28 It is proposed that the fire training ground be re-provided to the north of its existing location,
occupying a consolidated area of approximately 12,000 m?. The maximum building height is
anticipated to be up to approximately 9 metres, with tank depths of up to approximately 5 metres
below ground level.

Satellite Airport Fire Service Provision

5.2.29 Dependant on safety case requirements, the Project may require a satellite Airport Fire Service
(AFS) facility to the south of the main runway in order to meet aerodrome licensing conditions.
The facility would include hardstanding provision for a fire appliance with direct access to the
taxiway system to meet response objectives. The facility would be located within an area of
approximately 8,000 m?, with a maximum built height of approximately 15 metres.

Hangars

5.2.30 A hangar is currently being constructed by Boeing in the north west part of the airport and is
expected to be completed later in 2019. One additional hangar would be required as part of the
Project. This is also proposed to be located in the north western part of the airport. The hangar
would be located within an area of approximately 8,160 m? and would be up to approximately 32
metres high (the same height as the Boeing hangar).

5.2.31 In addition, the existing Virgin hangar in the north west part of the airport would require minor
modifications to its existing infrastructure and pavement.

Perimeter Boundary Treatments to Mitigate Noise

5.2.32 The Project would remove an existing noise bund in the western end of the airfield which
attenuates noise from taxiing aircraft to external areas. The functionality of the bund would be re-
provided in the proposed design, potentially in the form of a new bund or barrier in this area.
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Internal Access Routes

The existing Larkins Road within the airport boundary would require realignment to accommodate
the extension to Taxiway Lima. The realigned route would remain within the existing airport
boundary.

A safe airside route for autonomous vehicles would be provided to allow travel to the new Pier 7
from the terminal buildings.

A new east-west access track is proposed between the main runway and the altered northern
runway, suitable for use by light vehicles in order to allow aerodrome compliance inspections.

In addition, existing exit lanes from the secure airside area may require reconfiguration to allow
vehicular entry, in order to ensure there are sufficient vehicle entry points from landside to airside.

Extensions to North and South Terminals

Extensions to the existing North and South Terminals would be required to accommodate
passenger growth. In addition, some internal changes are proposed within the terminals to allow
for changes in technology and innovative approaches to passenger experience and baggage
handling.

North Terminal

Works to the North Terminal would include:

= An extension to the International Departure Lounge (IDL), occupying a footprint of
approximately 4,150 m? and resulting in additional floorspace of approximately 9,000 m? over
three levels to provide a mix of retail, catering and general circulation space. The extension
would be up to approximately 27 metres in height (above ground level);

= An extension to the baggage hall (providing baggage handling facilities), occupying a footprint
of approximately 3,500 m? across two storeys. The extension would be up to approximately
12 metres in height (above ground level);

= An extension to baggage reclaim with a footprint of approximately 650 m?. The extension
would be up to approximately 7 metres in height (above ground level);

= Internal reconfiguration works to facilities such as check in zones, baggage systems and
security; and

= Provision of a two-storey transition space to allow passengers to connect to a new
autonomous vehicle facility, providing connections to the new Pier 7.

South Terminal

Works to the South Terminal would include:

= An extension to the IDL, occupying a footprint of approximately 3,640 m? and resulting in
additional floorspace of approximately 14,000 m? over four levels to provide a mix of retail,
catering and general circulation space. The extension would be up to approximately
29 metres in height (above ground level);

= Internal reconfiguration works to facilities such as check in zones, baggage systems and
security; and

Environmental Impact Assessment Scoping Report Volume 1: Main Text:
September 2019 Page 35



YOUR LONDON AIRPORT

5.2.40

5.241

5.2.42

5.2.43

5.2.44

5.2.45

Gatevick.

= Provision of a two-storey transition space to allow passengers to connect to a new
autonomous vehicle facility, providing connections to the new Pier 7.

Forecourts

The forecourts and approaches to both existing terminals would be enhanced, with routes
providing access to the terminal frontage, multi-storey and long stay car parks, hotels and pick-up
and drop-off areas for different transport modes. The way in which access is managed for
different modes may change in order to optimise the use of available capacity.

Hotel and Commercial Facilities

In order to accommodate the increase in passenger numbers, the following hotel and commercial
facilities are proposed:

= One new South Terminal hotel (up to 400 bedrooms);

= One new North Terminal hotel (up to 400 bedrooms);

= One new hotel at the current car rental location (South Terminal); and

= Up to two new office blocks to serve internal airport uses. These would be up to
approximately 27 metres high within an area of approximately 3,774 m2. The new offices
would provide approximately 8,920 m? of floor space.

Car Parking

As set out in Chapter 4, additional parking is proposed in the absence of the Project (including
new multi-storey car park provision and the use of robotics technology). This would take the
future car parking provision to approximately 53,450 spaces in the absence of the Project.

New car parking would be required on site in order to meet additional parking demand generated
by the proposed increase in passengers, and to replace existing parking spaces that would be
lost due to development associated with the Project. The plans also take into account an
anticipated reduction in the number of spaces currently provided in unauthorised car parking sites
away from the airport. The overall net increase in car parking spaces would be approximately
17,500. The maximum height of the proposed new multi-storey car parking is anticipated to be
approximately 27 metres.

Surface Access Improvements

In order to accommodate the proposed increase in passenger numbers, and taking into account
other known and planned developments in the area, improvements are likely to be required to
both the South Terminal and North Terminal roundabouts to add capacity. The design and details
of any improvements will be subject to road traffic assessment and detailed engagement with
highway authorities, including Highways England. Potential solutions will be designed to
accommodate both airport and non-airport traffic and could include, over the lifetime of the
Project, grade separation or other enhancement schemes.

The locations where an increase in road traffic volumes is likely to be greatest are at the South
Terminal and North Terminal junctions (see Figure 5.2.1.d).
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South Terminal Junction Improvements

The South Terminal roundabout (also known as the Welcome Roundabout) is the sole entry point
into the South Terminal area and for local access roads, including the terminal forecourt, long
stay car parks and commercial premises. It is served by the M23 Gatwick Spur to the east
(leading from the M23 Junction 9) and Airport Way from the west (leading from North Terminal
Roundabout). The majority of Gatwick traffic accesses the airport from the M23 and traffic for
both North Terminal and South Terminal must pass through this roundabout.

The M23 Gatwick Spur is currently undergoing an upgrade as part of the Highways England M23
Smart Motorway Project, due to be completed in Spring 2020. The hard shoulder of the
westbound carriageway will become a permanent running lane, providing a total of three lanes
approaching the airport. Further local improvements, involving signalisation and minor widening
of entries/exits, are proposed in the absence of the Project.

In order to cater for additional road traffic demand associated with the Project, together with traffic
growth predicted to arise in the absence of the Project, it is assumed that a significant
improvement scheme will be required at South Terminal roundabout. Any improvement scheme
will need to be subject to detailed assessment work and discussion with Highways England and
the local highway authorities. The development of options to improve this junction will also need
to take account of other development proposals that may come forward in the local area. For the
purpose of this Scoping Report, it is assumed that schemes up to and including grade separation
of the roundabout may be considered. It is noted that this scale of improvement could also serve
the planned business park on land to the north of the roundabout as identified in the Reigate and
Banstead Local Plan (subject to planning consent for the business park). Consideration of grade
separation options would take account of the following:

= A new flyover taking M23 Gatwick Spur to Airport Way traffic over the existing roundabout
would be approximately 8 metres above existing ground level allowing for Highways England’s
safety and design standards;

= Grade separation solutions would increase the area over which the roundabout and
associated slip roads would sit; and

= There are structures either side of South Terminal Roundabout, where the M23 Gatwick Spur
crosses B2036 Balcombe Road and where Airport Way crosses the Brighton Main Line
Railway. Improvements to the bridges may require widening and strengthening or
replacement.

North Terminal Junction Improvements

The North Terminal roundabout is the entry point to the North Terminal and local access roads,
including the northern and east perimeter roads. The existing layout consists of a circular five-
arm at-grade roundabout to the north east of the North Terminal, to the south west of the A23.
There is currently no direct entry to the roundabout southbound from Horley and no direct exit
from the roundabout on to the A23 southbound towards Crawley. Local improvements are
proposed in the absence of the Project.

In order to cater for additional road traffic demand associated with the Project, together with traffic
growth that is expected to arise as a result of background growth and other developments, it is
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assumed that a significant improvement scheme will be required at North Terminal roundabout.
As for the South Terminal junction improvements, any improvement scheme will be subject to
detailed assessment work and discussion with Highways England and the local highway
authorities. For the purpose of this Scoping Report it is assumed that the improvement scheme
could include grade separation or other enhancement work to the roundabout. Consideration of
options would take account of the following:

= Adding capacity may include increasing the size of the roundabout as well as placing through-
traffic on to an elevated flyover under grade separation options;

= The elevated links would sit approximately 8 metres above the roundabout to provide the
required clearances as stipulated by Highways England’s safety and design standards;

= Roundabout improvement options that involve grade separation would include additional slip
roads, in particular to ensure connections between Airport Way, the A23 London Road and
access to the airport;

= Not all movements are currently catered for at North Terminal Roundabout (eg from the airport
to the A23 southbound). Options will seek to include all movements where practicable in
order to improve the flow of traffic;

= This Scoping Report assumes that options would exist to accommodate all works within the
existing highway boundary or to take additional land where this provides alternative solutions
to meeting safety and design standards. These would be subject to further design and
approval by Highways England; and

= Works may also be required to improve capacity at the Longbridge Roundabout and to provide
better integration with improvements at North Terminal Roundabout.

Rail Improvements

Improvements to Gatwick Station are the subject of a separate consenting process, with a
planning application submitted by Network Rail to Crawley Borough Council in April 2018 and
consented in March 2019. These improvements are proposed to be operational prior to operation
of the Project.

Studies will be undertaken to explore the need for further improvement to the rail station, but
taking into account the improvements that are currently planned, it is not currently considered that
any further improvements will be required to the rail station platforms or concourse.

Shuttle Service

The ITTS provides a dedicated, elevated people mover system connecting the North Terminal
and South Terminal. At the South Terminal, the station is located adjacent to Gatwick Station.

The ITTS capacity is governed by the size of vehicle, frequency of service and journey time
(including the dwell time at each end station). Further work will determine the scale of
intervention necessary to adequately cater for demand, noting that some improvements can be
made within the existing operation. Options to increase capacity could include changing the
number and length of the existing shuttle trains (which may require extending platforms) or
amending the infrastructure to include crossovers. This Scoping Report allows for those potential
options that assume no changes to the extent of the track but includes the possible extension of
platforms.
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Surface Water Drainage

The existing airport drains to local watercourses via balancing ponds and attenuation lagoons. In
order to accommodate the alterations to the northern runway, to allow for the areas of new
development and to meet current planning requirements (including an allowance for climate
change), revisions to the existing surface water drainage strategy are proposed (see Figure
5.2.1.e). These are likely to include:

= Works to realign existing surface water drainage infrastructure along Taxiway Yankee,
providing a connection to Pond D;

= Creation of additional runoff treatment and storage area (including runoff from de-icing areas)
to complement the existing capacity provided by Pond D. This new treatment/storage area
would take the form of underground storage; and

= Relocation of the existing Pond A and provision of additional floodplain capacity for the River
Mole to the north and east of the Taxiway Juliet Spur.

In addition, the existing culvert beneath the existing main and northern runways would require
extension northwards to accommodate the realigned runway.

A surface water drainage strategy will be developed for the Project in consultation with the
Environment Agency and the Lead Local Flood Authority. The strategy will include potential
modifications to allow for changes in hardstanding associated with the Project, with an allowance
for climate change.

Foul Water

In order to provide for the new and improved facilities, including wastewater from the extended
terminals, hotels and Pier 7, changes would be required to the foul drainage system to improve
capacity and resilience. These are anticipated to include:

= Provision of three new pumping stations to accommodate flows from the reconfigured system,
with associated pipeline connections; and

= Upgraded capacity to existing pipelines and decommissioning of a number of existing
pumping stations.

In the event that there is not sufficient capacity within the existing Thames Water Treatment
Works or that improvements cannot be made to provide this capacity, on-site treatment capacity
may be required. This may include construction of a new wastewater treatment facility within the
airport boundary. Such a facility is likely to include:

= Additional treatment capacity for wastewater;

= A digester for sewage sludge, producing renewable energy;

= Associated pipeline connections between existing infrastructure (North Terminal and airfield)
and the new facility; and

= A pipeline connection for treated water.

It is anticipated that this new facility, if required, would occupy an area of approximately

12,000 m? with a height of up to 15 metres above ground level. An alternative option could be
construction of a new facility adjacent to the existing Crawley Sewage Treatment Works on land
owned by GAL.
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Power Strategy

In order to ensure sufficient capacity and that power is provided to the required locations, a
number of adjustments would be required to the existing facilities, including relocation of a
number of existing services, cables and substations. Part of the existing airfield high voltage ring
would be repositioned to the north to allow for the alterations to the existing northern runway and
to Taxiway Juliet.

Existing substations would be relocated to accommodate the new facilities. In addition, two new
substations are likely to be required. It is envisaged that the new substations would each require
an area of approximately 25 m?, with a maximum height of approximately 5 metres above ground
level and 3 metres below ground level.

The relocation of substations and provision of additional capacity would allow for additional loads
and would ensure that substations are located away from areas required for other purposes or at
risk of flooding. Two existing substations would be demolished and not replaced.

Lighting Strategy

A lighting strategy will be prepared to accompany the application for development consent,
setting out the principles and parameters within which lighting associated with the Project would
be designed. The strategy will identify the type of lighting to be used and measures to be
implemented to reduce light spill, taking into account effects on nearby sensitive receptors and
the safety of ongoing aircraft operations. The strategy will take into account relevant good
practice guidance, where appropriate, including the Guidance Notes for the Reduction of
Obtrusive Light (Institution of Lighting Professionals, 2011).

Appearance and Design

Many of the components of the Project are relocated airfield elements and it is anticipated that
the appearance of the relocated facilities would be similar to the existing facilities. In some
cases, the demolition of ageing facilities and replacement with more modern buildings is likely to
result in an overall improvement in terms of appearance.

Extensions to the airport terminals are anticipated to be designed to ‘tie in’ and be in keeping with
the design of the existing terminal buildings. Works to be undertaken within the terminals would
result in a more modern appearance through reconfiguration and installation of new facilities.

Sustainability

A sustainability statement will be prepared for the Project. Gatwick Airport’s six sustainability
policy goals and ten sustainability objectives will be at the heart of the sustainability framework. In
addition, the framework will reflect both the objectives used by the government in the Airports
National Policy Statement (Department for Transport, 2018a) and the sustainability priorities
relevant to the host local authorities within the context of the local natural capital themes/aspects.

Gatwick’s ongoing sustainability objectives are:

= Air quality: improve air quality impacts using new technology, processes and systems;
= Biodiversity: have an award-winning biodiversity approach;
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= Carbon and climate change: continue to reduce GAL’s operational carbon emissions in line
with GAL’s commitment to be net zero by 2050;

= Community: demonstrate that GAL is a valued and trusted neighbour;

= Economy: fulfil GAL'’s role as an economic driver of local, regional and national significance;

= Water quality: improve the quality of water leaving the airport and invest in flood resilient
infrastructure;

= Noise: reduce the impact of operational noise;

= Surface access: increase sustainable access options for passengers and staff;

= Waste: generate no untreated waste to landfill and maximise reuse and recycling; and

= Energy and water: continue to reduce energy and water consumption by investing in efficient
technology and working with airport partners.

Operation and Maintenance

5.2.69 GAL is the operator of Gatwick Airport for the purposes of the Civil Aviation Act 2012. GAL
therefore has overall responsibility for the management of Gatwick Airport, excluding aircraft
maintenance. This would remain the case throughout the construction phase and during
operation of the airport, with the Project in place.

