Draft PCAA Comments on Planning Application 26/P/0686/OUT

This draft is very much work in progress, formatting etc will be rectified in due course. I am waiting for the noise report, economic report and final comments from Bristol Tree Forum on biodiversity net gain (BNG). Initial comments from Bristol Tree Forum are already on the planning page (date published 1 May) and consolidated comments (date published 6 May). The Planning Consultant is in the process of writing the planning balance.  The noise and economic reports will be ready for 11 June and then incorporated into the planning balance as well as directly to NSC. The response to the application will be submitted to NSC around the 20 June and sent to parishes and two councils. The deadline for submissions is 26 June. 
Essential points to add to your submissions:
1. Conditions: Please see the Conditions set out in each section and send in the ones you think are appropriate.
2. Green Belt Section: The PCAA are requesting that decking (or a multi decked car park) is constructed in the Silver Zone Area to save the loss of more Green Belt Land.
3. Traffic section. It is essential that the transport modal share annual targets are made known before planning consent. The modal share defines the percentage of passengers expected to arrive by public transport.  This assumption then dictates traffic volumes, car parking numbers and air pollution. The enforcement of modal share targets should include a reduction in air transport movements not car parking slots (which is the current penalty). Reason: Modal share is a key figure and any failure to meet the target has significant impacts.  Enforcement via a reduction in car parking slots only pushes more passengers to find off-site parking spaces.
4. Airport Parking Strategy section: The problems of off-site car parking are likely to increase in proportion to the number of passengers. Essential to highlight the need for an Article 4 Direction (explained in the relevant section below)
5. Noise section: There should be no increase in night flights.
6. Lighting section:  No lighting on Felton Common
7. Biodiversity section: The resilience of the population of the Greater and Lesser Horseshoe Bats is being put at risk.
8. Health section: Essential to highlight the need for a Health Impact Assessment
9. Major Accidents and Disasters (Safety) Section: A proper assessment is needed of the risks from larger aircraft descending at lower altitudes over Felton Common
10. Climate Change Section: Further expansion of airports in the UK, including that of Bristol Airport, is putting the 7th carbon budget and net zero targets at risk.




