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NORTH SOMERSET COUNCIL CORE STRATEGY 

EXAMINATION IN PUBLIC - ISSUE 3H: APPROPRIATENESS OF 

PROVISIONS FOR BRISTOL AIRPORT  

 

POSITION STATEMENT ON BEHALF OF BRISTOL AIRPORT  

1. Introduction and Outline of Case 

1.1 Introduction 

1.1.1 This Position Statement has been prepared by AMEC Environment and Infrastructure 

UK Limited on behalf of Bristol Airport and is submitted to the Examination in Public 

(EiP) into the North Somerset Council Core Strategy.  It focuses specifically on Policy 

CS23: Bristol Airport and in doing so considers the appropriateness of provisions for 

Bristol Airport (Hearing Issue 3h).   

1.1.2 The Position Statement should be read in conjunction with the objections set out in 

previous written representations submitted by Bristol Airport
1
 and Position Statement 

ref: PS/205 in which a case is advanced for provision to be made, within the Core 

Strategy, for a local amendment to the Green Belt as it applies to Bristol Airport and 

that this amendment be reflected on the Proposal Map. 

1.2 Outline of Case 

1.2.1 The evidence provided in this Position Statement establishes that the Core Strategy’s 

provisions for Bristol Airport, which are principally set out in Policy CS23, are 

inadequate and unsound on the basis that they do not accord with national policy, fail 

to take adequate account of existing evidence (i.e. they are not “Justified”) and, 

further, do not provide an agreed and robust framework for the delivery of 

development to meet the Airport’s operational needs over the plan period (i.e. they are 

not “Effective”).  Further, it is submitted that Policy CS23 does not meet the 

                                                      

1
 See Core Strategy Publication Version January 2011- Responses to Soundness Consultation (Comment 

ID 1051265/CSPV/2, page 128, and Comment ID 1051265/CSPV/2, page 325) and responses submitted 

by Bristol Airport in relation to the Schedule of Proposed Changes and implications of the Draft National 

Planning Policy Statement 
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(proposed) new test of soundness for plans to be positively prepared (see paragraph 48 

of the draft National Planning Policy Framework [NPPF]). 

1.2.2 The wording of Policy CS23 is vague and indeterminate and is inconsistent with the 

support afforded to the Airport’s growth by national aviation policy, as set out in The 

Future of Air Transport White Paper (ATWP), as well as the promotion of positive 

planning for economic growth within national planning policy.  Allied to this, whilst 

we welcome the inclusion of Policy CS23 under the chapter heading “Delivering a 

prosperous economy” and support Priority Objective 3 (which seeks to support and 

promote the Airport as a major employer in North Somerset), it is unclear how the 

policy as currently drafted will help fulfil this objective. 

1.2.3 In proposing the preparation of an Area Action Plan (AAP) or other Development 

Plan Document (DPD) to guide development at the Airport, the Core Strategy has 

failed to recognise that the development needs of the Airport over the period of the 

plan have already been established, principally through the grant of planning 

permission for its expansion.  Further, the reliance placed on North Somerset 

Replacement Local Plan (NSRLP) Policy T/12 to provide the planning framework for 

the Airport until such time that an AAP or other DPD is adopted serves to create a 

policy vacuum as, following the grant of planning permission for the Airport’s 

expansion, this policy is outdated.  As a consequence, there is a danger that the Core 

Strategy will undermine the successful implementation of the Airport’s expansion, the 

realisation of national aviation policy and regional economic development.   

1.2.4 Taking into account the evidence contained within this Position Statement, it is 

respectfully submitted that Policy CS23 be amended, drawing on the relevant 

provisions of NSRLP Policy T/12, to provide a clear vision for the Airport which 

supports development to meet its operational needs over the plan period.    