5.2.70 A number of specific maintenance areas exist within the airport, including the Hangar 6, Hangar 7
and Hangar 9 maintenance areas. These areas are the responsibility of the airlines (BA, Virgin
Atlantic and easyJet respectively) and it is anticipated that the same would apply to the Boeing
hangar (currently under construction) and to the proposed new hangar, once operational.

5.2.71 As is currently the case, Gatwick Airport would remain operational on a 24-hour, seven days per
week basis throughout the construction and operation of the Project. All terminal and hotel
buildings and airport car parks are available on this basis.

5.2.72 Flights are subject to night time restrictions between 23.00 to 07.00 local time in accordance with
a Noise Restrictions Notice published on behalf of the Department for Transport. Within the core
hours of 23:30 to 06:00 a limited number of flights are permitted in accordance with a noise and
movements quotas. This is assumed to remain the case with the Project in place.

53 Construction

5.3.1 The details of construction methods, timing and phasing are necessarily broad at this stage. The
details will be refined throughout the EIA process. Where options remain, the limits of the
assessment will be set sufficiently wide to allow a robust assessment to be undertaken of a
realistic worst-case scenario.

Indicative Phasing of Construction Works

5.3.2 The timing of the Project would be dependent on securing development consent and the
discharge of the associated requirements. The indicative construction programme is based on
construction commencing in 2022, although some preliminary works may commence in 2021.
The programme for the core airfield construction works would be of approximately four years
duration enabling the altered northern runway and taxiways to be complete in 2025 and fully
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operational in combination with the main runway in 2026. During the construction period the
northern runway would not be available as a standby runway for periods of time.

Timings are indicative at this stage and would be dependent on the timing of development
consent and any pre-commencement requirements. The indicative phases of the Project are
described below.

Core activities are likely to be undertaken during the period 2022 to 2026 and this is considered
to be the peak construction period. Any changes to the sequence of events after opening of the
altered northern runway in 2026 are not anticipated to give rise to significantly different
environmental effects.

Table 5.3.1: Indicative Phasing

Component of the Project Anticipated Phasing
Pre-construction activities (including surveys for any unexploded ordnance and 2021/2022
any necessary pre-construction surveys)
Early yvork;, including establishmgnt of compognds, fencing, early (_:Iearance 2022
and diversion works and re-provision of essential replacement services.
Alterations to the existing northern runway 2023-2025
Works to existing taxiways and construction of new taxiways 2022-2025
Amendments to stand arrangements 2023-2025
Pier 7 2032-2034
Reconfiguration of existing airfield facilities (Phase 1) 2024-2025
Further improvements to airfield facilities 2026-2034
Extensions to North and South Terminals 2025-2029
Hotel and commercial facilities 2027-2032
Car parking 2022-2033
Surface access improvements 2025-2030
Surface water drainage and management of foul water 2026-2034
5.35 During early 2025, a closure of the northern runway would be made, allowing paving, drainage

and above ground works to be undertaken. Following completion of these works, the redundant
pavement would be removed. By this time, it is anticipated that all core airfield works would be
complete, including Taxiway Juliet (East and West), the Taxiway Juliet West Spur, works to
Taxiways Lima and Tango and all runway exits and end around taxiways. The altered northern
runway would be open for aircraft operations. In addition to the early works, the following
components would be completed by 2025:

= Northern runway;

=  Taxiway Juliet, Taxiway Juliet West Spur and aircraft holding area;
= Extensions to Taxiways Tango and Lima;

= Works to Taxiways Whiskey, Victor and Zulu;

= Runway exits and end around taxiways;

= East-west track (between runways);
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= New pumping stations and satellite Airport Fire Service;

= Phase 1 of CARE, grounds maintenance, surface transport and motor transport facilities;
= Early car parking; and

= Noise mitigation (noise wall).

2026 Onwards

5.3.6 Following completion of the above works, the following works would be undertaken over the
period 2026 to 2034:

= Pier7;

= New hangar;

= Relocation of CARE and motor transport facilities (Phase 2);

= A new area of remote stands;

=  Terminal extensions;

= Provision of North Terminal and South Terminal autonomous vehicles stations and vehicle
route;

= Final relocation of Larkins Road;

= Underground surface water runoff storage and wastewater treatment works (if required);

= Hotel and commercial facilities;

= Remaining car parking; and

= Surface access improvements.

Demolition Activities

5.3.7 In order to allow for the construction of the proposed facilities and reconfiguration of existing
facilities, a number of existing facilities would be subject to demolition. These would include:

= Former airfield operations building;

= CARE (recycling area) and motor transport, surface transport and ground maintenance
facilities;

= Former air traffic control tower;

= Former TCR Snowbase building;

= A number of existing substations;

= A number of existing pumping stations;

= Part of Purple Parking decked structure;

= Pond A (removal and infill); and

= Parts of the existing fire training area.

5.3.8 In addition to the above, redundant areas of hardstanding would be removed.

Environmental Management During Construction

5.3.9 It is the applicant’s intention that the site would be registered under the Considerate Constructors
Scheme or a locally recognised certification scheme.

5.3.10 Construction would be undertaken in accordance with a Code of Construction Practice (CoCP).
The CoCP will set out the key management measures that contractors would be required to adopt
and implement. These measures will be developed based on those identified during the EIA
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process. They include strategies and control measures for managing the potential environmental
effects of construction and limiting disturbance from construction activities as far as reasonably
practicable. An Outline CoCP will be included with the application for development consent.

The CoCP would form the basis of more detailed plans and method statements, to be prepared
during the pre-construction period once a Principal Contractor has been appointed.

Construction Working Areas

The precise locations of compounds would be determined by the Principal Contractor. However,
at this stage, the following main compounds are anticipated (see Figure 5.2.1f):

= Main contractor compound;
= Airfield satellite compound (and laydown area); and
= Surface access satellite contractor compounds.

In addition, a number of smaller compounds would be associated with construction of each of the
elements of the Project.

Construction Logistics Consolidation Centre

A temporary logistics facility may be required in order to allow scheduling of deliveries to the
appropriate work sites. This would comprise an existing secure fenced area, including a
warehouse type facility with loading/unloading docks, secure airside screening area, material
laydown area, HGV parking, electric vehicle charging stations, driver welfare facilities and some
limited parking.

The use of a logistics facility would allow HGV deliveries to the airport to be consolidated,
reducing the overall number of deliveries on the local road network.

If such a facility is required, it is likely that the location would be an existing facility or a site with
an existing consent for such use. At the current time, traffic modelling is being undertaken
assuming no consolidation centre is in place, which represents a worst case in terms of total
traffic numbers at the site access points. However, if a location is identified, this will be assessed
within the EIA process and included within the ES.

Construction Working Hours

In order to maintain safety and minimise disruption to the operation of the airport, work in close
proximity to existing runways and taxiways would require closures of facilities as operationally
necessary and hence is likely to be scheduled overnight.

During construction, the airport would continue to operate on a 24 hour, seven days per week
basis. This would include use of the construction compounds and construction working areas on
a daily 24-hour basis. It is acknowledged that the use of specified construction equipment and
construction processes in sensitive locations, in close proximity to residential properties, and at
noise sensitive times, may need to be subject to restrictions in relation to operating hours and
limits for operating noise levels, or other mitigation measures, as necessary and practicable.
Potential restrictions would be discussed with the relevant regulator.
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Where necessary, closures and lane restrictions on the highways network would be undertaken
outside peak periods (in terms of traffic flow). To ease congestion on the public highways,
deliveries of some materials and movement of workforce may require to be outside of standard
day time peak hours (eg overnight and at weekends).

Construction Workforce

It is anticipated that construction would require an average workforce of approximately 700
personnel, with up to approximately 2,000 personnel at times during the peak construction period.

Construction Access

Construction access routes will be considered during the assessment process in order to
minimise disruption, where practicable. The HGV routing for deliveries to the site will seek to
maximise use of the ‘A’ road network, making use of ‘B’ roads and minor roads where required
and will avoid sensitive receptors, where practicable. The preferred construction traffic routing
and associated traffic management measures will be set out in a Construction Traffic
Management Strategy and identified in consultation with the relevant highway authority.

Cut and Fill Strategy

An earthworks strategy will be prepared. The objectives of the earthworks strategy will be to
maximise the re-use of material, to reduce the amount of material taken off site for disposal and
to minimise vehicle movements as far as practicable.

Summary of Key Parameters

Table 5.4.1 provides a summary of the key parameters that will inform the assessment.

Table 5.4.1: Summary of Key Parameters

Element of the Project Key Parameter
Development consent application area 838 hectares
Works within existing GAL land ownership 760 hectares
Permanent land take (third party) 73 hectares
Temporary land take (third party) 4 hectares

Passenger throughput

Future airport throughput (without Project) 61 mppa
Project additional throughput 13 mppa
Proposed new airport throughput (with Project) 74 mppa

Future passenger air transport movements (2038
without Project)

Passenger Air Transport Movements

312,400

Project additional passenger air transport movements = 62,400

Proposed new passenger air transport movements
(with Project)

373,800
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Element of the Project Key Parameter
Cargo
Future cargo throughput (2038 without Project) 227,100 tonnes
Project additional cargo 72,000 tonnes
Proposed cargo (with Project) 300,000 tonnes
Phasing
Commencement of preliminary works 2021/2022
Commencement of main construction phase 2022
Year of opening 2026
Completion of construction work 2028-2034
55 Decommissioning Phase
551 The Project is proposed to form a long-term part of Gatwick Airport, providing an integral part of

the improved airport in order to allow an increase in flight and passenger numbers through
making best use of Gatwick’s existing runways. Although some elements of the Project would
have a defined design life, it is proposed that all elements would be subject to continued
maintenance/replacement in line with the management of the airport as a whole. Therefore, the
Project, once operational, would form part of a permanent airport and no activities are proposed
that would require decommissioning or associated decommissioning plans.
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6 Approach to EIA

6.1 Scoping Process

6.1.1 Scoping is the process of identifying the issues to consider within an ES (establishing the scope
of the assessment). As set out in Chapter 1 of this report, scoping is therefore an important
preliminary procedure, which sets the context for the EIA process. Through scoping, the key
environmental issues are identified at an early stage, which permits subsequent work to
concentrate on those environmental topics for which significant effects may arise as a result of a
proposed development.

6.1.2 The scoping process is an iterative one, informed by increasing knowledge acquired through the
EIA process. Diagram 6.1.1 highlights some of the key inputs to the scoping process. These
inputs include the identification of an initial project description, including the key components of
the Project and their likely maximum parameters. Taking this into account, alongside the
characteristics of the environment in the vicinity of the site, the requirements of the EIA
Regulations can be reviewed to provide an initial indication of the topics likely to be relevant to
the Project. From this point, the scope of assessment can be refined through the use of scoping
workshops, consultation and the findings of initial assessment by topic specialists.

Diagram 6.1.1: Overview of Scoping Process

Identification
of key project
components

Initial
assessment
work by topic

specialists

Site specific
environmental
constraints

Use of scoping Y Requirements
matrices/ ’ of EIA
workshops Regulations

Consultation
with
stakeholders

Guidance and
good practice

6.1.3 This Scoping Report presents the findings of the scoping process undertaken to date. Taking into
account the work undertaken to date, it identifies the effects that are proposed to be considered
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within the EIA process for the Project. Each topic area is considered, setting out the proposed
scope of assessment and identifying any sub-topics that are proposed to be scoped out of the
assessment (where no significant effects are considered likely).

A Scoping Opinion is requested from the Planning Inspectorate (on behalf of the Secretary of
State), which will inform the final scope of the ES (and PEIR). It is noted that the scoping process
is an iterative one. As assessment work continues and surveys are completed, new issues may
arise, or it may become apparent that some potential impacts are not likely to result in significant
effects. Where this is the case, the findings of the assessment process will be discussed with
consultees in order that the scope of the assessment may be refined as appropriate throughout
the EIA process.

Proposed Approach to the EIA Process

Relevant EIA Guidance

The EIA process will take into account relevant government or institute guidance, including:

= Ministry of Housing, Communities & Local Government (2019) Planning Practice Guidance;

= Department of the Environment, Transport and the Regions (DETR) (1997) Mitigation
Measures in Environmental Statements;

= Highways Agency et al. (2008) Design Manual for Roads and Bridges, Volume 11, Section 2,
Part 5. HA 205/08;

= Institute of Environmental Management and Assessment (2004) Guidelines for Environmental
Impact Assessment;

= [Institute of Environmental Management and Assessment (2015a) Environmental Impact
Assessment: Guide to Shaping Quality Development;

= Institute of Environmental Management and Assessment (2015b) Climate Change Resilience
and Adaptation;

= Institute of Environmental Management and Assessment (2016) Environmental Impact
Assessment: Guide to Delivering Quality Development;

= |Institute of Environmental Management and Assessment (2017a) Environmental Impact
Assessment: Assessing Greenhouse Gas Emissions and Evaluating their Significance;

= Institute of Environmental Management and Assessment (2017b) Health in Environmental
Impact Assessment: A Primer for a Proportional Approach;

= Ministry of Housing, Community and Local Government (2015) Planning Act 2008: Guidance
on the pre-application process for major infrastructure projects;

= Planning Inspectorate (2017b) Advice Note Three: EIA Notification and Consultation;

= Planning Inspectorate (2016) Advice Note Six: Preparation and submission of application
documents;

= Planning Inspectorate (2017a) Advice Note Seven: Process, Preliminary Environmental
Information, and Environmental Statements;

= Planning Inspectorate (2018a) Advice Note Nine: Using the Rochdale Envelope;

= Planning Inspectorate (2018b) Advice Note Twelve: Transboundary Impacts; and

= Planning Inspectorate (2015a) Advice Note Seventeen: Cumulative Effects Assessment.
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Other topic-specific specialist methodologies and good practice guidelines will be drawn on as
necessary.

Methodology and Assessment Criteria

Each topic chapter of the PEIR and ES will provide details of the methodology for baseline data
collection and the approach to the assessment of effects. A summary of the proposed approach
for each topic is provided in Chapter 7 of this Scoping Report. Each identified environmental topic
will be considered by a competent expert who is a specialist in that area. The identification and
evaluation of effects will take into account relevant topic-specific guidance where available.

Baseline Conditions
Existing Baseline Conditions

The existing and likely future environmental conditions in the absence of the Project are known as
‘baseline conditions’. Each topic-based chapter will include a description of the current (baseline)
environmental conditions. The baseline conditions at the site and within the study area form the
basis of the assessment, enabling the likely significant effects to be identified through a
comparison with the baseline conditions.

Future Baseline Conditions

As set out in Chapter 4, a number of improvements are proposed at Gatwick Airport to
accommodate the predicted increase in passenger numbers in the absence of the Project. The
likely timing of these improvements will be taken into account through the use of future baseline
scenarios and assessment years (see below).

The consideration of future baseline conditions will also take into account the likely effects of
climate change, as far as these are known at the time of writing. This will be based on
information available from the UK Climate Projections project, developed by the Met Office and
Environment Agency (Met Office, 2018), which provides information on plausible changes in
climate for the UK and on published documents such as the UK Climate Change Risk
Assessment 2017 (HM Government, 2017b) and subsequent updates.

Topic authors will also consider other factors relevant to identification of future baseline
conditions, such as trends in population size of protected species or changes in socio-economic
conditions over time.

Assessment of Effects

The EIA Regulations require the identification of the likely significant environmental effects of the
Project. The overarching approach to this assessment is set out below.

Assessment Years

The approach to assessment will incorporate the use of identified assessment years to allow for
evaluation of the likely effects during the phased construction process and during operation of the
Project. At this stage, the following assessment years are under consideration:
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= Construction phase: currently anticipated to occur during period 2022 to 2034;
= Airfield first full year of opening: currently anticipated to be 2026;

= An interim assessment year: currently anticipated to be 2029; and

= Design year (with all elements in place): currently anticipated to be 2038.

For some of these assessment scenarios, construction and operational activities will overlap and
this will be taken into account in the assessments.