Outline of Proposals:
The application seeks planning permission for a substantial expansion of Bristol Airport to enable growth beyond the recently permitted 12 million passengers per annum. The proposals comprise a combination of operational changes and extensive new infrastructure, including both detailed and outline elements.
The proposed development at Bristol Airport is organised across four principal zones as defined within the Environmental Statement: the Northern Zone, Central Zone, Southern Zone and the A38 corridor. The key elements within each area are summarised below, using the site-specific descriptions referenced within the application documents.
Capacity and Night flights
· Increase in permitted passenger throughput from 12 million passengers per annum to 15 million passengers per annum, representing a 25% uplift in capacity
· Increase in the annual cap on air transport movements from 85,990 to 99,931, facilitating additional flight activity across the year
· Increase in permitted night flights (23:30–06:00) from 4,000 to 4,974 movements within a rolling 12-month period
· Retention of existing shoulder period controls and quota count system, but applied to a higher overall level of activity
· Associated intensification of airport operations, including increased aircraft movements, passenger numbers, surface access trips and on-site activity
Northern Zone (Terminal Area, Cook’s Farm, Northside)
· Terminal extensions to the north, west and east of the existing terminal building to accommodate increased passenger throughput
· Construction of a new east pier extending from the terminal into the eastern apron area
· Construction of multiple west-facing piers (Pier 1 West, Pier 2 Mid West and Pier 3 West) extending into the Cook’s Farm area
· West Pier Link (sub-surface tunnel) and West Bridge Link providing passenger access to western stands
· Significant extension of the western apron into Cook’s Farm to provide additional aircraft stands
· Development of land at Cook’s Farm, currently agricultural Green Belt land, to accommodate apron infrastructure and associated development
· New surface-level car park (approximately 2,000 spaces) within the northern area, including land at or adjacent to Cook’s Farm
· Reconfiguration of internal roads, access arrangements and operational infrastructure within the Northside terminal area
Central Zone (Runway, Taxiways, Felton Common Interface)
· Extension of the runway by approximately 170 metres at the eastern end (Runway 27)
· Relocation and extension of approach lighting infrastructure into Felton Common, including land within the Local Nature Reserve and common land
· Reconfiguration of central and eastern apron areas
· Construction of new taxiways and widening/realignment of Taxiway GOLF
· Intensification of airfield operations across the existing runway and taxiway network
· Expansion of operational infrastructure eastwards towards Felton Common
Southern Zone (Silver Zone, Staff Parking, Operational Land)
· Expansion of the Silver Zone car park, including approximately 1,960 additional spaces (block parking)
· Construction of a new staff car park providing approximately 1,720 spaces
· Provision for additional decked parking structures within the Silver Zone and car rental areas (outline)
· Extension of car rental parking areas and associated facilities
· Relocation and expansion of the aviation fuel farm within the southern operational area
· Construction of a maintenance, repair and overhaul (MRO) hangar and ground run-up pen
· Development of ancillary operational buildings and infrastructure across existing and adjacent land
· Construction of a bus maintenance and washing facility
· Further use and potential development of currently undeveloped or agricultural land within the southern Green Belt area
A38 Corridor (Access and Highway Infrastructure)
· Upgrades to the existing northern access roundabout serving the terminal area
· Construction of a new southern roundabout providing access to the Silver Zone and southern operational areas
· Widening of the A38 to accommodate an additional bus lane
· Associated highway works, access improvements and integration with the Airport’s internal road network
Taken together, the proposals extend development westwards into Cook’s Farm, eastwards towards Felton Common, and intensify activity within the existing operational core and southern parking areas, resulting in a comprehensive expansion of the Airport across all zones.
Specifically, the following information distinguishes the proposal from the existing permission:
The current permission (12 mppa) limits passenger throughput to 12 million per annum, with a cap of 85,990 air transport movements and 4,000 night flights.
The proposed development therefore represents a material uplift across all key operational parameters, including passenger numbers, flight movements and night-time activity.
The scale of increase goes beyond that recently approved at appeal in 2022, which itself was subject to significant scrutiny in terms of environmental and community impacts.
The proposals also introduce new operational demands that require additional infrastructure and land take, including expansion into Green Belt land and areas such as Cook’s Farm and Felton Common.
As such, the application is not simply a continuation of the consented scheme but a further phase of expansion involving both intensification and spatial growth beyond the currently permitted baseline.
Planning Policy Context
Local Policy
Section 38(6) of the Planning and Compulsory Purchase Act 2004 places a duty on local planning authorities to determine proposals in accordance with the development plan unless material considerations indicate otherwise.
The Council’s Development Plan comprises:
· North Somerset Core Strategy (the “CS”) (adopted 10 January 2017)
· Sites and Policies Plan Part 1: Development Management Policies (“DMP”) (adopted 19 July 2016)
· Sites and Policies Plan Part 2: Site Allocations Plan (“SAP”) adopted 10 April 2018
In addition, there are many other North Somerset Core Strategy (CS) relevant to the determination of this application as well as Development Management Policies:
The main policies to include in a response are
Policy CS6 – North Somerset’s Green Belt, seeks to maintain the openness and permanence of the Bristol and Bath Green Belt and resist inappropriate development unless exceptional circumstances exist. In the context of Bristol Airport, the policy is important because it recognises the sensitivity of further expansion within the Green Belt and confirms that additional amendments to Green Belt boundaries should only occur following proper evidence of need and exceptional circumstances.
Policy CS23 – Bristol Airport relates specifically to development at Bristol Airport and supports airport development where environmental impacts are satisfactorily addressed, particularly in relation to surrounding communities and surface access.
 Policy DM11 – Mendip Hills Area of Outstanding Natural Beauty seeks to protect the landscape character, scenic beauty and setting of the Mendip Hills AONB (now National Landscape). Development proposals should avoid adverse impacts on the special qualities of the designation. This is highly relevant given the visual relationship between Bristol Airport and viewpoints within the Mendips, particularly in relation to lighting, large-scale built form and parking infrastructure.
Policy DM12 – Development in the Green Belt sets out the Council’s detailed development management approach to Green Belt proposals and resists inappropriate development unless very special circumstances exist. The policy gives substantial weight to the protection of openness and prevention of encroachment into the countryside, making it a key policy in the assessment of the proposed expansion onto land at Cook’s Farm, Felton Common and other Green Belt areas.
Policy DM24 – Safety, Traffic and Provision of Infrastructure requires development proposals to provide safe and suitable access, minimise traffic impacts and promote sustainable transport choices. The policy is particularly relevant to Bristol Airport given the reliance on the A38 corridor, increased passenger numbers, substantial additional parking provision and concerns regarding continued dependency on private vehicle access.
Policy DM31 – Air Safety relates to air safety and seeks to ensure that development does not prejudice the operational safety of Bristol Airport or conflict with safeguarded areas and Public Safety Zones. This policy is relevant to the proposed runway extension and any implications arising for safeguarding, approach lighting and operational safety constraints around the Airport.
Policy DM50 – Bristol Airport specifically addresses development at Bristol Airport. The policy supports operational development where it is essential for airport purposes and where environmental, transport and amenity impacts are satisfactorily mitigated. 
West of England Joint Local Transport Plan 4 (JLTP4) 2020–2036
JLTP4 provides the strategic transport framework for the West of England up to 2036 and seeks to deliver a well-connected, sustainable transport network with a strong emphasis on reducing reliance on the private car, increasing the use of public transport, walking and cycling, reducing carbon emissions and supporting sustainable patterns of growth.
The Plan promotes a vision-led approach to transport planning focused on decarbonisation, climate resilience, improved public transport connectivity and integration between transport and spatial planning. In relation to major trip-generating development, JLTP4 places significant emphasis on achieving modal shift away from private vehicle use and ensuring that growth is aligned with sustainable transport infrastructure.
Emerging North Somerset Local Plan
North Somerset Council is currently progressing the emerging Local Plan 2041 through the Regulation 19 stage. Although the Council previously indicated an intention to submit the Plan for examination in spring 2026, submission has not yet occurred and the timetable appears to have slipped. Accordingly, while the emerging Plan is capable of attracting some weight, this remains limited having regard to its stage of preparation, the extent of unresolved objections and the absence of an ongoing examination process.
North Somerset Local Plan 2041 Green Belt Review Paper. April 2026
https://n-somerset.gov.uk/sites/default/files/2026-04/Green%20Belt%20background%20paper%20update%20-%20April%202026.pdf 
This shows that the Silver Zone will become grey belt and Cooks Farm and Felton Common remain in Green Belt.
Sections:
1. Green Belt
The location of the Airport within the Bristol and Bath Green Belt is in close proximity to a range of sensitive environmental designations including the Mendip Hills National Landscape, the North Somerset and Mendip Bats Special Area of Conservation (SAC), Felton Common Local Nature Reserve, Felton Common Local Green Space and a number of designated heritage assets. 
Development on Green Belt land should not be approved except in very special circumstances. There is a biodiversity crisis and climate crisis on top of which, Cook’s Farm, Felton Common and other areas surrounding the Airport are in the Green Belt. The PCAA is arguing that Policy SP7 of the emerging North Somerset Local Plan confirms the continued importance of the Green Belt in preventing urban sprawl and protecting the countryside around Bristol. In relation to Bristol Airport, Policies LP9 and LP12 propose a revised inset boundary and policy framework intended to reflect the operational extent of the 12mppa development already approved.  Policy LP9 specifically identifies the proposed revised Green Belt inset boundary for Bristol Airport. The supporting text confirms that the amendment is intended to regularise and reflect the spatial extent of the already-approved 12 mppa scheme. Importantly, the supporting text also confirms that, outside the revised inset boundary, Green Belt policy continues to apply and proposals would need to demonstrate very special circumstances. There has been a pattern of incremental intensification within a constrained rural and Green Belt location, where each phase of development has contributed to a cumulative increase in environmental effects. The cumulative effect of the proposal is to extend the spatial footprint and urbanising influence of the Airport across a wider area of Green Belt land. 
The Airport relies heavily on the outward spread of parking and operational infrastructure across extensive areas of green belt land rather than concentrating development more effectively within the existing operational airport envelope. In this regard, there appears to be untapped opportunity within the existing operational airport area, particularly within the Silver Zone and associated parking areas, to intensify development vertically through decked or multi-level parking provision, in addition to that already proposed, rather than extending surface-level parking and operational infrastructure further across open Green Belt land. The Airport appears to have considered the cheapest option rather than being more creative and sensitive to environmental issues.
2. Transport and Surface Access Strategy
Currently, at 11mppa, there is no mass transit, rail, dual carriageway or motorway junction close by. The location of the Airport, on an elevated limestone plateau with combination of Combes which run between the A38 and A370, naturally constrains growth. Any further road improvements surrounding the A38 will have severe environmental implications. This point has been highlighted with each planning consent: the 10mppa and the 12mppa application, and must finally be recognised.
The A370 has had BSIP improvements but at 12 mppa will be at capacity and the A38 is already at capacity and heavily congested. Work on the A38 is being carried out under the BSIP scheme and will be finished in late 2027/28. The A38 will then commence to reach capacity again.
There is continual use of small rural roads to reach the Airport. For example, Felton Lane, West Lane, Stock Lane, Cleeve Hill Road, Barrow Gurney, Wraxall and Failand.  The 12mppa application has amplified the rat-running and congestion. The traffic increase on rural roads has broken down grass verges, increased potholes and littering. The PCAA cannot see that improvements to the road infrastructure will stop the rat-running and displacement of cars onto rural roads.  The natural behaviour of a driver is to seek an alternative route.  This displacement is to the disbenefit of residents.  The displacement is reflected in comments to the Master Plan consultation and comments on the website relating to the current application.  
Public Inquiry on 12 mppa application: 
The inspectors failed to address the real issue of the road infrastructure network. They failed to consider the lack of mass transit, rail, dual carriageway and a motorway junction close by. The inspectors just considered two schemes to tweak the A38. 
Mass Transit
Over a third of passengers travel from Bristol to the Airport, making it the largest single origin point for passengers. Yet there is no mass transit just a metro bus service. As of 27 March 2026, there was no decision on a mass transit system to the Airport.  The type of transit still has not been made known nor has the route. The WECA Mayor, Helen Goodwin stated “Council leaders and I have a shared ambition to begin delivering the first mass transit project within four to five years”. The first Mass Transit project within five years in the Bristol area has not been made known. The Airport has made the case for continuing to expand to 15 mppa whilst again just tweaking the road junctions.  The PCAA find this approach unacceptable due to the increase of traffic and congestion.  
Fuel Deliveries
CH 8.9.19. states that there are to be 16 deliveries anticipated at 12mppa and 40 deliveries at 15mppa.  The PCAA find this staggering as 40 tanker deliveries is a 150% increase.  The PCAA would expect around 20 deliveries at 15 mppa which would be a 25% increase (equivalent to the increase in passenger numbers). The PCAA question these delivery projections and ask why a fuel pipeline has not been considered, as it is part of the necessary infrastructure.
The assumption is that the fuel comes from Avonmouth.  No data has been given on where sustainable aviation fuel comes from under 12 mppa and where it is to be obtained at 15 mppa. 
The PCAA question whether the fuel tankers are using biofuel themselves and where the carbon emissions from these deliveries are accounted.
The PCAA question the route taken by fuel tankers to the A370.  The tankers should not go via Portbury (M5 junction 19) onto the A369 (Martecombe Road/Abbots Leigh Road) to the A370 in order to reach the South Bristol Link to the A38. This route may have become an option since the clean air zone commenced. A condition is required that these large tankers do not travel on the A369, Martecombe Road/Abbots Leigh Road.
Internal Road infrastructure
A new 8m wide service road (see C2 on Figure 2.5) will be created providing access to the new fuel farm, new main landside/airside gate, vehicular access point for ancillary facilities and engineering support. The PCAA note that there is no comment on the Cooks car parking area, C1, and how it will be accessed. The PCAA anticipate that access will be through the Airport at the main entrance.  A condition is required to ensure that no access road from Brockley Combe Road / Downside Road to C1 car park is constructed under the 15 mppa application. 
Epic Development works on A38
Under phase 1 of the Epic Development various changes to the A370/Colliters Way Junction and other minor improvements are to be made by 2033. At the same time, from 2029, the Airport’s road improvements on the A38 will commence, lasting to 2036.  It appears therefore that the road infrastructure will be again constrained for many years and will impact negatively on the residents of North Somerset.  
What happens if the Public Transport Modal Share Targets are missed?
The case the Airport has put forward is that there will be more traffic, but that it is insignificant; there will be more congestion but not much! There will be more tweaking of the road network with road disruption, creating a cost for residents, with more delays. The solution put forward is an improvement in public transport modal share.  The target modal share is important as the chosen figure not only defines the amount of traffic to and from the Airport but also car parking at the Airport, air quality figures and carbon emnoissions from traffic. 
A public transport modal share of 26% has been put forward for 2038. The existing, 2026, modal share is that 19% of passengers take public transport journeys. It is assumed that the modal share will reach 20.1% at 12 mppa.  The target for sustainable modes of transport for staff travel is 40% in 2038. 
A 20.1% modal share at 12mppa implies 4.6m car journeys (assuming 2.1 passengers per car).  A 26% modal share at 15mppa implies 5.3m car journeys (again assuming 2.1 passengers per car), an increase of over 15%.
Around 1 in 4 passengers are predicted to take public transport by 2038. This will be tracked using Key Performance Indicators (KPI). This improvement is predicted over roughly 10 years. The target may therefore be a 0.5% average increase in public transport usage per year.  
This raises the issues of monitoring and enforcement. If targets aren’t met, the PCAA anticipates that a remedial action plan is recommended to fix the shortfall. If there is no improvement, enforcement is taken and, under the 12 mppa consent, this involves the removal of car parking spaces at the Airport. This enforcement strategy is flawed as, although it leads to loss of monetary gain for the Airport, it does not reduce car movements to and from the Airport which is the problem that requires a solution.  If there are not enough car parking spaces on site passengers will look for alternatives.  This encourages parking in surrounding villages, on rural lanes and on green fields. Enforcement should be tied to air transport movements. By reducing air transport movements, traffic is reduced. 
3. Airport Parking Strategy
The airport’s parking strategy needs to consider the provision of on-site airport parking and the control of off-site parking, including the enforcement of parking controls. The Airport Development Plan seeks to provide sufficient parking to accommodate growth of flights and passenger numbers without decanting demand outside the airport to the surrounding countryside and villages.
The spread of unauthorised car parks largely relies on land owners taking advantage of permitted development rights for a change of use that involves 28 days or less per year. (Class B in Part 4 of Schedule 2 of the Town and Country Planning (General Permitted Development) (England) Order 2015). This states that planning permission is not required for “The use of any land for any purpose for not more than 28 days in total in any calendar year“ (or 14 days for a market, motorcar or motor cycle racing, caravan site, other specified uses in a site of special scientific interest, or for the display of an advertisement).
These permitted development rights can be removed by the Local Authority (or Secretary of State) by means of an Article 4 Direction, covering a defined area, a specified form of development, for a temporary period or permanently.
In October and November 2016 North Somerset Council consulted on an Article 4 Direction made on 22 August 2016 to remove permitted development rights specifically for the storage, parking, cleaning, maintenance or repair of any motor vehicle of any description - providing the use was not associated with the authorised use of the land.
A constraint on the use of Article 4 Directions can be grounds for a possible claim of compensation for abortive expenditure or loss of income directly attributed to the withdrawal of permitted development rights, if permission is later refused or granted subject to more limiting conditions. There are time limits to paying compensation.
Following consultation, the Council resolved to cancel the Article 4 Direction made on 22 August 2016 (Decision No. 16/17 DE162) to ‘enable the council sufficient time to take into account all representations received before proposing to move forward with the making of a further Article 4 direction.’
In the following 10 years, there appears to have been no resumption of the attempt to apply an Article 4 Direction to unauthorised off-site airport parking, although the possibility is referred to in the Community Parking Action Plan. 
Current Local Plan Policy for the airport is contained in Policy CS23 of the Core Strategy (adopted January 2017). Off-site car parking is controlled separately by Policy DM30 of the Sites and Policies Plan Part 1 (adopted July 2016).
In the emerging North Somerset Local Plan 2039, Airport-related car parking issues are addressed in Policy DP 20. It seeks to apply the approach of the Airport Surface Access Strategy (ASAS) by meeting, within the airport boundary, the demonstrated need for parking at the airport arising from the airport’s operations whilst reducing the proportion of trips made by car. Additional airport-related car parking may be acceptable if it is essential to support overnight accommodation on the same site and does not encroach on the countryside or have a detrimental impact on the landscape, rural character of the area, residents’ living conditions, highway safety or local ecology.
It is obvious that unauthorised car parks are attractive to users because they provide low-cost alternatives to the airport’s approved car parks and are attractive to landowners because they are an easy source of income that requires minimal investment.
In practice, the Airport has recognised the case for financial contributions to support North Somerset Council’s enforcement of planning controls on off-site car parking, but in the absence of a Section 106 Agreement or unilateral undertaking there can be no guarantee of continuing financial support for the enforcement of controls on off-site car parking.
The problems of off-site car parking are likely to increase in proportion to the number of passengers. It is therefore reasonable to review the approach to planning controls on off-site parking and their enforcement in conjunction with the current planning application to expand airport capacity to 15 mppa. If the application is granted, either by North Somerset Council or on appeal, controls on off-site car parking and their enforcement should be secured by means of: 
• planning condition, 
• Section 106 Agreement,
• unilateral undertaking and
• Article 4 Direction as appropriate