1.2.5 The remainder of this Position Statement provides evidence to support this case. 

2. Context 

2.1 The Significance of Bristol Airport 

2.1.1 Bristol Airport is located approximately six miles to the south west of the main 

conurbation of Bristol and is the principal airport for the South West region.  It 

represents the UK’s ninth largest airport, and the third largest regional airport in 

England outside of the South East, after Manchester and Birmingham.  Bristol has 

been one of the fastest growing UK airports with passenger numbers increasing from 

under 2 million passengers per annum (mppa) to around 6 mppa in 2010.   

2.1.2 Planning permission was recently granted for the major expansion of the Airport to 

handle 10 mppa.  The expansion proposals include: terminal extension; new 

walkways, piers and aprons; additional car parking areas including multi storey; new 
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office building; replacement fuel storage depot; landscape and nature conservation 

enhancement measures.  

2.1.3 The ongoing growth of the Airport will reduce the South West's reliance on airports 

outside the region and support regional economic development.  A 2009 Economic 

Impact Study prepared by Roger Tym and Partners
2
 estimated the present value of all 

direct user benefits from the Airport’s expansion until 2070 to be £3.14 billion with a 

cumulative gross value added to the South West region of up to £9.5 billion, including 

the inbound tourism impact.  Importantly, this work was independently assessed by 

consultants on behalf of North Somerset Council and found to be robust and attempts 

to challenge its validity were dismissed by Mr Justice Collins at the High Court
3
. 

2.1.4 Bristol Airport is an important employer and in 2010 supported some 2,672 full-time 

equivalent (FTE) jobs with additional indirect employment opportunities also 

supported off-site through supply chains.  The Economic Impact Study indicates that 

approximately 12,500 additional jobs will be supported within the region by the 

Airport’s expansion to the permitted capacity of 10 mppa.  This includes around 2,500 

additional employment opportunities directly related to airport activities, a proportion 

of which will be taken up by residents of North Somerset.  The Economic Impact 

Study was based on a comprehensive assessment of employment needs at the Airport 

and how these might change in the future.  It can be assumed that this level of 

employment growth will be achieved in the Core Strategy period. 

2.2 Realising the Economic Potential of Bristol Airport through the 

Core Strategy 

2.2.1 For Bristol Airport to successfully expand and continue to play a significant role in the 

regional economy, it is essential that policies contained within the Core Strategy fully 

support development to meet its operational needs.  This reasoning has underpinned 

the case advanced by the Airport’s Operator for the inclusion of land to the south of 

the airfield within the Green Belt Inset
4
. 

2.2.2 The significance of Bristol Airport to the regional economy is recognised within the 

Core Strategy (see paragraph 1.18) and reflected within Priority Objective 3, which 

sets out the Council’s intention to support and promote the Airport as a major 

employer in North Somerset “to ensure continued employment security and economic 

prosperity”.  Policy CS23 of the Core Strategy, which is the subject of this Position 

Statement, meanwhile stipulates that proposals for the development of Bristol Airport 

will be required to demonstrate the satisfactory resolution of environmental issues.  

The supporting text (paragraph 3.292) sets out that development beyond that already 

permitted will be the subject of an AAP or other DPD.  In the interim, it is proposed 

that NSRLP Policy T/12 will be saved.   

                                                      

2
 See Additional BIA Economic Impact Assessment Results note to the Study 

3
 Stop Bristol Airport Expansion Ltd v North Somerset Council 

4
 As detailed within Position Statement Ref: PS/205 submitted to the Examination in Public by AMEC on 

behalf of Bristol Airport. 
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2.2.3 Taking into account existing and emerging national planning policy, we consider there 

to be two key tests as to the suitability of Policy CS23: 

i. Does the policy provide a positive framework for growth? 

ii. Is there a need to prepare a further DPD to guide airport development over the 

plan period?  

2.2.4 Each question is considered in-turn below. 

3. Does Policy CS23 Provide a Positive Framework for 

Growth? 

3.1.1 The ATWP (and 2006 Progress Report) identifies Bristol Airport as the main airport 

within the South West and supports its development to around 12 mppa (which 

continues to be the Airport’s forecast capacity
5
).  Specific White Paper policy 

conclusions in relation to the Airport are quoted in full below: 

“10.7 The main potential for growth in the South West will be at Bristol Airport. 