There are two potential scenarios for growth in passenger throughput numbers that will be
included within the assessments in the ES, which take into account the potential opening date of
Heathrow’s third runway. The central case for the assessment is based on the current expected
opening date of Heathrow’s third runway in 2026 and this will be presented within the ES.
However, in the event that the third runway cannot be delivered in 2026, the implications of a
potential later opening date will also be assessed.

Each topic-based chapter may also identify additional years to be included in the assessment
work, in accordance with topic-specific good practice guidance.

Assessing the Likely Effects of the Project

Each topic chapter will clearly define its approach to the evaluation of significance. This section
provides details of the overarching methodology proposed for the EIA process. This will be used
to inform the approach to assessment for each environmental topic, except where topic-specific
guidance or usual practice for that topic indicates otherwise.

The overarching approach proposed takes into account both the sensitivity of receptors affected
and the magnitude of the likely impact in determining the significance of the effect. In all cases,
the evaluation of significance will be underpinned by a narrative approach and professional
judgement.

Sensitivity or Importance of Receptors

Receptors are defined as the physical resource or user group that would be affected by a
proposed development. The baseline studies will identify potential environmental receptors for
each topic and will evaluate their sensitivity to the Project. The sensitivity or importance of a
receptor may depend, for example, on its frequency or extent of occurrence at an international,
national, regional or local level.

Sensitivity will be defined within each PEIR/ES topic chapter, where appropriate, and will take into
account factors including:

= Vulnerability of the receptor;
= Recoverability of the receptor; and
= Value/importance of the receptor.

Sensitivity will generally be described using the following scale:

= High;

= Medium;
= Low; and
= Negligible.
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In some cases, a further category of very high may be used.

As a general rule, the above receptor sensitivity levels will be defined as set out in Table 6.2.1.

Table 6.2.1: Definitions of Receptor Sensitivity

Sensitivity Typical Descriptors

Very High
High
Medium

Low

Very high importance and rarity, international scale and very limited potential for
substitution.

High importance and rarity, national scale, and limited potential for substitution.
High or medium importance and rarity, regional scale, limited potential for substitution.

Low or medium importance and rarity, local scale.

Negligible Very low importance and rarity, local scale.

6.2.20

6.2.21

6.2.22

6.2.23

6.2.24

6.2.25

Magnitude of Impact

Impacts are defined as the physical changes to the environment attributable to the Project. For

each topic, the likely environmental impacts will be identified. The magnitude of the impact will be

described using criteria defined within each topic chapter.
The categorisation of the impact magnitude will take into account the following four factors:

= Extent;

= Duration;

= Frequency; and
= Reversibility.

Impacts will be defined as either adverse or beneficial. They may also be described as:

= Direct: Arise from activities associated with the Project. These tend to be either spatially or
temporally concurrent; or

= Indirect: Impacts on the environment which are not a direct result of the Project, often
produced away from the Project site or as a result of a complex pathway.

Impacts will be divided into those occurring during the construction phase and those occurring
during operation. Where appropriate, chapters may refer to temporary and permanent impacts.
The impacts related to land take will be assessed as part of the construction phase as this is
when the impact would occur. These impacts could be considered either temporary or permanent
depending on whether the land would be restored following completion of the construction phase.

Magnitude will generally be described using the following scale:

= High;

= Medium;
= Low; and
= Negligible.

In some cases, a further category of ‘no change’ may be used.
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As a general rule, the above magnitude of impact levels will be defined as set out in Table 6.2.2.

Table 6.2.2: Definitions of Impact Magnitude

Magnitude Typical Descriptors

Loss of resource and/or quality and integrity of resource; severe damage to key

High characteristics, features or elements (Adverse).

g _ : . .
Large scale or major improvement of resource quality; extensive restoration or
enhancement; major improvement of attribute quality (Beneficial).
Loss of resource, but not adversely affecting the integrity; partial loss of/damage to key
. characteristics, features or elements (Adverse).

Medium i » o i
Benefit to, or addition of, key characteristics, features or elements; improvement of
attribute quality (Beneficial).
Some measurable change in attributes, quality or vulnerability; minor loss of, or alteration
to, one (maybe more) key characteristics, features or elements
(Adverse).

LOW . . g . .
Minor benefit to, or addition of, one (maybe more) key characteristics, features or
elements; some beneficial impact on attribute or a reduced risk of negative impact
occurring (Beneficial).
Very minor loss or detrimental alteration to one or more characteristics, features or

o elements (Adverse).

Negligible ) ) » - .
Very minor benefit to or positive addition of one or more characteristics, features or
elements (Beneficial).
No loss or alteration of characteristics, features or elements; no observable impact in

No change

6.2.27

6.2.28

6.2.29

either direction.
Significance of Effects

Effect is the term used to express the consequence of an impact (expressed as the ‘significance
of effect’), which is determined by considering both the magnitude of the impact and the
sensitivity of the receptor affected.

The magnitude of an impact does not generally directly translate into significance of effect. For
example, a significant effect may arise as a result of a relatively modest impact on a resource of
national value, or a large impact on a resource of local value. In broad terms, therefore, the
significance of the effect can depend on both the impact magnitude and the sensitivity or
importance of the receptor.

Significance levels will be defined separately for each topic, taking into account relevant topic-
specific guidance, based on the following scale and guidance:

= Substantial: Only adverse effects are normally assigned this level of significance. They
represent key factors in the decision making process. These effects are generally, but not
exclusively, associated with sites or features of international, national or regional importance
that are likely to suffer a most damaging impact and loss of resource integrity.

= Major: These beneficial or adverse effects are considered to be very important considerations
and are likely to be material in the decision making process.
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= Moderate: These beneficial or adverse effects may be important, but are not likely to be key
decision making factors. The cumulative effects of such factors may influence decision
making if they lead to an increase in the overall adverse effect on a particular resource or
receptor.

= Minor: These beneficial or adverse effects may be raised as local factors. They are unlikely to
be critical in the decision making process, but are important in enhancing the subsequent
design of the project.

= Negligible: No effects or those that are beneath levels of perception, within normal bounds of
variation or within the margin of forecasting error.

6.2.30 Table 6.2.3 sets out the general approach proposed to inform the assessment of significance
based on the sensitivity of the receptor and the magnitude of impact. This matrix will inform the
topic-specific methodologies. For some topics, a simplified approach is considered appropriate or

the approach may be informed by topic-specific guidance.

Table 6.2.3: Assessment Matrix

Magnitude of Impact

Sensitivity
No Change Negligible Low Medium High
- - Negligible or Negligible or .
Negligible No change Negligible Minor Minor Minor
Negligible or Negligible or . Minor or
Low No change Minor Minor Minor Moderate
Medium No change N(_agllglble or Minor Moderate MOQerate or
Minor Major
. . Minor or Moderate or Major or
High No change Minor Moderate Major Substantial
. . Moderate or Major or .
Very high No change Minor Major Substantial Substantial
6.2.31 In all cases, the evaluation of receptor sensitivity, impact magnitude and significance of effect will

be informed by professional judgement and will be underpinned by narrative to explain the

conclusions reached.

Addressing Uncertainty

6.2.32

There is some degree of inherent uncertainty within the EIA process, in relation to factors such as

future improvements to construction and design, the potential effects of climate change on
existing receptors and in terms of the margin of error within forecasting or modelling tools. The
text below sets out the proposed approach to addressing uncertainty. In all cases, where
uncertainty exists, this will be identified within the relevant chapter of the PEIR/ES, together with
details of the measures that have been taken to reduce uncertainty as far as reasonably
practicable.
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Project Parameters

The PEIR and ES will include a Project Description chapter, which will set out the parameters on
which the assessment of effects will be based.

The scoping process has been undertaken based on the description set out in Chapter 5 of this
Scoping Report. The existing airport provides a number of constraints that have informed the
Project design, including constraints with regard to location, available space and phasing, given
the need to ensure continued use of the airport during construction of the Project. In addition,
GAL’s experience in operating Gatwick Airport has ensured that the design of many components
of the Project is well understood. This will limit the number of options likely to be carried forward
through the EIA process. However, it is possible that flexibility will need to be retained with
regard to the detailed design of some elements of the Project, particularly for those elements that
will be constructed later in the construction programme or that will be operated by third parties
(such as hotels).

Where flexibility is required, guidance produced by the Planning Inspectorate with regard to the
use of the ‘Rochdale envelope’ approach (Planning Inspectorate, 2018a) will inform the key
parameters identified for assessment. This will include identifying the ‘worst case’ option from the
realistic and likely options that might be developed. If this assessment shows that no significant
effect is anticipated, it can be assumed that other (lesser) options would also have no significant
effect.

Any such assumptions will be clearly set out within the Project Description chapter of the
PEIR/ES and within the topic chapters. The draft DCO will be prepared in conjunction with the
ES in order to ensure that the key parameters applied for are consistent with those assessed
through the EIA process.

Future Baseline and Assessment Years

The approach to assessment of future baseline conditions and the use of assessment years is set
out under the ‘Baseline Conditions’ section above. There will be some element of uncertainty
regarding future trends in environmental conditions and climate. The assessments made will be
based on the most up to date information available at the time of assessment, including
information available from the UK Climate Projections project and on published documents such
as the UK Climate Change Risk Assessment 2017 (HM Government, 2017b) and subsequent
updates.

Forecasting and Modelling

Where forecasting and modelling tools are used, care will be taken to ensure that the tool
selected is appropriate for the assessment, taking into account topic-specific good practice and
guidance. Calibration will be used to ensure a reasonable degree of accuracy in measurements.
Topic chapters within the PEIR/ES will set out measures taken to address any uncertainty with
regard to modelling inputs and outputs and any assumptions made.
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Mitigation and Monitoring

The EIA Regulations require that where significant effects are identified ‘a description of any
features of the Project, or measures envisaged in order to avoid, prevent or reduce or, if possible,
offset likely significant adverse effects on the environment’ should be included in the ES.

The development of mitigation measures is part of an iterative EIA process. Therefore, measures
will be developed throughout the EIA process in response to the findings of initial assessments.
The Project that forms the subject of the application for development consent will include a range
of measures designed to reduce or prevent significant adverse environmental effects arising,
where practicable. In some cases, these measures may result in enhancement of environmental
conditions. The assessment of effects will take into account all measures that form part of the
Project and to which GAL is committed.

The topic chapters of the PEIR/ES will therefore take into account all measures that form part of
the Project, including:

= Measures included as part of the Project design (sometimes referred to as primary or
embedded mitigation);

= Measures proposed to avoid effects occurring or to minimise environmental effects, such as
measures to control light spillage (sometimes referred to as secondary mitigation). Where
these measures relate to the construction phase, they would be set out within the CoCP and
implemented through the CoCP; and

= Measures required as a result of legislative requirements or standard good practice
(sometimes referred to as tertiary mitigation). Although many of these measures are regulated
separately, these measures will also be included within the CoCP for completeness.

Where required, further mitigation measures will be identified within topic chapters. These are
measures that could further prevent, reduce and, where possible, offset any residual adverse
effects on the environment.

In some cases, monitoring measures may be appropriate, for example, to ensure that proposed
planting becomes established. Where appropriate, monitoring measures will be set out within
each topic chapter of the PEIR/ES.

Mitigation and monitoring measures identified to control construction effects would be
implemented through the CoCP. Where necessary, for example in relation to future management
of any ecological mitigation areas, draft operational management plans will be developed. The
draft DCO will be developed to be consistent with the measures identified in the ES, CoCP and
any draft management plans, in order to ensure consistent implementation of the measures
identified through the EIA process.

Cumulative and Inter-related Effects

Cumulative effects with other proposed developments will be assessed as part of the EIA
process. This will include consideration of whether the Project, when considered together with
other proposed developments, may result in any greater effects on a receptor than the effects of
the Project alone.
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In addition, inter-relationships between topic areas will be considered, in order to ensure that
effects on a receptor arising from more than one environmental topic area are considered.

The approach to assessment of cumulative and inter-related effects is set out in Section 7.15.

Transboundary Effects

For the purposes of the EIA Regulations, transboundary effects are the effects of a project on the
environment of another European Economic Area (EEA) member state. The approach to
assessment of transboundary effects is set out in Section 7.16.

Structure of the Environmental Statement

Although there is no statutory provision as to the form of an ES, it must contain the information
specified in Regulation 14(2), including any information specified in Schedule 4 of the EIA
Regulations.

The information to be supplied in the ES will provide a clear understanding of the likely significant
effects of the Project upon the environment.

The PEIR and ES will be structured logically, enabling all relevant environmental information to
be found quickly and easily. The PEIR/ES will describe the EIA process and its findings, and will
include the following sections:

= Non-Technical Summary (as a standalone document);
= Written Statement;

= Figures; and

= Appendices.

The following chapters of this Scoping Report set out the proposed scope of assessment,
together with details of any topics to be scoped into/out of the EIA process. Following this, the
proposed structure of the ES is set out in Chapter 10 of this report. It is anticipated that the PEIR
will follow a similar structure to the final ES (but with a focus on the preliminary findings available
at that time).

Other Assessments and Reports

Alongside the EIA process, a number of other assessments will be undertaken, including the
following:

= Work to inform the Habitat Regulations Assessment under the Conservation of Habitats and
Species Regulations 2017; and
= Economic Assessment.

The reports setting out the findings of the above assessments will be provided alongside the ES
as part of the application for development consent. Although these documents will form separate
reports, corresponding to separate legislative or good practice requirements, the authors will work
alongside the authors of relevant assessments forming part of the EIA process to ensure
consistency of data use and to allow the findings of each assessment to inform the other, as
appropriate.
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6.4.3 Sustainability will form a key part of the design process and preparation of the application for
development consent. A Sustainability Statement will be prepared to accompany the application.
Key elements of the sustainability strategy will be included within the PEIR/ES, where relevant
(eg within the Project Description chapter) and all authors involved in the EIA process will feed
into and inform the sustainability strategy. It is proposed that the Sustainability Statement will be
provided as a separate report to accompany the application. A separate ES chapter relating to
sustainability is not considered to be required.
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7 Proposed Scope of Assessment

7.1 Historic Environment

Relevant Policy, Legislation and Guidance

Legislative and Policy Context

7.1.1 The following key legislation and policy documents relevant to the historic environment will be
considered within the assessment process:

Ancient Monuments and Archaeological Areas Act 1979 (amended by National Heritage Act
(1983) and the National Heritage Act (2002));

Planning (Listed Buildings and Conservation Areas) Act (1990) and the Town and County
Planning Act (1971);

Airports NPS (Department for Transport, 2018a);

NPS for National Networks (Department for Transport, 2014);

NPPF (Ministry of Housing, Communities and Local Government, 2019a);

Crawley 2030: Crawley Borough Local Plan 2030 (Crawley Borough Council, 2015) - Policies
CH2 Principles of Good Urban Design, CH12 Heritage Assets, CH13 Conservation Areas,
CHA15 Listed Buildings & Structures, CH16 Locally Listed Buildings and CH17 Historic Parks &
Gardens;

Emerging Crawley 2035: Draft Crawley Borough Local Plan 2020-2035 (Crawley Borough
Council, 2019) - Policies HA1, HA2, HA3, HA4, HA5 and HAG;

Reigate and Banstead Local Plan 2005 (Reigate and Banstead Borough Council, 2005) -
Policies — Pc8 Ancient Monuments & Archaeology, Pc9 Buildings of Historic Interest, Pc10
Buildings of Local Interest, Pc11 Historic Gardens, Pc12-14 Conservation Areas;

Reigate and Banstead Local Plan: Core Strategy 2014 (Reigate and Banstead Borough
Council, 2014) — Policy CS4 Valued Townscapes & the Historic Environment;

Emerging Reigate and Banstead Borough Development Management Plan 2018-2027
(Reigate and Banstead Borough Council, 2018) - Emerging policy NHE9 Heritage Assets;
Mole Valley Core Strategy 2009 (Mole Valley District Council, 2009) - Policy CS14
Townscape, Urban Design and the Historic Environment;

Mole Valley Local Plan 2000 (Mole Valley District Council, 2000) — Policy ENV23 Respect for
Setting, ENV39 - ENV47 Conservation Areas, Listed Buildings, Historic Parks & Gardens;
Horsham District Planning Framework (excluding South Downs National Park) 2015 (Horsham
District Council, 2015) - Policy 34 Historic Assets and Managing Change in the Historic
Environment.