4. Conditions on Transport and Surface Access Strategy

It is essential that a legal 106 Agreement is obtained for the following:
· a paid parking enforcement officer, 
· a contribution to the Mass Transit, 
· funding for highway improvements, 
· a pipeline for fuel, 
· Article 4 direction 
· transport modal share targets.

A paid parking enforcement officer until 2038 (under the core case) or 2043 (under the slower case).   Reason: to alleviate parking pressure on villages and small roads surrounding the Airport. 

A contribution should be made towards the Mass Transit to Bristol Airport: Reason: the Mass Transit is primarily for Bristol Airport and to reduce transport emissions.

The funding of all the Highway improvements on the A38 directly linked to the growth of 15 mppa should be paid by Bristol Airport. There should be no public contribution.
Reason:  Parishes surrounding the Airport face the consequences of continual disruption to the A38 from construction works and dispersal by passengers seeking alternative routes.

A fuel pipeline should be constructed. Reason: to take HGV off the roads and reduce carbon emissions and air particulates.

No description has been made clear on the access to the C1 car park, Cooks Farm.  A condition is required that cars will travel through the Airport and not along Brockley Combe Road (B3130) and Downside. The condition should state there will be no construction of a road from Cooks Farm Car Park to Brockley Combe Road (B3130) and Downside to facilitate growth to 15 mppa. Reason: In the interest of residents and the environment.

It is essential that the transport modal share annual targets are made known before planning consent. The enforcement of these targets should include a reduction in air transport movements not car parking slots. Reason: The transport modal share governs the amount of traffic to and from the Airport, car parking, air quality and traffic emissions.  Modal share is a key figure and any failure to meet the target has significant impacts.  Enforcement via a reduction in car parking slots only pushes more passengers to find off-site parking spaces.

5. Noise: 
Summary
It is noticeable that, with growth beyond 10 mppa, the issue of noise for local residents has grown.  This was outlined in our previous submission where the PCAA stated: “Growth beyond 10 mppa will introduce a change so great that there will be no respite for residents from ground and air noise for a continuous period 24/7. There will be a flight every three minutes in a 16 hour day with some points within the night time period having a flight every ten minutes over several hours.” 
Further growth to 15 mppa increases the number of air transport movements which negates the proposed noise mitigation measures. There is to be approximately a 25% increase in night flights. There will be 13 within the shoulder period 23.00 -23.30 hrs and 19 within 23.30 - 06.00 hrs.
The PCAA note from proposed planning conditions (Appendix D), that condition 9 states “On exceeding 12 million passengers per annum, the area enclosed by the 57dB daytime noise contour shall not exceed 10.70km2 and the area enclosed by the 55dB night-time noise contour shall not exceed 6.8 km2 .” Therefore, the area enclosed at 15 mppa is expected to remain the same as at 12mppa. The Government’s overarching noise policy is to limit and where possible reduce noise. In this case, there will be more noise events with no reduction in noise contour levels.