Having due regard to the environmental impacts that would accompany its expansion, 

we support its development to around 12 mppa, to include a runway extension and 

new terminal south of the existing runway when these are required. 

10.9 Bristol International Airport is by far the largest airport in the South West of 

England. Like several other regional airports in the UK, it has seen substantial 

growth recently, with passenger throughput nearly doubling between 2000 and 2003. 

The airport is now handling almost 4mppa. The forecasts suggest that by 2030 it could 

attract between 10mppa and 12mppa, taking account of our proposals in Chapter 11 

for new runways in the South East.” 

3.1.2 The ATWP remains the most up-to-date national policy on aviation.  Importantly, the 

status of the ATWP was recently considered at the High Court where, in rejecting a 

challenge
 
to the grant of planning permission for the expansion of Bristol Airport, Mr 

Justice Collins ruled: 

“The Government, for good or ill, has maintained the ATWP for the time being as the 

relevant policy document…It seems to me it cannot be an error of law for advice to be 

given to follow that policy.” 

3.1.3 Whilst the Coalition Government has cancelled plans for new runways at Heathrow, 

Gatwick and Stansted airports
6
, it has not withdrawn its support for the expansion of 

Bristol Airport.   It is clear therefore that the ATWP should be afforded significant 

weight in determining the soundness of the Core Strategy and be taken as evidence of 

                                                      

5
 See Department for Transport (2011) UK Aviation Forecasts – August 2011 

6
 See The Coalition: Our Programme for Government, May 2010  



 

5 

 

 
 

© AMEC Environment & Infrastructure UK Limited 
November 2011 

 

 

national policy support for development of the Airport.  We consider that Policy 

CS23, as currently drafted, fails to provide the same level of support and therefore 

does not reflect national policy.   

3.1.4 Policy CS23 must also be considered against existing and emerging national planning 

policy.  Planning Policy Statement 4 (PPS4) (Policy EC2) encourages positive 

planning for economic development and states that development plans should support 

existing business sectors.  Allied to this, in his Written Ministerial Statement - 

“Planning for Growth” (23 March 2011), the Minister of State for Decentralisation, 

Greg Clark, set out the Coalition Government’s commitment to reforming the 

planning system to support the revitalisation of Britain’s economy.  In it, he stated that 

local authorities should proactively support growth and that they should “ensure that 

they give appropriate weight to the need to support economic recovery, that 

applications that secure sustainable growth are treated favourably (consistent with 

policy in PPS4), and that they can give clear reasons for their decisions”.  Subsequent 

guidance
7
 issued by the Planning Inspectorate sets out that Inspectors should “have 

careful and full regard to the principles in Greg Clark’s statement that significant 

weight should be attached to the need to secure economic growth and employment”.   

3.1.5 Building on the Coalition Government’s commitment to securing economic growth, 

the draft NPPF promotes a strong presumption in favour of sustainable development 

and sets out that Local Plans should plan positively for the required new development 

and infrastructure and support existing business sectors.   

3.1.6 In not proactively supporting the planned (and approved) development of Bristol 

Airport, it is considered that Policy CS23 falls short of meeting existing and emerging 

national planning policy principles which seek to deliver economic growth. 

3.1.7 Paragraph 22 of the draft NPPF also states that “Local Plans should set out the 

opportunities for development and clear guidance on what will or will not be 

permitted and where.  Only policies that provide a clear indication of how a decision 

maker should react to a development proposal should be included in the plan”.  Policy 

CS23 as drafted is vague and indeterminate and does not fulfil this requirement.  