Tandridge District Core Strategy 2008 (Tandridge District Council, 2008) - Policy DP20
Heritage Assets;

Tandridge Local Plan Part 2: Detailed Policies 2014-2029 (Tandridge District Council, 2014);
Emerging Our Local Plan 2033 (Regulation 22 Submission) 2019 (Tandridge District Council,
2019) TLP43 Historic Environment (emerging policy);

Mid Sussex District Plan 2014-2031 (Mid Sussex District Council, 2018) Policies DP34 Listed
Buildings & Heritage Assets, DP35 Conservation Areas, DP36 Historic Parks & Gardens; and
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= Saved Policies from the Mid Sussex Local Plan 2004 (Mid Sussex District Council, 2004)
Policy B12 Conservation Areas, B17 Historic Gardens, B18 Archaeological Sites.

Guidance Documents

Guidance documents relevant to the historic environment that will be considered within the
assessment process include the following:

= Planning Policy Guidance: Conserving and Enhancing the Historic Environment (Ministry of
Housing, Communities & Local Government, 2018);

= Aviation Noise Metric - Research on the Potential Noise Impacts on the Historic Environment
by Proposals for Airport Expansion in England (Fiumicelli et al, 2014);

= Managing Significance in Decision-Taking in the Historic Environment: Historic Environment
Good Practice Advice in Planning Note 2 (Historic England, 2015);

= The Setting of Heritage Assets: Historic Environment Good Practice Advice in Planning Note 3
(Historic England, 2017);

= Standard and guidance for historic environment desk-based assessment (Chartered Institute
for Archaeologists (CIfA), 2014a);

= Standard and guidance for commissioning work or providing consultancy advice on
archaeology and the historic environment (CIfA, 2014b);

= Standard and guidance for archaeological geophysical survey (CIfA, 2014c);

= Standard and guidance for archaeological field evaluation (CIfA, 2014d);

= Standard and guidance for the collection, documentation, conservation and research of
archaeological materials (CIfA, 2014e); and

= Standard and guidance for the collection, compilation, transfer and deposition of
archaeological archives (CIfA, 2014f).

Baseline Information
Data Collated to Date

A considerable amount of historic environment baseline data has previously been collated. This
includes data held in the Historic Environment Records (HERsS) maintained by West Sussex
County Council and Surrey County Council. Baseline data is presented in Figure 7.1.1.

Information regarding previous archaeological investigations within and adjacent to the land
required for the Project has been acquired and examined and a review of all available aerial
photographic material for archaeological cropmarks/soilmarks has been undertaken by a
specialist company.

The relevant historic maps held at the West Sussex Record Office and the Surrey History Centre,
including Tithe Maps (and Apportionments), have been digitised. Information regarding the
published Historic Landscape Character of the land adjacent to Gatwick has been acquired and
reproduced in mapped form. Relevant LIDAR data have been acquired from the Environment
Agency and have been reprocessed, with a report on potential archaeological and historic
landscape features prepared by a specialist company.
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A walkover survey has been undertaken to examine the current settings of designated heritage
assets where those settings may be subject to change as a result of visual or ground-based noise
impacts during construction or operation of the Project.

Taking the above into account, a summary of the existing baseline conditions is provided below.
Existing Baseline Conditions

A brief history of the Project site from the late 1870s is summarised in Section 7.4.

Some areas within the Project site boundary have previously been subject to archaeological
investigation, whilst other areas may have been heavily disturbed as a result of the establishment
and use of the operational airport.

Figure 7.1.1 shows designated heritage assets and identified areas of archaeological interest or
potential within 1 km of the Project site boundary. The land within the Project site boundary
contains one Grade II* listed building and two Grade Il listed buildings, although no works are
proposed that would physically affect the fabric of any of these buildings.

Three Grade | listed buildings and a number of other Grade II* and Grade Il listed buildings are
located within 1 km of the Project site boundary (Figure 7.1.1), along with several ‘locally listed’
buildings. There are also other historic buildings recorded on the county HERs but not included
on the statutory or local list.

There are no Scheduled Monuments within the land required for the Project. One Scheduled
Monument is located just outside of the Project site boundary (at Tinsley Green), with one further
Scheduled Monument within 1 km (Figure 7.1.1).

There are no Registered Parks and Gardens of Historic Interest within the land required for the
Project or within several kilometres of the Project site boundary.

There is one Conservation Area partially within the land required for the Project (at Church Road,
Horley) and three other Conservation Areas within 1 km of the Project site boundary (Figure
7.1.1).

There is one defined Area of High Archaeological Potential (Surrey County Council) partially
within the land required for the Project, along with four defined Red Archaeological Notification
Areas (Crawley Borough Council). Two further Areas of High Archaeological Potential are
located immediately to the north of the Project site boundary, whilst three further Red
Archaeological Notification Areas are located just to the south of the Project site boundary (Figure
7.1.1).

Archaeological investigation has previously taken place at several locations within the land
required for the Project. The most extensive area of such works was the Gatwick North West
Zone, where the investigations identified evidence for settlement activity during the Late Bronze
Age and Early Iron Age. Archaeological work undertaken in connection with the Flood Storage
Reservoir in the south eastern part of the land required for the Project found artefacts of
Palaeolithic and Mesolithic date along with evidence for Iron Age settlement including
roundhouses.
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Proposed Scope of the Assessment

It is proposed that the findings of the assessment of effects on the historic environment would be
set out as a topic chapter within the ES, supported by technical appendices where appropriate.
The PEIR will include a draft chapter, including as much of the information set out below as is
available at the time of writing.

Proposed Scope of Baseline Studies

The HER data will be updated and collated and will be presented within a detailed historic
environment desk-based assessment. This assessment will include a review of previous
archaeological investigations and may (where necessary) utilise the acquisition of information not
yet in the public domain.

The review of HER data and other source information regarding previous archaeological work will
enable an understanding of the known and potential archaeological resource base that could be
affected by the construction of the Project. This understanding will also be informed through
consideration of the geology and topography of the area along with the historic maps and
published documents. There will also be examination of: the evidence from the previous study of
aerial photographs; the previous appraisal of LIDAR data; and new photogrammetric Digital
Terrain and Digital Surface Models produced from aerial imagery specifically for the Project.

The historic environment desk-based assessment will identify designated heritage assets whose
importance may be affected through changes in their settings resulting from the construction and
operation of the Project. This will include locally listed buildings. It will also include a review of
the structures proposed for demolition as part of the Project in order to establish whether any of
these structures include identified heritage values. For each heritage asset, examination will be
made regarding the importance of the asset and how the setting contributes to that importance.

In addition, baseline data will be collated to inform the assessment of airborne noise effects in
relation to the setting of heritage assets. That will include data in relation to listed buildings and
registered parks and gardens within the tranquillity study area.

The Historic Environment chapter of the PEIR/ES will include consideration of potential airborne
noise impacts that may occur as a result of increased flight numbers and changes in the volume
of flights along the established flight paths. This could impact on the importance of heritage
assets as a result of loss of tranquillity. The study will include reference to the tranquillity
mapping undertaken by the Campaign to Protect Rural England (CPRE). The types of heritage
asset included within this study and the methodology to be used would be identified with regard to
consultation with Historic England and the heritage advisors to the local authorities.

Proposed Approach to Identifying Future Baseline Conditions

The potential for future change in baseline conditions will be described, taking into account the
assessment years identified in Chapter 6. Changes to the baseline conditions in the future could
include amendments to the list of designated assets, eg additional designations of scheduled
monuments, listed buildings (including locally listed buildings), Registered Parks and Gardens,
Conservation Areas, or amendments to the extent and description of any of these asset types.
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Additional changes could occur as a result of proposed development in the area occurring in the
absence of the Project, or as a result of increased knowledge through archaeological
investigations undertaken by other developments within the study area or as part of more
extensive programmes of research in the area.

Climate change is unlikely to affect the historic environment baseline in this area.
Study Area

The study area for the archaeological element of the historic environment desk-based
assessment will extend to 1 km from the Project site boundary. This is considered to be a
sufficient area to provide a reasonable understanding of the likely nature and date of
archaeological resources within the Project site. It has been selected on the basis of previous
experience and knowledge of the general area. Consideration of the archaeological potential
within the study area will take general account of the known archaeology and history of a much
wider area of the Weald.

The study area for the identification of designated heritage assets will extend for 3 km from the
Project site boundary. Examination will be made of the Zone of Theoretical Visibility (ZTV). This
may result in some of the designated heritage assets within the defined study area being
removed from the assessment as a result of a lack of potential for visual impacts, although other
possible impacts (such as noise) will also be considered within this process. It is possible that
designated heritage assets beyond the defined study area will need to be included within this
review. These may be assets which include designed views towards the airport, or possibly ones
which have a particular iconic status that may be affected by the Project. Such assets would be
identified through consultation with Historic England and the heritage advisors to the local
authorities.

For potential airborne noise impacts on tranquillity of heritage assets, the study area will be
determined based on the findings of the noise assessment and will take into account the study
area used for the assessment of effects on tranquillity within the landscape, townscape and visual
assessment.

Effects Proposed to be Assessed

The following potential effects will be considered within the EIA process:

Table 7.1.1: Potential Effects to be Considered — Historic Environment

Activity Potential Effects
Construction Phase (including Demolition): Buried Archaeology
Construction and Loss of, or damage to, heritage assets as a result of construction activity (eg
demolition activities = physical removal or disturbance of archaeological remains, where these are still
(generally) present).
Construction of Loss of, or damage to, heritage assets as a result of construction of upgraded

updated highways highway junctions (eg physical removal, disturbance, damage of potential

junctions

archaeological remains).
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Activity

Potential Effects

Use of construction
compounds and
creation of
mitigation areas
beyond existing
airport boundary

Loss of, or damage to, heritage assets as a result of instigation and use of
construction compounds and creation of environmental mitigation/enhancement
areas beyond the existing airport boundary.

This would include works associated with drainage, such as excavation for new
ponds or ground reduction for flood alleviation.

Works to prepare the proposed construction compounds may result in loss of or
damage to heritage assets. However, the site of the proposed main contractor
compound is already developed (predominantly for surface parking), whilst the site
of the proposed airfield satellite compound has been subject to previous
archaeological examination as part of the Gatwick North West Zone development.

Construction Phase (including Demolition): Built Heritage and Historic Areas

Construction and
demolition activities

Effects resulting from changes within the settings of designated and non-designated
heritage assets as a result of demolition and construction activity (including light
and noise), construction of upgraded highway junctions and use of construction
compounds. Effects resulting from demolition of un-designated buildings with
identified heritage values.

Construction Phase (including Demolition): Historic Landscape

Construction and
demolition activities

Use of airport,
including upgraded
highway junctions

Use of airport,
including upgraded
highway junctions

Effects on the wider historic landscape as a result of construction activity, including
construction of upgraded highway junctions, use of construction compounds and
creation of mitigation/enhancement areas.

Operational Phase: Built Heritage and Historic Areas

Effects resulting from changes within the settings of designated and non-designated
heritage assets as a result of operational activity (including light and noise).

This will include consideration of potential airborne noise impacts that may occur as
a result of increased flight numbers, changes in distribution of volumes of aircraft
along established flight paths.

Operational Phase: Historic Landscape

Effects on the wider historic landscape.

Approach to Assessment of Effects

7.1.30 The identification of heritage assets whose importance could be affected by the Project will
facilitate input into the design process. This could include input into landscape design and also
structure design, as well as informing the physical location of Project elements. This will be
undertaken alongside the assessment of impacts resulting from changes within the settings of
heritage assets and will be undertaken in liaison with the consultant team undertaking the
assessment of effects on landscape, townscape and visual resources (see Section 7.2). Aspects
where a joint approach is proposed include establishment and review of the ZTV and also the
locations and extent of viewpoints from which visualisations (eg photomontages, wirelines etc)
may be produced. Final selection of viewpoint locations for the historic environment assessment
will be agreed following consultation with Historic England and the heritage advisors to the local

authorities.

7.1.31 Any land considered to have potential for the presence of buried archaeological remains and
which will be impacted by the Project will require archaeological investigation to an appropriate
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level in order to fully inform the assessment presented within the ES. Such land includes
‘greenfield’ land, such as the proposed Pentagon Field car park at the eastern edge of the Project
site and the land at the western edge of the Project site that may be required for the relocation of
Pond A. The land required for the construction compound associated with the North Terminal
and South Terminal junction works is also likely to be included depending on the methodology
required for the establishment of this compound. Other potential areas that can be identified at
this stage include land required for environmental mitigation/enhancement (depending on the
nature of the proposed works) and also the site of the proposed wastewater treatment works (if
required). Further areas where archaeological investigation may be required will be identified
following consideration of the baseline data along with a review of the extent to which the area
has previously been disturbed and the works required for the Project.

The nature and extent of the programme of archaeological investigation will be agreed through a
consultation process with the heritage advisors to the local authorities. Currently, it is envisaged
that a staged approach combining geophysical survey and intrusive archaeological evaluation
(trial trenches, test pits etc) will be undertaken, but this will be confirmed through the consultation
process.

Each stage of archaeological investigation will be carried out in accordance with a Written
Scheme of Investigation (WSI) agreed in advance with the heritage advisors to the local
authorities. The WSiIs will describe the nature and extent of the proposed archaeological
investigation, along with the approach towards the appropriate reporting of results, treatment of
artefacts and deposition of the resultant archive.

The assessment of the likely effects on the historic environment will include the following:

= |dentification of heritage assets that could be affected by the Project along with a description
of the importance of those assets including the contribution made by their setting;

= Identification of the likely impacts of the Project on the importance of heritage assets within the
site and the defined study areas; and

= Assessment of significance of effects, taking into account measures proposed to avoid,
reduce or remedy adverse effects, or to enhance existing conditions.

The assessment would follow the approach set out in Chapter 6 with regard to identification of
receptor sensitivity, impact magnitude and evaluation of significance of effects. The criteria used
to describe the significance of heritage assets and receptor sensitivity will be defined separately
for buried archaeology, built heritage and historic landscape.

The evaluation of significance will be underpinned by a narrative approach, particularly with
regard to the impacts resulting from changes within the settings of heritage assets. This
approach is in line with guidance published by Historic England in Planning Note 3 (Historic
England, 2017). The assessment will include consideration of harm to, and loss of, the
significance of heritage assets, and will seek to identify any benefits to the significance of heritage
assets that may arise from the Project.

Approach to Mitigation, Enhancement and Monitoring

It is possible that the programme of archaeological investigation described above could lead to
the recognition of areas where further, more detailed, archaeological work is required ahead of
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construction. If this is the case, the extent of any such areas will be agreed with the heritage
advisors to the local authorities and these areas will be clearly identified within the ES.

Any further archaeological investigation required after the granting of the DCO will be carried out
in accordance with a WSI agreed in advance with the heritage advisors to the local authorities.
The WSI will describe the nature and extent of the proposed archaeological investigation, along
with the approach towards the appropriate reporting of results, treatment of artefacts and
deposition of the resultant archive. Consideration will be given to any situation where the Project
will lead to effects on the importance of heritage assets as a result of change within their settings.
It may be possible that mitigation could be proposed that would eliminate or reduce any adverse
effects. This mitigation could be in the form of physical barriers within or close to the Project site
boundary, or possibly adjustments to the heritage asset or within its immediate vicinity. Some
monitoring of the effects of change within the setting of heritage assets may be necessary.

Issues Proposed to be Scoped Out

No assessment is proposed to be undertaken with regard to the potential effects on the
importance of designated heritage assets located within the more urbanised areas of Horley and
Crawley. lItis very unlikely that the construction and/or operation of the Project would result in a
significant effect on such assets as a result of change within their settings. This is because their
settings are predominantly urban and this aspect will not change.