In this context, PCAA challenge the application in the ways summarised below. 
· Fleet Mix: The airport’s modelling of the future noise environment is based on a modernised fleet of aircrafts being introduced under the 10 mppa, 12 mppa and 15mppa scenarios.  Our findings from the documents show that by 2029 the airport expects around 70,000 movements by new-generation aircraft. 

By 2038 this rises to just under 78,000 movements, reflecting further fleet replacement with quieter, more fuel-efficient types.
     
At 12 mppa the cap on atms is 85,990 per annum and the proportion of older generation atms will be 19%.  At 15 mppa the cap on atms is 99,931 per annum and the proportion of older/noisier generation rises to 22%.  This represents an increase in atms by noisier aircraft of 6000.  The number of atms involving older generation aircraft is growing rather than shrinking. Residents have been promised, since the 2003 Air Transport White Paper and the 2009 planning application for 10 mppa, that the new generation would be in place for 2030. It is obvious that with the increased number of flights no benefit to the noise environment occurs, in fact it gets worse.

     Note: from the 2025 Annual Monitoring report, just published, the use of modern, quieter fuel-efficient aircraft reached just 35.3% of all movements. https://www.bristolairport.co.uk/media/ojbpf21b/annual-monitoring-report-2025-published-version.pdf 

Jet2.com commenced in 2021 and is still running older generation aircraft. There are no signs that this is going to change in the near future. Jet2 has purchased modernised aircraft but they will be based at Manchester and Gatwick (ref: Thebusinessdesk.com and Flight Trader). Corinthian Airlines also has no modernised aircraft at BA.  A condition should be made that no new route or carrier should be allowed to commence at BA without modernised aircraft.  This condition is already in place at other UK airports e.g. London and Luton. 


· Busy Timetable Night noise is one of the most significant complaints from residents across a large area, particularly in the summer months and it is getting worse. The Airport is a seasonal airport with peak times at Christmas, Easter, half terms and during the 92 day holiday period June 16 to September15. (Facts and Figures from Bristol Airport Air Transport Movements & Passenger Report 2024 and 2025.  (ref: https://www.bristolairport.co.uk/corporate/about-us/facts-and-figures/)) 

     The night movements (23.30 - 06.00 hrs) reflect this seasonality. The four winter months for year 23/24 had 408 atms, and in 25/26 had 396 atms; in both cases approximately 10% of the annual movements.  The majority of the 4,000 current night flight limit is in the summer months of June, July, August and September. This is also reflected in the shoulder movement limit with flights doubling in the peak months from the quieter winter months. The 2025 table shows night movements within the 92 busy day timetable - there were 23 flights a night, a flight every 16 minutes.  These figures exclude dispensations. 

The Airport proposes to increase night flights from 4,000 to 4,974 per annum.  The majority of atms will again be in the summer months delivering an increase during the 92 day busy period. Yet the documents show a maximum of 19 night flights during the busy peak period.  [Demand Forecasts Core Case Environmental and Planning Outputs page 33]

The airport’s figures are hard to believe:
· The demand is heavily seasonal and there is no evidence that this will change significantly
· BAL has asked to increase night flights from 4000 to 4974.
· Despite the increase in passengers and atms, they have indicated that the number of night flights during the peak period will reduce from around 23 to 19 each night, under the core case (and a lower figure under the fast and slow growth scenarios).

If this is truly the case, and if the application is approved, then BAL should be given a condition that night flights during the 92 day summer period should not exceed 19 in any one night, inclusive of any dispensations that occur.

There is a growing number of departures within the night movement limit which depart shortly before 06.00 hrs. In 2025 there were 78 departures. This compares with 62 departures in 2024. These flights are usually on a busy weekend in the summer period.  https://www.bristolairport.co.uk/media/ojbpf21b/annual-monitoring-report-2025-published-version.pdf 

· Dispensations: 
Dispensation movements are embedded in the detailed aircraft schedule used for the noise model. “The timetable includes an allowance for discretionary late arrivals in the night period. A sensitivity test has been undertaken in the 15 mppa application. These flights are outside of the night movement limit and quota system but are included within contour level. Airlines face financial surcharges for arrivals after 23:30 that are within their control, creating a deterrent.”

History of dispensations: 
a. In 2019, there were 43 flights delayed.
b. In 2023 there were 803,
c. In 2024 there were 832
d. In 2025 there were 863.  

· It took a long time for parish representatives at the Airport Consultative Committee to be given information about the process for dispensations. A special meeting on dispensations was held on 24 September 2024 with the sole purpose of bottoming out the process and details. A meeting with Airport Co-Ordinated Ltd (ACL) was then scheduled as they play a key role.  At the meeting with ACL, it was clarified that BA and NSC determined whether flights should be dispensed. 
· In 2017 BAL and NSC agreed the process without any input from parishes.  There was no consultation with the public and no paper trail of the agreement, which was requested under an FOI. The current application fails to show the reasons why flights get special dispensation, for example, scheduled flights in the shoulder period are allowed to run over by 15 minutes.  Bristol Airport often schedules three flights within the last 15 minutes and have sometimes had three flights scheduled at 23.25.  Many of the reasons given are standard operational activities such as being delayed due to lack of staff, or delay in other airports caused by over-capacity issues.  These should not be accepted as reasons to dispense flights as they are due to poor scheduling of flight arrival times or too tight turn-arounds which are a result of mismanagement.
· From a FOI: there is now a two hour threshold for flights within the latter part of the shoulder period.(as well as the above-mentioned 15-minute threshold).  The rationale is given below:
“The Airport Manager’s decision is to apply a 2 hour threshold and this has been acknowledged and accepted by North Somerset Council as being a reasonable threshold, over which delays are likely to lead to serious congestion at the aerodrome or serious hardship or suffering to passengers or animals. If a flight was refused permission to land at Bristol it would have to divert to an alternate airport (which may also have night time movement restrictions). This would add up to an hour to the flight time taking the overall delay to 3 hours and then passengers would have to wait for coaches to be organised to return them to Bristol which could take between 1-2 hours and then the journey time itself from the diversion airport is likely to take a minimum of 2 hours which would result in a total delay time of 6 hours or more.”
· Despite the massive increase in dispensations, the Airport has yet to financially penalise an airline for a late arrival (if it has, this not been made public, despite requests).
· The noise sensitivity test has not shown the number of delayed flights that were injected into the test referred to in planning documents.  No working example has been given to show how many delayed arrivals would be needed to move the contour levels LAeq,8h contour up by 1 dB (or push it into the next 3 dB band) through the plan period. No mitigation to residents has been suggested.
· BAL’s response in 2024 to the dramatic rise in dispensations was that they would take action to reduce them.  It was not clear what action was proposed but in the following year the number increased.  
· A condition is required on flights that are delayed.  They should be counted within the night quota.  Without a condition of this type, local residents bear the full brunt of poor scheduling and poor operational management at airports.  This is blatantly unfair – a night quota should be exactly that, and BAL management needs to do whatever is necessary to live within the quota.
Ground Noise -Aprons Western, Eastern and Central
Ground noise is formed from idle-thrust taxi, brake / tyre screech, auxiliary power units (APU) and vehicles on the aprons.  Vehicle reversing alarms can also be heard by properties situated close to the airport.  Ground noise is not just at the aprons but occurs when the aircraft moves to position on the runway. The noise cascades over Felton Common and down Goblin Combe.  Additional measures are required to prevent ground noise travelling, for instant bunds on the airport land across the A38 and additional bunds on the western boundary towards Goblin Combe.
The first Noise Action Plan (NAP) was in 2006 with the action to convert aircraft stands from APU to fixed electrical ground power (FEGP). The PCAA in submissions to the draft NAP have continually requested that all aircraft stands have FEGP. The documents state that FEGP is currently in use on a number of stands. This will be extended to all stands where practical. Insufficient progress has been made and a condition is now required for all stands to have FEGP.
The ground noise assessment area is 4 km x 4 km from the center of the runway with 5 monitors placed around the area. The assessment of ground noise from the center of the runway is inadequate because the ground noise is created at the apron stands not at the center of the runway which, when an aircraft takes off, would be considered air noise. The monitors placed round the site are based to the East rather than all around. There is no monitoring of ground noise in the village of Cleeve which suffers badly when the wind is in the East. Ground noise can be heard across the North Somerset Levels, Flax Bourton, Barrow Gurney, Yatton, Congresbury, Winford etc. The measurement of noise does not take account of the wind direction.  This is critical for two reasons:
· The wind direction dictates which way an aircraft is pointing before take-off
· The wind direction greatly influences how far the sound will carry
Surveys of Noise Inadequate:
Noise surveys were undertaken in November 2024, the quietest month of the year. The survey was mainly for traffic and ground noise whilst air noise is measured on the monitors located at Felton, Littleton Hill and Congresbury. This was queried at the Airport Consultative Committee held 4 December 2024. Councillors requested that a survey was carried out during the peak period. The month of November is simply not representative as in November 2024 there were 4,732 flights while in the 92 day summer period there were over 7,500 a month. The survey is not be representative of the ground noise received at peak periods. The PCAA note that in response to our submissions to the Scoping Opinion Consultation (application 24/P/2508/EA2)  the Officer stated “Noise baseline surveys for the ES should include data from the busiest periods of use at the airport (both for aircraft, ground operations and road traffic)”.
Monitoring took place again from January to March 2026 to update and calibrate the noise model.  Again, this excludes any data from the busiest period. The modelling of noise is mainly dependent on assessments based in November 2024 when the airport reached approximately 10.5 mppa.  
Felton Common: It appears that no surveys have been carried out in the busy periods to assess the noise levels of larger aircraft, Code E, which will be descending at a lower altitude to the runway (by 12.5m). The Arrival Landing Lights Consultation ran in November 2025. The noise monitoring on the air monitors located around the airport were measuring noise in 2024 when the landing lights were not under consideration.
The PCAA continue to question the validity of the noise assessments. 
Condition for night noise:  Appendix D Proposed Planning Conditions states that atms between the hours of 23.30 and 06.00 over a 12 month period shall not exceed 4,974 whilst Ch 7 Noise and Vibration Table 7 –18 Embedded Mitigation Measures states a condition on Total flights in the period 23:30 to 06:00 limited to 5,000 in two consecutive summer and winter seasons (currently 4,000), a 25%  increase in movements. The PCAA remains consistent in our views that night flights should not be increased and be reduced due to impacts on health and well-being, on adults, children and wildlife.