Any effects on buried archaeological remains would occur during the construction phase, as it is
during this phase that ground disturbance, including excavation and tracking of vehicles would
occur. This could lead to loss of or damage to archaeological resources. Such effects are
considered to be permanent and irreversible. No further groundworks are proposed during the
operational phase and no new areas would be affected by operational activities including vehicle
movements. Therefore, no further effects on buried archaeology would occur during operation of
the Project, and such effects have been scoped out of the assessment process.

Landscape, Townscape and Visual Resources

Relevant Policy, Legislation and Guidance
Legislative and Policy Context

The following key legislation and policy documents relevant to landscape, townscape and visual
effects will be considered within the assessment process:

= Airports National Policy Statement (Department for Transport, 2018a);

= National Policy Statement for National Networks (Department for Transport, 2014);

= NPPF (Ministry of Housing, Communities and Local Government, 2019a);

= Crawley 2030: Crawley Borough Local Plan 2030 (Crawley Borough Council, 2015) — Policies
CH2 Principles of Good Urban Design CH3 Normal Requirements for New Development, CH7
Structural Landscaping, CH8 Important Views, CH9 Development Outside the Built Up Area,
CH10 High Weald AONB and ENV1 Green Infrastructure;
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Emerging Crawley 2035: Draft Crawley Borough Local Plan 2020-2035 (Crawley Borough
Council, 2019) - Policies SD1, CD1, CD2, CD3, CD4a, CD4b, CD5, CD6, CD7, CD10, LC1,
LC2, LC3, LC4, LC5 and LCE6;

Reigate and Banstead Local Plan (Reigate and Banstead Borough Council, 2005) — Policies
Pc4 Tree Protection, Pc6 Urban Open Land HR37 Gatwick Area Open Setting;

Reigate and Banstead Local Plan: Core Strategy (Reigate and Banstead Borough Council,
2014) — Policies CS2 Valued Landscapes & the Natural Environment, CS3 Green Belt and
CS12 Infrastructure Delivery;

Emerging Reigate and Banstead Borough Development Management Plan 2018-2027
(Reigate and Banstead Borough Council, 2018) - Policies NHE1 Landscape Protection, NHE4
Green/ Blue infrastructure (emerging policy);

Mole Valley Core Strategy 2009 (Mole Valley District Council, 2009) — Policies CS13
Landscape Character, CS14 Townscape, Urban Design and the Historic Environment;

Mole Valley Local Plan 2000 (Mole Valley District Council, 2000) — Policy ENV4 Landscape
Character, ENV23 Respect for Setting, RUD27 Airport Related Development;

Horsham District Planning Framework (excluding South Downs National Park) 2015 (Horsham
District Council, 2015) - Policy 25 District Character & the Natural Environment, Policy 26
Countryside Protection, Policy 27 Settlement Coalescence, Policy 30 Protected Landscapes;
Tandridge District Core Strategy 2008 (Tandridge District Council, 2008) - Policy CSP21
Landscape & Countryside;

Tandridge Local Plan Part 2: Detailed Policies 2014-2029 (Tandridge District Council, 2014) —
Policy DP10 Green Belt;

Emerging Our Local Plan 2033 (Regulation 22 Submission) 2019 (Tandridge District Council,
2019) — Policy TLP03 Green Belt, TLP32 Landscape Character, TLP33 Surrey Hills & High
Weald AONB (emerging policy);

Mid Sussex District Plan 2014-2031(Mid Sussex District Council, 2018) — Policies DP18
Setting of the South Downs National Park, DP16 High Weald AONB;

Saved Policies from the Mid Sussex Local Plan 2004 (Mid Sussex District Council, 2004) -
Policies CO1 Green Belt, C2 Strategic Gaps, C3 Local Gaps, C4 AONB, B16 Areas of
Townscape Character;

High Weald Area of Outstanding Natural Beauty Management Plan 2019-2024 (High Weald
Joint Advisory Committee, 2019);

Surrey Hills Area of Outstanding Natural Beauty Management Plan 2014-2019 (Surrey Hills
Board, 2014);

Kent Downs Area of Outstanding Natural Beauty Management Plan 2014 — 2019 (Kent Downs
AONB Partnership, 2014); and

South Downs National Park Partnership Management Plan 2014 — 2019 (South Downs
National Park Authority, 2013).

Guidance Documents

The assessment will be undertaken with reference to published guidance including:

Guidelines for Landscape and Visual Impact Assessment, 3rd Edition (Landscape Institute
and the Institute of Environmental Management and Assessment, 2013);
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= Landscape Character Assessment: Guidance for England and Scotland (Countryside Agency
and Scottish Natural Heritage, 2002); and
= Airspace Design: CAP 1616 (Civil Aviation Authority, 2018).

Baseline Information
Data Collated to Date

The following forms a summary of the data collated and work undertaken to date and is illustrated
in Figures 7.2.1t0 7.2.17:

= Preliminary review of legislative and policy context;

= Review of landscape designations;

= Preliminary review of national, regional and local landscape character assessments including
landscape character areas and types;

= Preparation of existing ZTV and preliminary proposed ZTV; and

= Field surveys to capture daytime and night time winter photography.

An existing ZTV has been prepared based on heights of all the main buildings and infrastructure
within Gatwick Airport (Figure 7.2.1). This covers an area of approximately 43 km? within the
163 km? (5 km) radius of search. A preliminary proposed ZTV has also been prepared based on
the main new buildings and infrastructure only. Initial analysis shows that the proposed ZTV is
smaller than the existing ZTV, indicating that the tallest buildings and structures are existing and
would continue to form the most visually prominent elements of the airport.

Existing Baseline Conditions

A preliminary appraisal of the existing baseline situation at the Project site and within the
surrounding area has been undertaken. The Project site currently comprises the large-scale
buildings, extensive hardstanding, aircraft, associated facilities, transport infrastructure and
natural and green infrastructure of Gatwick Airport. Smaller areas of public open space and
farmland are located within the Project site boundary, beyond the existing airport boundary.

At a national scale, the National Character Area profile defines the Project site and the
surrounding rural landscape and urban townscape as lying within the Low Weald. At a county
level, land to the west, south and east of the Project site lies within the West Sussex Northern
Vales character area, whilst Gatwick Airport itself, due to its largely developed nature, lies outside
of this landscape characterisation, effectively forming a separate and distinct subdivision of the
local character. The surrounding area is divided between the large urban centres of Crawley to
the south and Horley to the north and the Open Weald character area of Surrey County to the
north west.

There are no designated landscapes within the Project site (Figure 7.2.14). The High Weald Area
of Outstanding Natural Beauty (AONB) lies approximately 3 km to the south east, separated from
the airport by the town of Crawley. The Surrey Hills AONB lies approximately 8 km to the west of
the airport at its closest point. The Kent Downs AONB lies approximately 15 km to the north east,
while the South Downs National Park lies approximately 22 km to the south of the Project site.
These landscapes are valued for their scenic beauty.

Environmental Impact Assessment Scoping Report Volume 1: Main Text:
September 2019 Page 67



YOUR LONDON AIRPORT

7.2.8

7.2.9

7.2.10

7.2.11

7.2.12

Gatevick.

Tall buildings and structures at Gatwick Airport are currently visible in views from the edges of
local settlements, transport corridors, public rights of way and open space. Overflying aircraft are
also visible from locations throughout the study area. Due to a combination of the relatively flat
landform and mature vegetation, the airport is relatively well contained in mid to long distance
views. The Landscape, Townscape and Visual Resources chapter of the PEIR/ES will include
consideration of potential airborne noise and visual impacts that may occur as a result of
increased flight numbers and changes in the volume of flights along defined flight paths. This
could impact on landscape character and visual receptors as a result of a reduction in the
perception of tranquillity. The study will include reference to the tranquillity mapping undertaken
by the CPRE (CPRE, 2007).

Receptors likely to have views of the Project site include:

=  Walkers, equestrians and cyclists using the public rights of way network within and around the
Project site;

= Users of public open space at the Riverside Garden Park;

= Occupiers of residential properties, for example at Horley, Lowfield Heath and Tinsley Green;

= Occupiers of vehicles travelling on the A23 Airport Way and London Road, M23, Balcombe
Road, Charlwood Road and Lowfield Heath Road;

= Passengers on trains on the London to Brighton mainline railway;

= Passengers, staff and visitors to Gatwick Airport using terminal buildings, car parks, hotels,
circulation space and transport corridors;

= Residents and walkers at local high points at Norwood Hill and Turners Hill; and

= Residents, walkers, equestrians and cyclists beneath flight paths within the High Weald
AONB, Surrey Hills AONB, Kent Downs AONB and South Downs National Park.

Proposed Scope of the Assessment

It is proposed that the findings of the assessment of effects on landscape, townscape and visual
resources would be set out as a topic chapter within the ES, supported by technical appendices
where appropriate. The PEIR will include a draft chapter, including as much of the information
set out below as is available at the time of writing.

Proposed Scope of Baseline Studies

The scope of work will include the following core activities:

= A review of relevant planning policy related to landscape/townscape and visual issues;

= A desktop study and web search of relevant background documents and maps, including
reviews of aerial photography, web searches, Local Planning Authority publications and
relevant landscape character assessments for the site and surroundings; and

= Field assessment and photographic survey of the character and fabric of the site and its
surroundings, and of the views available to and from the site. Field surveys allow a better
understanding of the landscape, to determine its character, condition, value and intrinsic
sensitivity and identify visual receptors and visual barriers.

The baseline assessment will include an appraisal of the landscape and townscape (landscape
within the built-up area) within the study area. The studies will identify the landscape/townscape
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resources and character, including individual features, key characteristics and the wider
landscape/townscape character.

Baseline information on the landscape/townscape will be gathered through a combination of desk
studies, consultation and field surveys. Documents used to inform the assessment may include
aerial photographs, Ordnance Survey maps and published landscape character assessments.

Relevant national, county and district landscape character assessments will be reviewed.
Particular attention will be paid to the key landscape characteristics of the relevant landscape
types / character areas and special qualities of the High Weald AONB, Surrey Hills AONB, Kent
Downs AONB and South Downs National Park. Valued landscape resources will be identified at
national and local levels.

Field surveys will be carried out to gain a better understanding of the landscape and townscape,
to determine its character, condition and identify visual receptors and visual barriers. The surveys
will establish the landscape and townscape resources that combine to give the landscape and
townscape a distinct sense of place.

An initial series of representative daytime and some night time winter views has been identified
and these are shown on Figure 7.2.1 with panoramic photography at Figures 7.2.2 to 7.2.13. The
representative viewpoints will be used to assess the potential visual impacts of the Project on the
different range of views towards the site. The selected viewpoints will include views from close
quarters through to distant views in which the Project site is part of a wider landscape. Further
viewpoints will be identified and added to the assessment process, as required in consultation
with local authorities and Natural England.

An existing ZTV has been prepared based on heights of key buildings and infrastructure at
Gatwick Airport to establish the baseline situation. A preliminary proposed ZTV has also been
prepared to inform identification of the study area and to define the extent of further studies.

Proposed Approach to Identifying Future Baseline Conditions

The landscape, townscape and visual assessment process will identify the existing ‘baseline’ and
projected ‘future baseline’ condition, value and character of the landscape/townscape and its
visual relationship with its surroundings, building on the initial appraisal of existing baseline
conditions. The future baseline within the identified assessment years (see Chapter 6) as a result
of committed or consented developments will be described.

A future baseline scenario may also include additional visual receptors of high sensitivity
associated with other proposed developments (eg residential developments) or changes in the
extent of nationally designated landscapes such as AONBs and National Parks. Significant
changes in landscape character as a result of climate change are considered unlikely.

Study Area

The existing and preliminary proposed ZTVs have informed the extent of the study area to ensure
that all landscape, townscape and visual receptors that may experience significant effects are
captured.
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A 5 km radius area of search from the Project site boundary has been identified, as the ZTV
indicates that the vast majority of land that may be potentially intervisible with development at
Gatwick Airport lies within this area. This has defined an appropriate study area to capture the
relevant landscape, townscape and visual receptors that are likely to be affected by the Project
and to ensure that all likely significant effects will be identified.

A separate study area will be established to coincide with overflying aircraft at height profiles up
to 7,000 feet to address effects on landscape tranquillity and visual receptors. This study area is
considered appropriate to capture receptors in the wider rural landscape, including the High
Weald AONB, Surrey Hills AONB Kent Downs AONB and South Downs National Park.

Effects Proposed to be Assessed

The assessment will consider two key areas:

= Landscape/townscape character: A review of the character of the site and its surroundings will
be undertaken with reference to published landscape assessment documents and field
survey, including summer and winter and day and night time situations; and

= Visual resources: Taking into account the findings of the site visits and field appraisal, a range
of viewpoint locations will be identified that are considered representative of views towards the
site from surrounding areas, including summer and winter and day and night time situations.

The following potential effects will be considered within the EIA process:

Table 7.2.1: Potential Effects to be Considered — Landscape, Townscape and Visual Resources

Activity Potential Effects

Construction Phase (including Demolition): Landscape/Townscape Characters

Construction and

demolition activities

Change in character (to landscape designations/ types/areas) as a result of
construction activity (including lighting).

(generally)

Construction of Change in character (to landscape designations/ types/areas, specifically
updated highways Riverside Garden Park) as a result of construction of upgraded highway junctions
junctions (including lighting).

Use of construction Change in character (to landscape designations/ types/areas) as a result of use of
compounds and construction compounds and creation of mitigation/enhancement areas (including
creation of mitigation = lighting) beyond the existing airport boundary. Specifically, effects of new Pond A

areas

Construction and
demolition activities

(Figure 5.2.1e) excavation/River Mole floodplain.
Construction Phase (including Demolition): Visual Effects

Effects on views as a result of demolition and construction activity (including
lighting), construction of upgraded highway junctions and use of construction
compounds.

Operational Phase: Landscape/Townscape Character

Change in character as a result of operational activity (including tranquillity). Likely
scope of assessment to focus on the following elements of the Project that have

Use of airport, some potential to result in significant effects on landscape/townscape or visual
including upgraded resources: Pier 7, CARE facility, hangars, noise mitigation, extension to North and
highway junctions South Terminals, new hotels, new office block, multi-storey and surface car parks,

surface access improvements, relocation of Pond A/River Mole floodplain, new
pumping stations, wastewater treatment works and lighting.
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Activity Potential Effects

Operational Phase: Visual Effects

Effects on views as a result of airport and operational activities and moving and
stationary aircraft (including effects on tranquillity). To include consideration of day
time and night time effects. Likely scope of assessment to focus on the following

Use of airport, elements of the Project that have some potential to result in significant effects on
including upgraded landscape/townscape or visual resources: Pier 7, CARE facility, area for engine
highway junctions ground runs, hangars, noise mitigation, extension to North and South Terminals,

7.2.25

7.2.26

7.2.27

7.2.28

7.2.29

7.2.30

7.2.31

new hotels, new office block, multi-storey and surface car parks, surface access
improvements, relocation of Pond A/Rover Mole floodplain, new pumping stations,
wastewater treatment works and lighting.

Approach to Assessment of Effects

The principal objectives of the assessment will be:

= To identify the existing landscape/townscape character and visual receptors with views of the
Project; and

= To assess the significance of the effects on landscape/townscape character and visual
resources, taking into account the measures proposed to mitigate any of the effects identified.

An assessment of landscape and visual effects against future baseline scenarios will be
incorporated to accommodate the combination of developments proposed in the absence of the
Project, together with the phased development of the Project. The assessment will take into
account the phasing of the Project through to the design year of 2038. Assessment years are
proposed to be in accordance with those defined in Chapter 6. For some of these assessment
scenarios, construction and operational activities will overlap and this will be taken into account in
the assessment.

Both daytime and night time effects will be considered, taking into account the proposed lighting
and light sources within the site. This will take into account the Lighting Strategy for the Project,
which will form part of the application for development consent.

The sensitivity of each landscape and visual receptor will be identified, together with the predicted
magnitude of impact on that receptor. Taking this into account, the significance of effect will be
described for each receptor during the construction and operational phases, and upon maturity of
landscape planting, where relevant (up to 15 years establishment).

The assessment would follow the approach set out in Chapter 6 with regard to identification of
receptor sensitivity, impact magnitude and evaluation of significance of effects. The terms used to
describe the receptor sensitivity and impact magnitude will be defined separately for
landscape/townscape character and visual resources.

The evaluation of significance will be underpinned by a narrative approach, based on professional
judgement.

Approach to Mitigation, Enhancement and Monitoring

The provision of suitably designed strategic green infrastructure will be considered to mitigate
effects on landscape and visual resources, complement and extend the existing green estate
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within Gatwick Airport and link with the surrounding rural landscape. Hard and soft landscape
proposals together with a vegetation retention strategy will seek to integrate the Project with
existing and proposed buildings and infrastructure to improve the character and quality of Gatwick
Airport and mitigate any effects on landscape and visual resources within the study area.
Opportunities for advanced planting in the early stages of construction will be sought, where
practicable. The vegetation retention strategy and soft landscape mitigation will be designed in
consultation with the ecological consultant and the aerodrome safeguarding team to ensure a co-
ordinated approach to biodiversity for the Project and which does not compromise aerodrome
safety standards.

Issues Proposed to be Scoped Out

All landscapes and townscapes located outside of the ZTV and all visual receptors within those
locations are proposed to be scoped out of the assessment as the Project would not be visible
from these locations and no change to views or character would occur.

A preliminary proposed ZTV has been prepared. The ZTV indicates that the vast majority of land
that may be potentially intervisible with development at Gatwick Airport lies within 5 km of the
Project site boundary. Based on the ZTV, all landscapes, townscapes and visual receptors
located outside of a 5 km radius of the Project site boundary are proposed to be scoped out of the
assessment (except for the assessment of tranquillity — see below) as significant effects are
considered highly unlikely due to the limited potential intervisibility or visual influence and the
effects of distance. This is illustrated on Figure 7.2.1.

A separate, wider study area coinciding with overflying aircraft at height profiles up to 7,000 feet
has been identified to assess effects on landscape tranquillity and visual receptors as a result of
overflying aircraft. This study area has been defined using guidance within the CAA’s CAP1616
for how tranquillity effects should be assessed. It captures overflying aircraft following established
Noise Preferential Routes (NPRs) and arrival flight paths, where significant effects on tranquillity
due to an intensification of existing noise or visual impacts may occur. Receptors within the
landscape outside of these NPRs and routes have been scoped out of the assessment as there
are no proposed changes to routing and therefore these areas would not be overflown (and no
effect on tranquillity is likely). No impacts are anticipated beyond this wider study area and
effects on designated landscapes outside these areas are proposed to be scoped out of the
assessment.

The West Sussex coastline is approximately 35 km from Gatwick Airport and lies outside the
proposed study areas. Therefore, there would be no change or impact on receptors within this
area. Seascape character effects are proposed to be scoped out of the assessment.
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7.3 Ecology and Nature Conservation

Relevant Policy, Legislation and Guidance

Legislative and Policy Context

7.3.1 The following key legislation and policy documents relevant to ecology and nature conservation
will be considered within the assessment process:

Directive 92/43/EEC (the Habitats Directive);

Directive 2009/147/EC (the Birds Directive);

The Conservation of Habitats and Species Regulations 2017;

Wildlife and Countryside Act 1981 (as amended);

Countryside and Rights of Way Act 2000;

The Natural Environment and Rural Communities Act 2006 (as amended);

The Wild Mammals (Protection) Act 1996;

Protection of Badgers Act 1992;

Airports NPS (Department for Transport, 2018a);

NPS for National Networks (Department for Transport, 2014);

NPPF (Ministry of Housing, Communities and Local Government, 2019a); and

Crawley 2030: Crawley Borough Local Plan 2030 (Crawley Borough Council, 2015) — Policies
CH6 Tree Planting & Replacement Standards, CH7 Structural Landscaping, ENV2
Biodiversity, ENV10 Pollution Management & Land Contamination;

Emerging Crawley 2035: Draft Crawley Borough Local Plan 2020-2035 (Crawley Borough
Council, 2019) - Policies SD1. GI1, GI2, GI3 and Gl4;

Reigate and Banstead Local Plan 2005 (Reigate and Banstead Borough Council, 2005) —
Policy Pc2G Local Nature Conservation Interest;

Reigate and Banstead Local Plan: Core Strategy 2014 (Reigate and Banstead Borough
Council, 2014) - Policy CS2 Valued Landscapes & the Natural Environment;

Emerging Reigate and Banstead Borough Development Management Plan 2018-2027
(Reigate and Banstead Borough Council, 2018) — Policies NHE2 Protecting and Enhancing
Biodiversity and areas of Geological Importance, NHE3 Protecting Trees, Woodland and
Natural Habitats, NHE4 Green/ Blue Infrastructure (emerging policy);

Mole Valley Core Strategy 2009 (Mole Valley District Council, 2009) — Policy CS15
Biodiversity & Geological Conservation;

Mole Valley Local Plan 2000 (Mole Valley District Council, 2000) - Policy ENV9-15 Nature
Conservation;

Horsham District Planning Framework (excluding South Downs National Park) 2015 (Horsham
District Council, 2015) - Policy 32 Green Infrastructure & Biodiversity;

Tandridge District Core Strategy 2008 (Tandridge District Council, 2008) - Policy CSP17
Biodiversity;

Tandridge Local Plan Part 2: Detailed Policies 2014-2029 (Tandridge District Council, 2014) —
Policy DP19 Biodiversity, Geological Conservation & Green Infrastructure;

Emerging Our Local Plan 2033 (Regulation 22 Submission) 2019 (Tandridge District Council,
2019) — Policies TLP35 Biodiversity, Ecology & Habitats, TLP36 Ashdown Forest SPA
(emerging policy);
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= Mid Sussex District Plan 2014-2031 (Mid Sussex District Council, 2018) — Policies DP17
Ashdown Forest SPA and SAC, DP37 Trees, Woodland & Hedgerows DP38 Biodiversity; and

= Saved Policies from the Mid Sussex Local Plan 2004 (Mid Sussex District Council, 2004) -
Policy C6 Ancient Woodland & Hedgerows, C5 SSSis, SINCs, Local Nature Reserves, C6
Trees & Woodland.

Guidance Documents

The assessment of ecological effects for the ES chapter will be undertaken in accordance with
the ecological impact assessment guidelines published by the Chartered Institute of Ecology and
Environmental Management (CIEEM, 2018). The effect of the Project on European designated
sites will be assessed following the method set out in the Planning Inspectorate Advice Note Ten:
Habitats Regulations Assessment Relevant to Nationally Significant Infrastructure Projects
(Planning Inspectorate, 2017c¢). This will be presented either as a No Significant Effects Report or
(if Appropriate Assessment is required following screening) or as a Habitats Regulations
Assessment Report (in accordance with the Conservation of Habitats and Species Regulations
2017, which transpose the requirements in the Habitats Directive (92/43/EEC) and the European
Birds Directive (2009/147/EC) into UK law).

Surveys will be undertaken in accordance with best practice guidance relevant to each survey
type.
Baseline Information

Data Collated to Date

This section forms a summary of the data collated to date, relevant information is presented on
Figures 7.3.1 and 7.3.2.

Data with respect to statutory designated sites have been collected from the MAGIC website
(www.magic.defra.gov.uk). This provides the current boundaries for such sites. The locations of,
and boundaries for, Ancient Woodland have also been obtained from the MAGIC website.

Parts of the Project site and surrounding area have been subject to various ecology studies
during the recent past, the results of which have been collated.

In addition, a rolling programme of ecological studies has been undertaken by Gatwick Airport’s
Biodiversity Officer between 2012 and 2018 within two ‘biodiversity areas’ as part of Gatwick’s
commitment to their Biodiversity Action Plan (BAP). This has included a rolling programme of
surveys (both formal and informal) covering the full suite of ecological interest. These data have
been made available to help inform survey design and to provide background data for the Project.

Based on a review of the available desk study information and previous survey results, surveys
have commenced, including:

= Phase 1 habitat survey;

= Great crested newts;

= Terrestrial and aquatic invertebrates;
= Foraging/commuting bats;

= Roosting bats;
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= Reptiles;

= Breeding birds.

= Aguatic mammals;
= Dormice; and

= Botanical interest.

Existing Baseline Conditions

7.3.9 No part of the Project site has been designated for its nature conservation value at a statutory
level and no part of the site directly borders such a designated site. The following European
designated sites are located within 20 km of the Project site (Figure 7.3.1):

= Ashdown Forest Special Area of Conservation (SAC) and Special Protection Area (SPA); and
= Mole Gap to Reigate Escarpment SAC.

7.3.10 In addition, following consultation with Natural England, the following European sites designated
for their bat populations beyond 20 km from the Project site boundary have been identified for
consideration:

= Ebernoe Common SAC; and
= The Mens SAC.

7.3.11 The following UK statutory designated sites are within 5 km of the Project site (Figure 7.3.2):

= House Copse Site of Special Scientific Interest (SSSI);
=  Glover's Wood SSSI;

= Buchan Hill Ponds SSSI;

= Hedgecourt SSSI,;

= Edolph’s Copse Local Nature Reserve (LNR);

= Grattons Park LNR;

= Tilgate Forest LNR; and

= Target Hill Park LNR.

7.3.12 An additional site known as Willoughby Fields is located within 5 km of the Project site and is
listed on the Crawley Borough Council website as an LNR but does not appear on national
databases. The designation status of Willoughby Fields will be clarified through consultation and
included in the PEIR/ES.

7.3.13 Data with respect to locally designated sites within 5 km of the Project site has been requested
from both the Sussex and Surrey Biological Records Centres and will be included within the
PEIR/ES.

7.3.14 Additionally, following industry best practice, records of protected or otherwise notable species
have also been requested from the records centres and will be included within the PEIR/ES.

7.3.15 Much of the land within the Project site comprises the operational airport and associated
hardstanding/buildings, which is generally of little ecological value. Habitats of ecological interest
are generally located towards the Project site boundary, away from the operational area of the
airport. Such habitats include grasslands of varying quality (from more species-rich to
agriculturally-improved pasture), blocks of woodland (including several parcels of Ancient
Woodland — Brockley Wood, Horleyland Wood and Lower Picketts Wood) and water features
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(both highly-engineered surface water management basins and more natural ponds, some of
which have been dug/planted to be of ecological benefit, including the River Mole diversion
corridor to the north east of the airport).

Agricultural fields occur within the Project site boundary (but outside of the existing airport), which
are bounded by hedgerows of varying quality.

Three main watercourses flow through the Project site:

= The River Mole runs from the south and is culverted under both the main runway and existing
northern runway. Upon exiting the culvert, it forms the western and northern boundary of the
airport before heading north away from the airport at Hookwood.

= The Gatwick Stream runs along the eastern airport boundary between the eastern end of the
airside operational area and the London to Brighton mainline railway. It is culverted under the
South Terminal before running north through Riverside Garden Park and joining the River
Mole in Hookwood.

= Crawter’s Brook enters the airport to the east of the industrial area of Lowfield Heath and is
canalised along the southern edge of the airside operational area. It joins the River Mole
shortly before the culvert under both existing runways.

Surveys to date (both historic and ongoing) have identified populations of the following fauna of
conservation interest:

= Great crested newt breeding in ponds in woodland adjacent to Horleyland Wood and to the
north of the River Mole near to the Bear & Bunny Nursery;

= Bat assemblage including Bechstein’s bat Myotis bechsteinii roosting in Brockley Woods;

= Terrestrial invertebrate assemblage;

= Dormice Muscardinus avellanarius in the Ancient Woodland;

= Range of breeding birds of varying status;

= Small badger setts to the north and south of the runways; and

= Grass snake Natrix in grasslands along the River Mole corridor.

Additionally, a range of invasive plant species have been recorded around the site, including
Himalyan balsam Impatiens glandulifera along the River Mole Corridor.

Proposed Scope of the Assessment

It is proposed that the findings of the assessment of effects on ecology and nature conservation
would be set out as a topic chapter within the ES, supported by technical appendices where
appropriate. The PEIR will include a draft chapter, including as much of the information set out
below as is available at the time of writing.

Proposed Scope of Baseline Studies

The desk study results, including details of protected species records, designated sites and the
results of the Phase 1 habitat survey will be presented within a Preliminary Ecological Appraisal
(PEA), which will form an appendix to the PEIR/ES.

As set out above, a number of surveys are currently being undertaken on site, including:

= Great crested newts;
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= Terrestrial invertebrates;

= Aguatic invertebrates;

= Bat activity (foraging/commuting) via static monitoring and manual transects;
= Bat roosting;

= Reptiles;

= Breeding birds;

= Aquatic mammals (otter & water vole);

= Dormice; and

= Botanical interest (where appropriate).

Additionally, in order to ensure that the assessment takes full account of the potential presence of
Bechstein’s bat, which is impossible to distinguish from other Myotis species using bat detection
techniques, the bat surveys will include trapping and subsequent radio tracking to identify roosts
and foraging/commuting routes around the Project site. Further, collision risk surveys, using
thermal imaging techniques, will be undertaken to identify the potential for increased bat strike
risk as a result of increasing air traffic movements.

Data relating to these species/groups will be gathered throughout the survey season in 2019 and,
if necessary, spring 2020. Depending on the outcome of consultation and the extent of works
proposed to watercourses, surveys for fish will also be undertaken if required. Circumstances that
may necessitate fish survey work would include substantial alterations to watercourses, such as
changes to flow and/or alignment.

Proposed Approach to Identifying Future Baseline Conditions

Future ecological baseline conditions for each of the assessment scenarios will also be
described, taking into account projected trends in Important Ecological Features (IEFs) such as
species populations dynamics and changes to flow rates of watercourses. In addition, predicted
consequences arising from climate change and changes occurring as a result of other proposed
developments (that will occur in the absence of the Project) will be considered.

Study Area

The initial search area for European designated sites (including SACs, SPAs and Ramsar sites)
was 20 km from the Project site boundary to allow for effects arising from vehicle emissions. This
buffer may be extended for SACs designated for bats, should such species be identified as
present on the Project site.

An initial buffer of 5 km for other sites (SSSIs, National Nature Reserves (NNRs), LNRs and
locally-designated sites) has been used for the data search to allow for effects arising from works
at the Project site and effects arising from changes to surface access arrangements. An initial

5 km buffer is considered appropriate since this recognises that effects due to surface access
arrangements may occur at some distance from the Project site. However, with the exception of
effects from traffic (see below), significant effects are not considered likely to occur beyond this
distance.

However, as the traffic modelling is undertaken, the search area for internationally, nationally and
locally designated sites will be refined to ensure that any designated site within 200 metres of

Environmental Impact Assessment Scoping Report Volume 1: Main Text:
September 2019 Page 77



YOUR LONDON AIRPORT

7.3.29

7.3.30

7.3.31

7.3.32

7.3.33

Gatevick.

significant surface access routes where significant increases in traffic flow (according to the
Institute of Environmental Assessment (IEA) thresholds — see Section 7.6) are predicted or where
the airport operations model suggests that effects may occur will be included within the study
area (even where these sites lie outside the initial 20 km and 5 km search areas).

Records of protected or otherwise notable species have been requested from the local records
centres within a 2 km radius of the Project site boundary, except for bats where a larger 10 km
radius has been used in accordance with guidance from the Bat Conservation Trust (2016).

The survey area for the majority of surveys will be within the Project site boundary. However, it is
recognised that effects on ecological receptors can occur beyond such limits, especially for
mobile species such as bats. Therefore, the survey area will include, as necessary, areas of
woodland in the surrounding landscape if they are considered to support bat roosts or if their
inclusion would help to elucidate the use of the surrounding landscape by bats. The survey area
will also include up to 500 metres both up and down stream of the major watercourses that flow
through the Project site to identify any potential sign of otter/water vole. A similar survey area
would be used for fish, should such surveys be required.