Noise Conditions 15 MPPA
Busy timetable 16 June – 15 September
1. No more than nineteen (19) aircraft movements (combined arrivals and departures) shall take place between 23:30 and 06:00 hours on any night. 
Reason: 
a. To safeguard the residential amenity of communities surrounding the airport by limiting night-time aircraft noise in accordance with Policy CS3 of the North Somerset Core Strategy and the relevant paragraphs of the National Planning Policy Framework (NPPF) – Noise.
b. In the worst case scenario put forward in the planning documents the airport proposes to increase passenger numbers and atms but promises that night flights will not exceed 19.
2. The Airport proposes 13 shoulder period flights between 23.00 - 23.30 hrs.  The PCAA requests that there should be no more than the current 6 – 8 to avoid aircraft arriving after 23.30 hrs.  
3. All flights within the shoulder period 23.00 - 23.30 hrs should be the modern aircraft not the older generation.    
4. Flights that are delayed should be counted within the night quota.  Without a condition of this type, local residents bear the full brunt of poor scheduling and poor operational management at airports.  This is blatantly unfair – a night quota should be exactly that, and BAL management needs to do whatever is necessary to live within the quota.
5. Any new scheduled passenger or freight air service (a “new route”) commencing operations at Bristol Airport shall be operated exclusively by modern, low-emission aircraft that meet both of the following standards:
a. Noise: certified to ICAO Chapter 14 (or any future tougher standard that supersedes it); and
b. Engine emissions: compliant with ICAO Annex 16, Volume II – Stage 5 limits (or any future tougher standard that supersedes it).
6.	Biodiversity:  
The PCAA are making the case that it has not been demonstrated beyond reasonable scientific doubt that the proposal would avoid adverse effects on the integrity of the North Somerset and Mendip Bats SAC and the proposal cannot presently benefit from the presumption in favour of sustainable development. For the following reasons:
The author of Ch5 point 5.6.10 notes that “While nature recovery projects in North Somerset have achieved — and will continue to achieve — notable successes, the chapter author concludes that, overall, the 2025 ecological baseline across the Study Area remains significantly degraded, with biodiversity markedly lower than in the 1970s or earlier”. It is also supported by point B25 in the NS & Mendip Bats SPD April 2026, which states that “It must however also be considered that populations are still locally vulnerable, with concerning recent decreasing trends at key Greater Horseshoe roosts in North Somerset from 2020-2024".   This comment shows that further development and the taking of land at Felton Common and Cooks farm will hinder any chance of stalling biodiversity loss. The PCAA consider that the loss of land to development is highly significant.
“The total area of vegetated habitat (assumed to be functionally linked land) being directly or indirectly lost (including adjacent land where artificial light levels are predicted to be above 0.2lux horizontally and 0.4lux vertically) as a result of the Proposed Development is 39.02ha.The remaining vegetated habitat (assumed to be functionally linked land) is 87.02ha, which equates to a loss of 30.9% and retention of 69.1% of the presumed functionally linked land associated with the Application Site.”   This lost habitat is roughly equivalent to 55 – 60 soccer pitches and represents a significant localised ecological impact. The PCAA note that there is an assumption that the remaining functionally linked land is 87.02 ha and presumed functional. The PCAA question this assumption and would like certainty that it is functional as it will impact BNG calculations.
Other factors to consider:
1. There is a loss of grazed land for the bats to forage.  Bat habitats are being squeezed with the development of the Airport and the need for housing in North Somerset. 
2. Impacts on other species include the sky larks on Felton Common.
3. There remain surveys to be completed and made available for the public to view and consider.
4. The PCAA note that BNG of 10% is not likely to be achieved on site. The PCAA note that the Airport does not wish the BNG Plan to be made known until after planning determination.  However, the PCAA requests that the BNG is known before determination to ensure that sites contributing to BNG are suitable.
5. The Biodiversity and Landscape Plan is available and considers various on-site enhancements.  This centres mostly on improving hedge rows, putting bug hotels and bird boxes on site. There is no habitat within some of these areas to attract insects or wildlife; for example bug hotels seem to be positioned in an area where there is no planting. A detailed plan needs to be shown on the website indicating how ecosystems will develop in these areas. No targets are given for progress in reversing biodiversity loss.
6. A veteran tree will be removed. Although the historic field boundary of a hedgerow and three veteran trees are to be translocated from Cooks Farm to a field on the south side, there is a strong risk that these veteran trees will also die.
7. Despite setting up a condition for decay to establish within the soil to ensure that the new 10 ‘veteran’ trees will survive and mature, it will take two or three decades for a tree to become something approaching a true veteran creating habitat for other species. Paragraph 193(c) of the NPPF states that development resulting in the loss of, or deterioration to, irreplaceable habitats including veteran trees should be refused. 
8. Importantly, there has been no timeline established in the Biodiversity and Landscape Plan. Whip trees are to be planted at 0.4 m in height and will develop over a 15 year period from approximately 2030/31 to 2046. No date has been given for suitable replacement of horseshoe bat habitat before construction commences. The proposed development is predicted to commence in 2029. The application states that habitat creation will commence as soon as possible, predicting it will commence in 2030/31. The PCAA note that three years after planning consent for 12 mppa trees were only being planted.  Can not the habitat creation be undertaken sooner?
9. It is important to consider the cumulative approach with the sudden loss of foraging areas for the bats. For example, a key area close to the SAC for foraging is an area of Cleeve Hill Road over to Old Hill Wrington.  This has been always fields grazed by dairy cows.  The farm in spring 2026 has no cattle on the land and some fields have been poisoned. This will have an immediate impact on the bats and should be taken into consideration with the Airport application.