Effects Proposed to be Assessed

Based upon the information collated to date, although none occur on or immediately adjacent to
the Project site, the following statutory designated sites are likely to be IEFs requiring detailed
assessment:

= Ashdown Forest SAC and SPA;
= Ebernoe Common SAC;

= Mole Gap to Reigate Escarpment SAC;
= The Mens SAC;

= House Copse SSSI;

= Glover's Wood SSSI;

= Buchan Hill Ponds SSSI;

= Hedgecourt SSSI,

= Edolph’s Copse LNR;

= Grattons Park LNR;

= Tilgate Forest LNR; and

= Target Hill Park LNR.

In addition, locally designated sites such as Willoughby Fields, will be included where an impact
pathway can be identified.

Habitats that will be assessed as IEFs include:

= Ancient Woodland (both on site and in the surrounding landscape);
= Other areas of mature broadleaved woodland;

= Species-rich grasslands;

= River Mole;

= Gatwick Stream;

= Crawter’s Brook;

= Various ponds; and
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= Hedgerows and associated field boundaries.
7.3.34 Fauna that will be assessed as IEFs include:

= Great crested newt;

= Bechstein’s bat;

= Wider bat assemblage;

= Terrestrial invertebrate assemblage;
= Aguatic invertebrate assemblage;

= Dormice;

= Grass shake; and

= Breeding bird assemblage.

7.3.35 In the event that surveys identify other features of ecological value, these will be considered for
inclusion within the assessment.

Table 7.3.1: Potential Effects to be Considered — Ecology and Nature Conservation

Activity Potential Effects

Construction Phase (including Demolition): Ecology and Nature Conservation

Effects on designated sites and habitats (set out above) as a result of
construction activity including habitat severance and loss of ecological
connectivity, habitat disturbance (eg light, noise pollution/ introduction of toxic
pollutants), changes to water quality and changes in air quality (emissions from
traffic and dust). Effects on species valued as important features of designated

sites.
Construction and Effects on habitats (set out above) as a result of construction activity (eg habitat
demolition activities loss, habitat severance and loss of ecological connectivity, habitat disturbance

(eg dust, light, noise pollution/ introduction of toxic pollutants), through changes
to air and water quality.

Effects on species as a result of construction activity within airport boundary (eg
direct killing or injuring of fauna, disturbance and displacement of species
(particularly to those sensitive to noise and light disturbance), introduction or
spread of invasive species, changes to water quality).

Effects on habitats as a result of construction of upgraded highway junctions (eg
habitat loss, habitat severance and loss of ecological connectivity, habitat

Construction of disturbance (eg dust, light, noise pollution/introduction of toxic pollutants),
updated highways changes to air and water quality).
junctions Effects on species as a result of construction of upgraded highway junctions (eg

direct killing/injury through activity/pollution, disturbance by increased noise/light,
loss of foraging/commuting habitat).

Effects on habitats as a result of use of construction compounds and creation of
mitigation areas beyond the airport boundary (eg habitat loss, habitat severance
and loss of ecological connectivity, habitat disturbance (eg dust, light, noise

Use of construction pollution/ introduction of toxic pollutants), introduction or spread of invasive
compounds and species (in particular along the water courses within the airport and surrounding
creation of mitigation land), changes to air/water quality).

areas

Effects on species as a result of use of construction compounds and creation of
mitigation areas beyond the airport boundary (eg direct killing or injuring of
fauna, disturbance and displacement of species (particularly to those sensitive to
noise and light disturbance), introduction or spread of invasive species)
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Activity Potential Effects

Use of airport,
including upgraded
highway junctions

7.3.36

7.3.37

7.3.38

7.3.39

7.3.40

7.3.41

Operational Phase: Ecology and Nature Conservation

Effects on designated sites (set out above) as a result of changes to air quality
both from airport operations and traffic emissions.

Effects on habitats as a result of operational activity, including light and noise, as
well as from changes to air quality both from airport operations and traffic
emissions (air traffic movements and surface access) (eg habitat loss, habitat
severance and loss of ecological connectivity, habitat disturbance (eg dust, light,
noise pollution/introduction of toxic pollutants)).

Effects on species as a result of operational activity (including light and noise)
(eg direct killing or injuring of fauna (including bird/bat strike from increased air
traffic movements and road traffic collisions), disturbance and displacement of
species (particularly to those sensitive to noise and light disturbance),
introduction or spread of invasive species).

Approach to Assessment of Effects

The ecological assessment will include an evaluation of the IEFs present on the site and
surrounding area, which may include protected sites, protected species, priority habitats and
priority species. The evaluation will identify features on a geographical scale, based on that
provided in the CIEEM guidance, as follows: International > National > County > District > Local >
Site > Negligible.

In accordance with the CIEEM guidance, the purpose of the ecological assessment is to focus on
those features that are most likely to be affected and are either protected or are of sufficient value
to merit consideration in the EIA process, rather than consider effects upon every feature that
may be present, many of which will be common, widespread and robust. Accordingly, those
features that are likely to be affected and which are statutorily protected, or are deemed to be of
at least local nature conservation value, or are agreed to be worthy of consideration in
consultation with consultees, will be taken forward for detailed assessment.

The likely impacts of the Project will be identified, including likely positive and negative impacts
on the IEFs present. Such impacts may include direct habitat loss, changes in habitat quality or
disturbance, for example through changes in lighting or noise.

The likely magnitude of the impacts will be assessed during the construction and operational
stages. Both the magnitude of the predicted impact and the value of the feature will be taken into
consideration in determining the significance of the effect.

The assessment will follow the approach set out in Chapter 6 with regard to identification of
receptor sensitivity (value), impact magnitude and evaluation of significance of effects. The terms
used to describe the receptor sensitivity take into account their geographical scale, based on that
provided in the CIEEM guidance.

The evaluation of significance will be underpinned by a narrative approach, based on professional
judgement.
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Approach to Mitigation, Monitoring and Enhancement

Mitigation will be determined based on the outcome of the assessment of effects. The EIA
process is iterative and, therefore, opportunities will be sought to avoid impacts arising and to
incorporate measures to avoid or reduce impacts into the design of the Project.

At this stage, mitigation is likely to include (but not be limited to):

= Avoidance of designated sites, areas of recognised habitat value or areas supporting
protected species, where practicable;

= Replacement habitat for that lost where such habitat is either of conservation significance in its
own right or supports a protected or otherwise notable species. For example, any loss of
scrubl/tree lines around the fire training area could be mitigated through new planting in
appropriate locations. The management of such habitats will be described within a suitable
management plan; and

= Protection of habitats during construction activities from pollution/disturbance etc through
adoption of the CoCP.

Further mitigation, such as the provision of new commuting routes for bats or new foraging
habitat for birds, may also be incorporated, based on the findings of the assessment as required,
noting that any new habitat provided may be influenced by wildlife hazard safeguarding
considerations.

Monitoring of the success of mitigation measures will be undertaken through the continuation of
the surveys completed by the Gatwick Biodiversity Officer. Such monitoring will be described
within the PEIR/ES chapter and implemented through an appropriate management plan, secured
by appropriate requirement within the DCO. Given the volume of historic data relating to the site,
this will help demonstrate the efficacy of mitigation over time.

Issues Proposed to be Scoped Out

Based on the desk study and the site surveys, the following are proposed to be scoped out of the
EIA process:

= Direct habitat loss effects within the boundary of designated sites (no habitat loss would occur
within any of the identified designated sites, at European, national or local level). Therefore,
no impact pathway would exist; and

= Effects of dust on, or changes in water quality at, European designated sites. The closest
European site is Ashdown Forest SAC/SPA, located approximately 12 km to the south east of
the Project site and no European designated sites are hydrologically linked to the project site.
Therefore, no impact pathway would exist.

Geology and Ground Conditions
Relevant Policy, Legislation and Guidance
Legislative and Policy Context

The following key legislation and policy documents relevant to geology and ground conditions will
be considered within the assessment process:
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= Water Framework Directive 2000;

= The Groundwater Directive 2006;

= Environmental Liability Directive 2004;

= The Water Environment (Water Framework Directive) (England and Wales) Regulations 2017;

= Groundwater (England and Wales) Regulations 2009;

= The Water Supply (Water Quality) Regulations 2016;

= The Private Water Supplies (England) Regulations 2016, as amended;

= The Water Resources Act 1991 (as amended);

= The Water Act 2014;

= The Environment Act 1995;

= Environmental Protection Act (EPA) 1990 (as amended);

= Contaminated Land (England) Regulations 2006 (as amended);

= Environmental Permitting (England and Wales) Regulations 2016 (as amended);

= Wildlife and Countryside Act 1981 (as amended);

= Airports NPS (Department for Transport, 2018a);

= NPS for National Networks (Department for Transport, 2014);

= NPPF (Ministry of Housing, Communities and Local Government, 2019a);

= NPPG (Ministry for Housing, Communities and Local Government, 2019b);

= Crawley 2030: Crawley Borough Local Plan 2030 (Crawley Borough Council, 2015) — Policy
ENV10 Pollution Management and Land Contamination;

= Emerging Crawley 2035: Draft Crawley Borough Local Plan 2020-2035 (Crawley Borough
Council, 2019) - Policy EPS3;

= Horsham District Planning Framework (excluding SDNP) 2015 (Horsham District Council) -
Policy 24 Environmental Protection;

= Reigate and Banstead Local Plan 2005 (Reigate and Banstead Borough Council, 2005) -
Policy Pc2F Regionally Important Geological Sites;

= Reigate and Banstead Local Plan: Core Strategy 2014 (Reigate and Banstead Borough
Council, 2014) - Policy CS10 Sustainable Development;

= Emerging Reigate and Banstead Borough Development Management Plan 2018-2027
(Reigate and Banstead Borough Council, 2018) - Policies NHE2 Protecting Area of
Biodiversity & Geological Importance DES8 Construction Management, DES9 Pollution &
Contaminated Land;

= Mole Valley Core Strategy 2009 (Mole Valley District Council, 2009) - Policy CS15 Biodiversity
& Geological Conservation;

= Mole Valley Local Plan 2000 (Mole Valley District Council, 2000) — Policy ENV16 Regionally
Important Geological / Geomorphological Sites;

= Tandridge District Core Strategy 2008 (Tandridge District Council, 2008) — Policy CSP15
Environmental Quality;

= Tandridge Local Plan Part 2: Detailed Policies 2014-2029 (Tandridge District Council, 2014) —
Policies DP19 Biodiversity, Geological Conservation & Green Infrastructure, DP21
Sustainable Water Management, DP22 Minimising Contamination, Hazards & Pollution; and

= Emerging Our Local Plan 2033 (Regulation 22 Submission) 2019 (Tandridge District Council,
2019) — Policy TLP46 Pollution & Air Quality (emerging policy).
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Guidance Documents

The following guidance documents will be used to inform the assessment:

= Model Procedures for the Management of Contaminated Land (CLR 11) (Environment
Agency, 2004);

= Land Contamination: Risk Management (Environment Agency, 2019c);

= British Standard BS 10175 Investigation of Potentially Contaminated Sites (BSI, 2011a and
amended 2017);

= Construction Industry Research and Information Association (CIRIA) Document C665:
Assessing Risks Posed by Hazardous Ground Gases to Buildings (CIRIA, 2007a);

= British Standard requirements for the '‘Code of practice for the design of protective measures
for methane and carbon dioxide ground gases for new buildings' (BS8485:2015+A1:2019)
(BSI, 2015);

= Defra Environmental Protection Act 1990: Part 2A Contaminated Land Statutory Guidance
(Defra, 2012); and

= CIRIA Document C681 — Unexploded Ordnance (UXO): A guide for the construction industry
(CIRIA, 2009).

Baseline Information
Data Collated to Date

This section presents a summary of the baseline information collated to date. The relevant
information is presented in Figures 7.4.1 to 7.4.4.

Information collected to date includes the following:

= Natural England: Location of any geological Sites of Special Scientific Interest (SSSIs) within
the vicinity of the Project site;

= Sussex Geodiversity Partnership: Location of any Local Geological Sites (LGSSs) in the vicinity
of the Project;

= Groundsure Geolnsight Report (via information provided by the British Geological Survey
(BGS) and Environment Agency): Geological and hydrogeological conditions beneath the
Project site; and

= Groundsure Envirolnsight Report (via information provided by the Environment Agency, local
planning authorities and BGS): Known licensed and historical landfills in the vicinity of the
Project site.

A large number of ground investigations/environmental assessments have previously been
undertaken for specific areas of Gatwick Airport (eg existing aircraft hangars, the fire training
ground, multi-storey car parks and piers). An initial review of the information collected as part of
these ground investigations/environmental assessments has been undertaken to assess whether
any of these areas relate to components of the Project.

Existing Baseline Conditions

From an initial review of information included in previous reports, a brief history of the Project site
is provided as follows:
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From 1879, the site comprised numerous fields bound by trees and hedgerows. An unnamed
road bisected the site, running in a north-south direction.

By approximately 1896, Gatwick Race Course had been constructed in the north east of the
site.

By approximately 1913, the race course was labelled as Gatwick Race Course Golf Course
and residential dwellings were present along the unnamed road.

Gatwick was first developed as an aerodrome in the 1930s. The Air Ministry approved
commercial flights from the site in 1933. Major development work at the airport took place
during the 1950s.

From the late 1960s onwards, industrial and commercial land uses were indicated to be
present around the airport area.

7.4.7 Based on BGS mapping (1:50,000-scale) and the Environment Agency Groundwater Vulnerability
mapping (1:100,000-scale), the stratigraphic sequence and aquifer classifications beneath the
site are indicated to be as follows:

Table 7.4.1: Descriptions of Geological Strata

Strata Description & Aquifer
Approximate Thickness Classification
This stratum is indicated to comprise clay, silt, sand and
gravel. Indicated to be present across parts of the west and
Alluvium north of the site (likely associated with the River Mole) and Secondary A Aquifer

Head Deposits

also in the east (likely associated with Gatwick Stream).
Likely to be up to several metres in thickness, where present.

This stratum is indicated to comprise clay, silt, sand and

gravel. Only indicated to be present in a small area in the Secpndary_
) ) 2 . Undifferentiated
centre of the site. Likely to be of very limited thickness, where Aquifer
present. q
This stratum is indicated to comprise sand and gravel and is
River Terrace indicated to be present across parts of the west, centre and .
Secondary A Aquifer

Deposits (Mole) east of the site. Likely to be up to several metres in

Weald Clay
Formation

thickness, where present.

This stratum is indicated to comprise mudstone with seams
of clay-ironstone in the southeast and far east of the site. It is
indicated to be absent in the far south of the site. Likely to be
of significant thickness beneath the site.

Unproductive Stratum

Upper Tunbridge  This stratum is indicated to comprise sandstone and

Wells Sand mudstone and is only indicated to be present in the far south ~ Secondary A Aquifer
Formation of the site. Likely to be of significant thickness.
7.4.8 Figure 7.4.1 indicates the spatial extent of superficial deposits across the Project site. Figure

7.4.2 indicates bedrock geology beneath the site. The aquifer classifications are shown on Figure
7.4.3 (relating to superficial deposits) and Figure 7.4.4 (for the bedrock geology).

7.4.9 Further details in relation to groundwater resources are set out in Section 7.5 of this report.

7.4.10 Following an initial review of existing ground investigations/environmental assessments, made
ground is also known to be present beneath the Project site.
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7.4.11 Information obtained from Natural England indicates that there are no geological SSSls within
1 km of the Project site. Information provided by the Sussex Geodiversity Partnership indicates
that there are also no LGSs located within 1 km of the site.

7.4.12 Data provided by the Environment Agency, local planning authority and BGS indicate that there is
one recorded licensed or known historical landfill site located within 250 metres of the Project
site. This is named Gatwick Brickworks and located approximately 175 metres to the west of the
Project site. The site operated between 1983 and 1984 and accepted inert waste.