Request and Conditions
1. Due to the substantial loss of land (39.02 ha) currently supporting the population of the Lesser and Greater Horseshoe Bats, it is imperative that offsite land is made available before any construction work commences and fulfills the foraging requirement and to ensure that it is in the required distance of SAC and roosts. (ref May 2026 NS and Mendip Hills Bats SPD)
A legal agreement should be in place to secure off-site land before the application is determined.
2. The final BNG plan should be prepared and submitted before approval of the planning application. Reason: It will be necessary for the plans to be critiqued. Bristol Tree Forum has been engaged by the PCAA for this purpose
3. Landscaping around developments such as Cooks Farm and the Fuel Farm should be established before the installations become operational, thus a timeline must be set with financial penalties for any delay

7.	Lighting
Bristol Airport is approximately 622 feet (190 meters) above mean sea level. Located in North Somerset, the airport is situated on a high ground plateau/ridge. The Lighting Impact Assessment states that both the lights on Felton Common and Cooks Farm will have a negative impact and scored negative 6 on the assessment.  This means that there is moderate adverse effect with a noticeable increase in visibility of the site and sky glow.  The lighting in both areas will be permanent and visually change the landscape.

1. Approach Landing Lighting on Felton Common
The array of landing lights would not be necessary if the runway were not to be extended for larger aircraft to cater for the long-haul market, descending at a lower altitude. The runway and lights are coupled together, as the two items are required for the long-haul flights to operate. The development has major impacts including those given below.
· Inappropriate location – the extension of the runway is not necessary for an increase in aircraft movements and brings with it multiple impacts
· Unrealistic assumptions about hours of illumination
· Impact on residents from larger aircraft approaching at lower altitudes
· Impact on the amenity value of the Common
· Common land ownership
· Ecology and Wildlife
· Landscape and Visuals
1.1	Unrealistic assumptions about hours of illumination
Lighting will have a permanent impact on the Common. The Lighting Impact Assessment Report, Felton Common implies that the lights will perhaps be turned off at approximately 02.30-05.30 hrs. The PCAA do not believe that this is the case and believe that they will be on nearly all night.  There is to be an increase in night flights from 4,000 to 4,974 which is an annual limit not seasonal.  The busy day schedule in the summer months is for 19 flights per night. The PCAA do not accept this figure as it excludes dispensations. In the 92 day summer period of 2025 we had approximately 22/23 flights per night with an additional 4 flights which were delayed (dispensations). The forecast of passengers to 2038 shows that Bristol Airport is a leisure airport which operates seasonally with fewer aircraft movements in the quieter times. 
The busy day timetable within the 92 day summer period in the 15 mppa application only shows one flight arriving between 02.30 and 05.30, at 03.45.  The PCAA do not feel that this is realistic with the increase in night flights.  From screen shots from BA arrivals website page, in 2025 there were at least two flights on Saturdays and Sundays and occasionally in the week. For example, there were two TUI flights to Cape Verde and Paphos at 03.00 hrs on 1 July 2025; TUI flights arrived at 03.25 and 04.00 hrs from Dalaman and Cape Verde on 2 August. 
The wind direction determines the runway use which is aligned east-west.   Arrivals over Felton Common (in a westerly wind) occur for 70% of the time. This means the landing lights will be on almost all night for approximately 274 days a year.
The data given for the approximation of the summer time lighting of the Common appears unrealistic and should be backed up with a timetable of historic arrivals within the 92 day period which will reflect likely future timetabling. Unless a condition is put on the timing of the lights, they will be on all night.
1.2 	Impacts on Residents
Absent in the lighting assessment is the impact on residents of the increase in night flights of new, larger aircraft descending at a lower level. An email from the Airport to Winford PC on 6 May stated  “The application doesn’t specifically seek permission for planes to fly at a lower altitude as technically that does not require planning permission as it does not fall within definition of ‘development’ and so there is no explicit reference to planes being 12.5m lower with the application.”  If the Master Plan and Scoping Opinion (24/P/2508/EA) consultation had included the lights on the Common, the PCAA and other parishes would have responded to this point requesting the impacts on health and safety of descending aircraft and impacts on the amenity value for the public using the Common. A Health Impact Assessment is required.
1.3 	Conclusion
The array of lights requires approximately 0.2% of Felton Common (although ES Vol I section 3.3.64. contradicts this by stating “will require a land take of approximately 508m2 within Felton Common, equating to less than 0.1% of its total area”.) The Airport argues the small land take is insignificant in the size of the Common. What it fails to realise is that it is Common land which is protected and the lighting array will take away a constraint for keeping the Airport within its boundaries and allows a permanent urbanisation of a rural area.  The physical size of the lighting platforms and the intensity of the lighting in an open area will fundamentally change the feel of the Common.  This is not ‘insignificant’.

2	Cooks Farm Lighting from Western Apron, Fuel Farm and Car Park
Cooks Farm is an area of approximately 23.6ha of arable farmland and includes a farmhouse and associated buildings. It is located within the Green Belt. It is intended to be compulsory purchased. Cooks Farm, off Brockley Combe Road, is part of the combe and has always acted as a barrier to the Airport, maintaining the rural landscape. It is a dark area. There is no comment on the lighting from other developments on Cooks Farm which may be constructed at a later date. All potential buildings within the site should be accounted for in the Lighting Impact Assessment. Cooks Farm fulfils three green belt purposes: it prevents urban sprawl; it safeguards the countryside from the Airport; and maintains a strategic gap keeping the Airport within its boundaries.
The car park is for approximately 2,000 cars and the fuel farm is to operate day and night. The area of Cooks Farm had a negative assessment of 6 in a lighting assessment.  This means that it has moderate adverse impacts on the surrounding environment and residents. The lighting will also impact on the Greater and Lesser Horseshoe Bats, a protected species. Currently there is no lighting along Cooks Bridle Path other than the entrance of the Golf Club
Again, the impact of the lights will become permanent. The Airport has chosen the cheapest option for development of car parking with no multi storey car park in its growth to 15 mppa.  It is entirely feasible for the 2,000 cars to be parked in the current Silver Zone area in a decked arrangement.  This would reduce one element of the lighting and stop the proliferation of buildings required by car parking activities such as drop off and pick up zones which would require permanent lighting.
The west and mid west aprons will be raised and cater for 28 aircraft stands. The stands will be 7.5 m above the existing lane level. The lighting for the aircraft stands will have LED masts between 12–30 m in height and will be illuminated all night.
The Fuel Farm has a negative lighting assessment and will operate through the night
2.1 	Conclusion
The lighting at Cooks Farm and from the western apron will have a significant impact and, even if best practice of lighting is adhered to, the impacts will become permanent and further urbanisation of a rural dark area will occur.  
3	Staff Car Park C7
The staff car park is to be on green belt fields next to the A38. The road itself will have a new roundabout and bus route and they will be lit. Lighting column heights range from 15.2m to 21.3m. Currently there are no lights in this area. The staff car park lighting will operate solely during operational periods when staff are detected in the vicinity which, due to the nature of staff operations at the Airport, will be most of the night. The staff car park lighting was assessed as negative but fails to take into account the highway lighting.
3.1	North Somerset Levels
One of the consequences of the 10 mppa planning consent was that the development of MSCP II and Public Transport Interchange delivered an increase in lighting, visible from afar. There has been no additional comment on the lighting of an expanding PTI to cater for more buses and coaches. The Airport can now be seen from the Yatton to Clevedon Road, across the open moors. Ch 9 Landscape and Visual states that this area will have a “barely perceptible increase in the light pollution”. The PCAA dispute this fact due to the raised level of the Western Apron and the third MSCP III to be constructed under the 12 mppa scheme. The PCAA note that Kenn and Tickenham Moor has been scoped out of the Natural Character Area Ch 9 Fig 9.2.  The PCAA request that further studies on North Somerset Moor are carried out.
3.2	Mitigation of Lighting
The assumption is that good practice will be adhered to and the lighting will be reduced at car parks at night due to presence sensors operating, and runway lighting turned off when there are no aircraft approaching Felton Common.  Bristol Airport operates 24/7 and is increasing passenger and staff numbers with additional aircraft movements at night meaning that there will be minimal time when lights are reduced and switched off.
Landscaping is another claimed mitigation.  The PCAA note that hedge and tree planting will commence in 2030/31, one or two years after the proposed runway, car parks and apron stands have been constructed in 2029.  The planting will be of small whips and hedgerows and will take upto 15 years to mature, perhaps until 2046. This means that for residents of Felton and Backwell, lighting will be a major impact for years to come and permanent for users of the Common.  
3.3	Overall Conclusion on Lighting
There are at least 6 areas of land: Felton Common, Cooks Farm, Silver Zone Car Parks 3 & 4, part of the A38 and the new Staff Car Park which will have lighting and which were previously unlit, approximately 32 ha. The Ch 5 Biodiversity, point 5.9.9 states “The total area of vegetated habitat being lost (including adjacent land where artificial light levels are predicted to be above 0.2lux horizontally and 0.4lux vertically) as a result of the Proposed Development is 39.02ha. The mitigation for the loss of this vegetated habitat such as hedgerows, trees and shrubs will take 15 years to mature. The overall result is that lighting will impact the North Somerset Levels, Common Land, the Mendip Hills, residents and wildlife, and will become permanent. Mitigation is totally inadequate. In planning jargon lighting has a highly significant impact.
3.4	Conditions 
There will need to be strict conditions on Lighting.


8.	HEALTH
1. From the Planning Statement for growth to 12 mppa it stated that the “Proposed Development will deliver a wide range of material benefits to local communities, the environment, transport network and economy.”  The PCAA would argue that the environment has been degraded by the loss of Silver Zone Car Park extension 2 which was classed as the best and most versatile agricultural land and on which the bats forage. The road transport network is only being tweaked with no meaningful public transport measures, mass transit or rail. The delivery of the new modernised quieter aircraft is still not complete and there will be a full 22% of aircraft movements of the older generation aircraft at 2038. The tranquility of the area is further reduced by additional flights and air quality is reducing. 
2. For the reasons above plus more the PCAA call for a stand-alone Health Impact Assessment. There was no Health Impact Assessment in the 12 mppa application. This means residents will suffer from a 50% increase of all impacts (road, ground noise, air noise, loss of greenbelt, reduction in air quality etc) due to growth from 10 to 15 mppa and a proposed increase in night flights to 4,974, approximately a 25% increase. The health impacts have not been, and should be, properly and independently assessed.
3. The Chief Medical Officer Sally Davies in her report published 2017 titled ‘Health Impacts of all Pollution’ states clearly that it is the responsibility of the Local Authority to assess and mitigate the health impacts from pollution of airports.  The report highlights ‘in children, aircraft noise exposure has been linked to delays in children’s reading on standard scales in cross-nation studies.’  The report also suggests ‘more easily achievable source reductions include airport night curfews in numbers of flights from airports’ to reduce noise pollution.
Why a Health Impact Assessment is required
Noise was regarded  by the Airport as having no significant impacts at the population level. Obviously, noise from flight paths, traffic noise and ground noise is highly significant at a local level of a radius of 10 –15 miles which takes in the majority of North Somerset.
There appears to be salami-slicing approach to growth from 10 mppa. There was an increase in both air and ground noise under the 12 mppa application and again with the 15 mppa.  The combined impact has not been considered and the cumulative level of noise should be taken into consideration.
“The amenity assessment study area is based on the recommendation in DMRB LA 1121 to include the Application Site plus a 500m buffer surrounding the boundary. Figure 12.1 and Figure 12.2 show this Study Area, including the relevant land use and accessibility receptors. The assessment area is far too small, taking account of only a small area of Felton Common. The study area should be at least 5 km. Ground noise can be heard from Flax Bourton and across North Somerset Moor. The study area excludes Goblin Combe owned by Groundworks charity and the Warren (Avon Wildlife Trust). These areas are heavily used by walkers and are of high amenity value. It only takes in a small part of Brockley Combe Road, a Sustrans route for cyclists. 
Public health within the locality may be damaged through the daily operations of the Airport and associated road traffic. There is to be an increase in levels of nitrogen dioxide and particulate matter, worsening respiratory conditions such as asthma, and increasing cardiovascular risk. Children are particularly vulnerable due to their developing respiratory systems and higher exposure relative to body size. There is a well-documented set of health risks associated with aviation growth. This point must be given significant weight.  
The PCAA note that there is no assessment of airport operations in line with the World Health Authority guidelines or acknowledgement of their guidance on issues that arise from airport operations.
Ch 12.6.6. shows that the local population's health is good within North Somerset but shows disparities particularly relating to mental health. There has been no examination of what is causing mental health issues and whether any of this is related to the Airport noise from aircraft. It may be from noise causing lack of sleep and anxiety from the biodiversity and climate crisis.
The latest Government study published 7 May titled “ The impacts of airports on local residents” recognises that aviation noise is a stressor affecting health and a public health nuisance. The report highlighted that children attending noisy schools have poorer learning.  It found that the increase in aircraft noise causes a decrease in reading ability.  No comparison of reading ability within the local schools surrounding the Airport has been carried out.  Ref: https://www.youtube.com/watch?v=hT5SHEuNAEQ May 2026 Winford School and Court De Wyke School are on the flight paths.  Backwell and Congresbury Schools are close by and will also be affected. 
Condition
The Airport Environment & Amenity Improvement Fund (Local Community Fund) commenced with the 10 mppa consent at £100,000 per annum.  At 12 mppa consent the level remained the same at £100,000 per annum.  The further loss of tranquility on Felton Common and other nature reserves such as Goblin Combe, the loss of  green belt land and impact on residents well being requires the fund to increase substantial to £500,000 per annum
 