7.4.13 From an initial review of the existing ground investigation/environmental assessments, it is
understood that a degree of potential contamination is present beneath parts of the Project site.

7.4.14 One of the existing environmental reports comprises an unexploded ordnance (UXO) risk
assessment undertaken prior to the construction of the Boeing Hanger, located in the west of
Gatwick Airport. The assessment identified a low risk from UXO across the area of the proposed
hanger. However, reference was made to items of ordnance having been previously encountered
during works at Gatwick Airport, in and around the historic boundary of RAF Gatwick (central
southern areas of the current airport).

7.4.15 A review of the West Sussex Joint Mineral Local Plan (West Sussex County Council and South
Downs National Park Authority, 2018) has been undertaken. Information provided as part of the
document indicates that the Project is located within a Brick Clay Resource Mineral Safeguarding
Area, relating to the Weald Clay Formation.

Proposed Scope of the Assessment

7.4.16 It is proposed that the findings of the assessment of effects on geology and ground conditions
would be set out as a topic chapter within the ES, supported by technical appendices where
appropriate. The PEIR will include a draft chapter, including as much of the information set out
below as is available at the time of writing.

Scope of Baseline Studies

7.4.17 A desk based Phase 1 Preliminary Risk Assessment will be undertaken to inform the geology and
ground conditions chapter and will be included as a technical appendix. This will include an
assessment of potential sources of contamination at the site, associated with any historical and
current land uses both on site and in the surrounding area. A preliminary conceptual site model
will be produced, indicating how any contamination may impact the identified receptors via
pollutant linkages.

7.4.18 As part of the Phase 1 Preliminary Risk Assessment, a full review of the existing ground
investigation data pertaining to the Project site will be undertaken. This information, together with
the findings of the preliminary conceptual site model, will be used to determine the requirement
for any additional intrusive investigation at the site. The scope of any recommended intrusive
investigation will be discussed and agreed in advance with the Environment Agency and Crawley
Borough Council.

7.4.19 The assessment will include an evaluation of ground conditions and the nature of any
contamination present. A generic quantitative risk assessment will be carried out in accordance
with current guidance and best practice. Chemical analytical data will be compared to published
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assessment criteria and exceedances will be identified. The conceptual site model will be
developed to identify potentially active source-pathway-receptor pollutant linkages. If the
conceptual site model identifies a potential for significant harm to sensitive receptors through
active pollutant linkages, further investigation or more detailed risk assessment may be
recommended. If residual risk remains, then remediation or mitigation measures may be
recommended.

Given that the Project is located within a Mineral Safeguarding Area, a minerals resource
assessment will be undertaken. The assessment will include a variety of data sources (including
BGS mapping and findings from previous site investigations carried out across Gatwick Airport)
together with a review of the relevant planning policy context.

Proposed Approach to Identifying Future Baseline Conditions

The future baseline conditions in relation to geology and ground conditions are unlikely to differ
significantly from the current baseline. As part of the assessment, consideration will be given to
any predicted changes in baseline conditions as a result of proposed developments at Gatwick
Airport that will occur in the absence of the Project.

The likely ranges of change in climatic parameters, including precipitation, temperature, wind
speed, humidity and frequency of extreme weather, are not considered to materially affect the
future baseline conditions for geology and ground conditions.

Study Area

The scope of the proposed assessment will include the Project site and an additional buffer of up
to 500 metres. This will enable the identification of off-site potential sources of contaminants of
concern, other factors which may have influenced site conditions and/or sensitive off-site
receptors that require consideration.

Effects Proposed to be Assessed

Table 7.4.2 sets out the effects proposed to be assessed within the EIA process.

Table 7.4.2: Potential Effects to be Considered — Geology and Ground Conditions

Activity Potential Effects

Construction and demolition activities

Construction of updated highways junctions

Construction Phase (including Demolition): Geology and Ground Conditions

Runoff from construction areas to soils (and subsequent
leaching into groundwater, including effects on any private
water supplies if present)

Contamination risk to construction workers, including
dermal contact and ingestion; or inhalation of any
accumulated ground gases

Contamination risk to public, eg airborne migration and
subsequent dermal contact and ingestion

Runoff from construction areas to soils and subsequent
leaching into groundwater
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Activity Potential Effects

Contamination risk to construction workers including
dermal contact and ingestion; or inhalation of
accumulated ground gases

Contamination risk to public, eg airborne migration and
subsequent dermal contact and ingestion

Runoff from construction areas to soils and subsequent
leaching into groundwater, including effects on any private
water supplies if present

Contamination risk to construction workers including

Use of construction compounds and creation  dermal contact and ingestion; or inhalation of
of mitigation areas accumulated ground gases

Use of airport, including upgraded highway

junctions

7.4.25

7.4.26

7.4.27

7.4.28

7.4.29

Contamination risk to public eg airborne migration and
subsequent dermal contact and ingestion

Effects on mineral resources
Operational Phase: Geology and Ground Conditions

Contamination risk from spillages during re-fuelling
operations/ fuel storage leakage/spills etc.

Contamination risk to airport workers

Contamination risk to public and local public water supply

Effects on groundwater quality will be considered within the PEIR/ES chapter. Effects on
groundwater resources will be considered as part of the water environment ES/PEIR chapter (see
Section 7.5).

Approach to Assessment of Effects

The likely adverse and beneficial impacts of the Project on geology and ground conditions will be
identified. Such impacts may include the risk of introducing new sources of contamination,
remediation of any existing contamination and/or effects on existing mineral safeguarded areas.

The likely magnitude of the impacts will be assessed during the construction and operational
stages. Both the magnitude of the predicted impact and the value of the feature will be taken into
consideration in determining the significance of the effect.

The assessment will follow the approach set out in Chapter 6 with regard to identification of
receptor sensitivity, impact magnitude and evaluation of significance of effects. The evaluation of
significance will be underpinned by a narrative approach, based on professional judgement.

Approach to Mitigation and Monitoring

The ES will make recommendations, where required, based on the assessment of the baseline
conditions and the identification of any potential impacts. This is likely to include measures to be
employed by contractors to control spillage, runoff and effects associated with existing
contamination, together with a procedure to be followed should any previously unidentified
contamination be encountered during the construction phase.
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A number of mitigation measures are likely to be embedded into the design of the Project. It is
envisaged that this will include standard construction practices implemented through the CoCP
eg appropriate stockpiling of soils, segregation of contaminated material, dust suppression
measures and appropriate storage of hazardous materials.

Given that cut and fill works are likely to be required as part of the Project, it is also envisaged
that a Materials Management Plan (MMP) will be adopted. Should any soils be excavated and
proposed for re-use at the site, measures will be recommended to ensure suitability for use.

It is anticipated that a UXO risk assessment will be undertaken in advance of any construction
works starting on site. The report will include an evaluation of the risk posed by any existing or
potential explosive ordnance and risk mitigation measures will be recommended, if deemed
necessary.

Issues Proposed to be Scoped Out

There are no geological SSSIs or LGSs within 1 km of the site. The underlying Weald Clay
Formation is of low permeability and would therefore limit the potential for any off-site lateral
migration of potential contaminants of concern (if present) sourced from beneath the Project site
to any geological SSSIs or LGS at this distance. Therefore, there is not considered to be a viable
pathway from the Project site to any geological designated site and the designated features
would not be considered to be vulnerable to any impacts from any contamination sourced from
the Project site. Effects on geological SSSI and LGSs are therefore proposed to be scoped out of
the assessment.

Effects on groundwater resources (eg effects on groundwater availability/flow) are not proposed
to be included within the Geology and Ground Conditions chapter but will be considered within
the Water Environment chapter (see Section 7.5 below).

Water Environment

Relevant Policy, Legislation and Guidance
Legislative and Policy Context

The following key legislation and policy documents relevant to the water environment will be
considered within the assessment process:

European Union Legislation

= Water Framework Directive (2000/60/EC);

= Urban Wastewater Treatment Directive (91/271/EEC);
= Nitrates Directive (91/676/EEC);

= Groundwater Directive (2006/118/EC);

= Floods Directive (2007/60/EC); and

= Drinking Water Directive (2015/1787/EU).
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UK and Local Legislation and Policy

= Reservoirs Act 1975;

= Environmental Protection Act 1990;

= Land Drainage Act 1991 (as amended);

=  Water Resources Act 1991 (as amended);

=  Environment Act 1995;

= Control of Pollution (Oil Storage) (England) Regulations 2001,

= Climate Change Act 2008;

= Flood Risk Regulations 2009;

= Flood and Water Management Act 2010;

= Water Act 2014,

= The Private Water Supplies (England) Regulations 2016, as amended;

= The Water Supply (Water Quality) Regulations 2016;

= The Environmental Permitting (England and Wales) Regulations 2016 (as amended);

=  Water Supply (Water Quality) Regulations 2016;

=  Water Environment (Water Framework Directive) (England and Wales) Regulations 2017;

= Airports NPS (Department for Transport, 2018a);

= NPS for National Networks (Department for Transport, 2014);

= NPPF (Ministry of Housing, Communities and Local Government, 2019a);

= Crawley 2030: Crawley Borough Local Plan 2030 (Crawley Borough Council, 2015) — Policies
ENV8 Development & Flood Risk, ENV9 Tackling Water Stress and ENV10 Pollution
Management & Land Contamination;

= Emerging Crawley 2035: Draft Crawley Borough Local Plan 2020-2035 (Crawley Borough
Council, 2019) - Policies EP1, EP2, EP3 and SDC3;

= Reigate and Banstead Borough Local Plan 2005 (Reigate and Banstead Borough Council,
2005) — Policies Ut4 Flooding Ut3 Foul and Surface Water;

= Reigate and Banstead Local Plan: Core Strategy 2014 (Reigate and Banstead Borough
Council, 2014) - Policy CS10 Sustainable Development;

= Emerging Reigate and Banstead Borough Development Management Plan 2018-2027
(Reigate and Banstead Borough Council, 2018) - Policy CCF2 Flood Risk (emerging policy);

= Mole Valley Core Strategy 2009 (Mole Valley District Council, 2009) - Policy CS20 Flood Risk
Management;

= Mole Valley Local Plan 2000 (Mole Valley District Council, 2000) — Policies ENV64 Flood
Protection, ENV65-66 Drainage and Run Off, ENV67 Groundwater Quality;

= Horsham District Planning Framework (excluding SDNP) 2015 (Horsham District Council) -
Policy 38 Flooding

= Tandridge District Core Strategy 2008 (Tandridge District Council, 2008) — Policy CSP15
Environmental Quality;

= Tandridge Local Plan Part 2: Detailed Policies 2014-2029 (Tandridge District Council, 2014) —
Policy DP21 Sustainable Water Management; and

= Emerging Our Local Plan 2033 (Regulation 22 Submission) 2019 (Tandridge District Council,
2019) — Policy TLP47 Sustainable Urban Drainage and Reducing Flood Risk (emerging

policy).
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Guidance Documents

The assessment will be undertaken with reference to the following guidance documents:

Planning Practice Guidance (Department for Communities and Local Government, 2014 (as
updated));

Designing for Exceedance in Urban Drainage — Good Practice (C635) (CIRIA, 2006c);
Design Manual for Roads and Bridges. Volume 11.3.10. Road Drainage and the Water
Environment (HD45/09) (Highways Agency et al. (2009));

Environment Agency — former Pollution Prevention Guidance Notes (PPGS);

Flood risk assessments: Climate Change Allowances (Environment Agency, 2019a);

The SuDS manual (C753) (CIRIA, 2007a);

Site Handbook for the Construction of SuDS (C698) (CIRIA, 2007b);

Control of Water Pollution from Construction Sites (C532) (CIRIA, 2001);

Control of Water Pollution from Linear Construction Projects — Technical Guidance (C648)
(CIRIA, 2006a);

Control of Water Pollution from Linear Construction Projects — Site Guide (C649) (CIRIA,
2006b);

Environmental Good Practice on Site (third edition) (C692) (CIRIA, 2010); and

Environment Agency Groundwater Protection Policy (The Environment Agency’s Approach to
Groundwater Protection) (Environment Agency, 2018a).

Baseline Information

Data Collated to Date

This section presents a summary of the baseline information collated to date. The relevant
information is presented in Figures 7.5.1 to 7.5.8. A desk study is being undertaken to inform the
assessment. Data have been requested from the sources listed in Table 7.5.1.

Table 7.5.1: Summary of Data Collected

Source Dataset

Shapefile of Water Framework Directive (WFD) water bodies
Main River network

Source Protection Zones*

Consented discharges*

.gov.uk Open Data Flood Zones 2 and 3 / Flood Map for Planning

Flood defences*

Flood storage areas*

Risk of Flooding from Surface Water*
Flood risk from reservoirs (online)

Licensed abstractions and consented discharges*
Water quality monitoring locations*
Landfill locations and types*

Environment Agency Abstraction licence strategy (Catchment Abstraction Management Strategy)

(CAMS)
Pollution incidents
Upper Mole hydraulic model
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Source Dataset

Middle Mole hydraulic model (including the Burstow Stream to the north east of
the airport)

Historic Flood Information (to be requested)

Thames River Basin Management Plan (including waterbody classification data)

1:50,000 and 1:25,000 mapping
Ordnance Survey MasterMap (properties & infrastructure and rivers network layers)
OS Open Rivers

1:50,000 digital geology mapping (superficial and bedrock)*
Groundwater flood susceptibility mapping*
Web based information from Geolndex Onshore (British Geological Survey, n.d.)

British Geological
Survey

Designated sites*
MAGIC Website Aquifer designations*
Nitrate vulnerable zones*

Natural England Aerial photography (to be collected)

National River Flow

Archive Daily average river flow data at gauging stations

Unlicensed groundwater and surface water abstractions

Groundwater and surface water flood management plans (SWMPs etc) (to be
collected)

Records of local flood history

Lead Local Flood
Authorities/Local
Authorities

Crawley Borough

Council Strategic Flood Risk Assessment (SFRA) (Crawley Borough Council, 2014)

Note: Data marked* has been obtained from GroundSure

7.5.4 GAL has recently completed the development of a fluvial hydraulic model of the Upper River Mole
catchment. This includes other watercourses in the vicinity of the airport (see paragraph 7.5.7
below), with the exception of the Burstow Stream which is included in the Middle Mole hydraulic
model (see Table 7.5.1). These models will be used to confirm the baseline situation and assess
the impact of the Project on fluvial flood risk.

7.5.5 GAL is developing a surface water drainage hydraulic model of the airport that, once completed,
will be used to assess the impact of the Project upon surface water (pluvial) flood risk.
Existing Baseline Conditions

Flood Risk

7.5.6 Key surface water bodies are shown on Figure 7.5.1. An assessment of the existing flood risk to
the Project site has been commenced using publicly available information. Figures 7.5.2t0 7.5.4
show the predicted flood risk at the Project site.

Fluvial Flood Risk

7.5.7 Gatwick Airport is located within the Upper Mole catchment and the River Mole flows through the
airport, passing under the main and existing northern runways in a culvert. Tributaries of the River
Mole, including Crawter’s Brook, the Gatwick Stream, Man’s Brook and Westfield Stream all run
through or close to the Project site.
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The Flood Map for Planning (Environment Agency, undated) indicates that there are areas of
Flood Zone 3 (areas at risk of flooding in a 1 per cent (1 in 100) annual exceedance probability
(AEP) event) and Flood Zone 2 (area at risk of flooding in between a 1 per cent and 0.1 per cent
(1in 100 to 1 in 1000) AEP event) within the Project site boundary (Figure 7.5.2). These are
associated with the River Mole, Westfield Stream and Man’s Brook on the western side of the
airport, the Gatwick Stream on the eastern side, and small areas at risk associated with the River
Mole and Crawter’s Brook on the southern side of the airport.

Surface Water Flood Risk

The online Risk of Flooding from Surface Water (RoFSW) mapping (HM Government, undated)
predicts surface water flood risk to several areas of the airport. As shown in Figure 7.5.3, areas