Array of Landing Lights on Felton Common
Although Amenity is considered in the Study Assessment Area by extending the buffer zone 500 m from the last landing array situated in the middle of the Commonn,  no comment has been made of aircraft descending at lower altitudes across the Common. A response from the Airport on descending aircraft to Winford Council dated 6 May.
“The application doesn’t specifically seek permission for planes to fly at a lower altitude as technically that does not require planning permission as it does not fall within definition of ‘development’ and so there is no explicit reference to planes being 12.5m lower with the application. We as the applicant can only apply for what needs planning permission within our planning application.
However, the physical changes to the runway do require permission and the implications of those changes, including the lower aircraft, have been taken into account within the relevant assessments. Chapter 7: Noise and Vibration makes repeated references to the runway extension resulting in slight increases to areas to the east of the runway including School Lane and Felton Common which is as a result of aircraft being lower when landing and being closer to those receptors when taking off from the end of the extended runway.”
This email shows complete disregard to residents and users of the Common. Descending aircraft being 12.5m lower will impact the Common and the amenity value will deteriorate, particularly when the new array of lights is also considered. It could also lead to safety issues.  For example, no mention has been made on the impact on a horse rider other than that the bridlepath is useable. If you stand on the Common today when a plane arrives and then think about a considerably larger plane arriving 12.5m lower, you will understand the concerns for safety to horse-riders and general amenity deterioration.
PCAA note from ES Vol III that wind is a risk and this can cause loud thrust when aircraft have to abort a landing and ‘go around'. Note that there were 178 aborted landings in 2025 (Ref: Save Felton Common Group). This may easily cause a horse to bolt and throw the rider. The PCAA challenge the Airport’s assumption that these impacts should be considered ‘negligible’. As no consideration has been qiven to the descending altitude of the aircraft over the Common, a public space, the PCAA consider the array of lights with a lower descent of aircraft should, in the planning balance, be ‘highly significant’.
The PCAA would have raised the issue in our response to the Scoping Opinion in 2025, if the information on the array of lights on the Common had been made available.
Lights on Felton Common
The array of lights on Felton Common has the following impacts on health:
· CH 12 fails to highlight the mental impacts on residents from part of the Common being deregistered. The reactions of residents and the public can be grief, sadness, helplessness and lack of control which can often lead to anger. This condition is known as “solastalgia”. The lights will be permanent and change part of the usage of the Common, which will become no longer so attractive.  No assessment of this issue has been carried out.
· No comment has been made on the altitude of the aircraft and angle of the lights which may impact on a dwelling causing increased sleep deprivation.
Climate Change risks to Health
Ch 12 has two words on climate in the whole chapter and refers the reader to the climate assessment in Appendix 13.5. Appendix 13.5 carries out an assessment of climate change as it relates to issues at the Airport itself and the wider aviation network and how the airport would respond.  
There is no mention of climate anxiety and that people recognise that the Airport facilitates a rise in aviation emissions during a climate crisis.  Anxiety is a risk to health and should be considered.
As weather conditions grow more severe through the climate crisis, there will be more flight delays.  The delays that cause increased night flights impact residents by causing sleep disruption. CH 12 ignores delayed flights and their health impacts. There was no mention of dispensations within CH 12 or in the associated Appendix 13.5.  An Adaption Action Plan has been formed which is shown below and accounts for climate risks in the wider aviation area over days, months and long term are as follows: 
· Routes and destinations are within the control of the airlines. For short term disruptions at origin / destination airports, airlines will decide to cancel flights as necessary.
· Routes and destinations are within the control of the airlines. For medium term disruptions at origin / destination airports, airlines will decide whether to re-route flights to a nearby location or to use alternative routes.
· Passenger forecast models are developed in discussion with airline operators.
These actions are in place, nothing new is proposed. No explanation has been given of the actions taken to date from the formation of the Plan. The PCAA request information on how many dispensed flights are weather related.  Despite the very large growth in dispensations, the airport assumes that all scheduled flights arrive on time. The Master Plan stated an extra 1000 night flights between 23.30 - 06.00 hrs. The planning application states 974.  This is because it would change nighttime and perhaps the day contour levels.. The public, particularly residents, should know how many additional flights will change the night and perhaps day contour levels, a reasonable request given that the fleet mix is already known and made public.
The PCAA would expect that a Health Impact Assessment would pick up that on a busy summer day peak period there are predicted to be 13 flights within the shoulder period 23.00 – 23.30 hrs. There is no comment on this point within Ch 12. The shoulder period acts as a transitional noise management buffer between normal day time operations and the strict night quota period 23.30 - 06.00. It is designed to accommodate delayed flights and provide flexibility for the sector. 
The 13 evening shoulder flights predicted at 2038 are approximately double the current figure of 6-8 under 12 mppa. This implies that there will be a flight every two minutes in that period.  Some of these flights will obviously be delayed but the 23.30 cut-off should be sacrosanct: every flight that crosses this time line should count towards the annual night movement limit. 
The PCAA accepts that the morning shoulder during the busy period is already at capacity but is strongly resistant to the evening shoulder period going the same way. 
The 10 mppa planning consent set a shoulder period limit on flights of 9,500 to include both periods, night and morning. The Airport wishes to maintain this limit, from Appendix D proposed conditions it states “ATMs between 06.00 and 07.00 and between 23.00 and 23.30 (the shoulder periods) shall not exceed 9,500 over a 12-month period.” 
The increase in evening shoulder period flights from the current figure of 6-8 to the proposed figure of 13 is unreasonable.  It is almost a 100% increase when the overall growth rate is just 25% (from 12 to 15 mppa).
The concept of a shoulder period (as outlined above) is as a transitional period but they have become, under the Airport’s plans, the busiest periods of the day, made possible in part by an increase in airside infrastructure of more taxi way and aircraft stands.
A condition should be set that, within the 9500 annual limit, there should be no more than 8 atms in any one day during the evening shoulder period and that any use of the shoulder period must only involve new, quieter aircraft. 
Request
Ch 12 is inadequate; A health Impact Assessment should be undertaken. The Assessment should consider all points raised in the section on health.
Conditions:
Reasons for these conditions are described in the Health section:
· All flights that occur during the night period 23.30 - 06.00 hrs should count towards the annual movement limit, whether or not they were scheduled to arrive at that time. 
· There should be a maximum of 8 flights within the shoulder period 23.00 - 23.30 on any day
· Only the modern, quieter aircraft are allowed to use the shoulder period. 

9.	Major Accidents and Disasters (Safety)
Ch 14 shows no comment on the descending aircraft at a lower altitude.  This has been missed out of the application as it is not considered a planning matter.  The aircraft will be approaching the arrival runway over Felton Common which has several bridleways.  No assessment has been given of a horserider being thrown off a horse when it bolts due to approach noise or a sudden thrust of noise if an aircraft aborts landing.  The PCAA question whether the Airport would be liable.
Likewise, HGV and double decker buses travelling on the A38 have not been mentioned. There is a risk to the public on the A38 of descending aircraft, particularly in high winds. Further information is required.
Brockley Combe Road is not suitable for traffic to and from Bristol Airport.  Note, in April 2026 there was a fatality on the road.
Request and Condition
The PCAA request that the Airport explain the risk of descending aircraft at lower altitudes over Felton Common.
No HGVs should be allowed to access the airport via Brockley Combe Road and Downside.
10.	Climate change - Aviation Emissions
Bristol Airport aims to be carbon neutral by 2030, but it facilitates aircraft movements which create aviation emissions.  
The rise in aviation emissions is driven by the demand for international leisure flights which are increasingly longhaul flights. This is exactly what Bristol Airport intends to deliver with longhaul flights to Dubai, Abu Dhabi, Doha and destinations in the US. 
From the Committee on Climate Change 
“Emissions in the aviation sector increased by 9% in 2024 to reach a total of 38.4 MtCO2e, marking a return to pre-pandemic levels. The Government’s 2022 Jet Zero Strategy (JZS) and Carbon Budget Delivery Plan (CBDP), and our Seventh Carbon Budget Balanced Pathway all require emissions to stay flat and start decreasing slowly over the rest of the decade. Limiting emissions in this way will be difficult if passenger numbers increase without sufficient counterbalancing uptake of low-carbon solutions.
 The most significant driver of aviation emissions since 1990 has been rising demand for international flights, particularly leisure. Aviation emissions now contribute a greater share to the UK emissions total than the electricity supply sector. This stands in stark contrast to the situation in 1990, when aviation emissions were ten times lower than emissions from electricity, and close to half their current level.”
“This increase means that aviation emissions are now above both the emissions expected in the JZS and where we expected our Seventh Carbon Budget baseline to begin in 2025. Emissions in 2024 are very similar to levels expected in the CBDP indicative delivery pathway.
“It is still too early to say whether emissions in the sector will continue to grow or plateau at a level close to the relatively flat average observed over the decade preceding the pandemic. However, the rate of increase over the past year is cause for concern, and future changes will need to be monitored closely.” · Ref: https://www.theccc.org.uk/publication/progress-in-reducing-emissions-2025-report-to-parliament/ 
The above statements and data from the Committee on Climate Change make it absolutely clear that the carbon budgets are at risk as well as the net zero target.  It is essential that the cumulative total of aviation emissions is considered and that Bristol Airport’s emissions are not considered in isolation. 
The 7th Carbon Budget takes a different approach to evaluating non-CO2 emissions compared to that used in the 6CB report, on the basis that “non-CO2 effects likely make up the dominant part of the UK aviation sector’s contribution to current global warming.”  These emissions should be acted on rather than just being reported.
Low- and zero-emission aircraft: Airbus announced that their previous target to get a hydrogen aircraft concept to market by 2035 has been delayed. The delay is at least ten years. 
Sustainable aviation Fuel (SAF): Delivery risks remain for meeting the full 10% SAF mandatory share target by 2030 due to the various challenges facing supply, such as uncertain global SAF supply. Currently, there are no operational UK SAF plants, but they are under construction and will be important for developing second and third generation SAF.
High significance should be given to aviation emissions:
Condition:  I am currently searching for the correct condition.
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12.	Air quality 