Further, the supporting text (paragraph 3.292) asserts the Council’s intention to use 

NSRLP Policy T/12 as the basis for determining applications for development at the 

Airport.  This policy is reproduced in full below: 

“Development within the Green Belt inset at Lulsgate, as shown on the Proposals 

Map, will be permitted provided that: 

i) it is required in connection with the movement or maintenance of aircraft, or with 

the embarking, disembarking, loading, discharge or transport of passengers, 

livestock or goods; 

ii) environmental impacts such as emissions are minimised, and noise is not an 

unacceptable problem for local residents and communities; 

iii) it is suitably sited, designed and landscaped so as not to harm the surrounding 

                                                      

7
 The Planning Inspectorate (2011) Advice Produced by The Planning Inspectorate for use by its 

Inspectors – 31 March 2011 
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landscape; and 

iv) appropriate provision is made for surface access to the airport, including highway 

improvements and/or traffic management schemes to mitigate the adverse impact 

of airport traffic on local communities, together with improvements to public 

transport services. 

Car parking for the airport will not be permitted except in the following locations: 

a) within the Green Belt inset at Lulsgate, subject to iii) above; 

b) in association with overnight accommodation, provided that the number of parking 

spaces on site does not exceed three times the number of bedrooms; 

c) within the settlement boundary of Weston-super-Mare or within the Weston 

Regeneration Area, where the provision is planned as part of an integrated 

transport strategy for the town and its links with the airport that contributes to the 

creation of more sustainable travel patterns.” 

3.1.8 We consider that it is inappropriate to continue to use Policy T/12 as, following the 

grant of planning permission, this policy has been superseded.  This is recognised at 

paragraph 3.290 of the Core Strategy itself which states: 

“Development requiring consent up to 2011 is provided for by Policy T/12 of the 

North Somerset Replacement Local Plan and was the subject of a recent planning 

application.” 

3.1.9 The extant permission includes areas of development outside the existing Green Belt 

Inset defined by Policy T/12 and an extended area corresponding with the planning 

permission is now required, as set out in our submissions in respect of Policy CS6.  

The proposed extended Green Belt Inset will provide for all of the development needs 

of the Airport over the plan period.  The grant of planning permission for the 

expansion of Bristol Airport does not preclude further applications for development 

coming forward over the plan period to modify, or support the implementation of, this 

permission and the Core Strategy should be sufficiently flexible to respond.  The 

implication of an approach that relies on the outdated Policy T/12 (and Green Belt 

Inset) therefore is the creation of a policy vacuum for airport-related development.   

3.1.10 Turning to the ‘Core Strategy Submission: Schedule of Changes to Publication 

Version’, it is noted that the proposed amendments to Policy CS23 imply that 

additional weight should be given to the impact of aviation on climate change 

(changes PC30 and PC31).  We submit that this wording is inappropriate as it is not 

the role of local authorities to manage emissions arising from aircraft.  This was the 

resolution opinion of Planning Officers in their report to Committee on 3rd March 

2010 on the planning application for the Airport’s expansion: 

“Climate change and aviation’s contribution to it is clearly an important issue, but it 

is a global problem that requires a global response. Thus, as has been seen in recent 

planning appeals, it is not the role of local planning controls to manage emissions 

from aircraft.”  
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3.1.11 Importantly, in rejecting the recent challenge
3
 to the grant of planning permission for 

the expansion of Bristol Airport, Mr Justice Collins upheld this view and questioned 

how a local planning committee could satisfactorily consider this issue.    

3.1.12 In summary, it is submitted that Policy CS23 and the supporting text, as currently 

drafted, do not offer sufficient support for the development and operation of Bristol 

Airport.  The policy has not been positively prepared, fails to accord with the 

principles of national aviation and planning policy and does not adequately take 

account of up-to-date evidence (i.e. the extant planning permission for expansion of 

the Airport).  Further, the Council’s proposed changes are inappropriate and do not 

reflect the fact that climate change impacts arising from aircraft emissions should not 

be material to the determination of proposals for development at the Airport.   

4. Is a Further DPD Required to Guide the Development of 

Bristol Airport over the Plan Period?  

4.1.1 As set out in Section 2.2 of this Position Statement, the supporting text to Policy CS23 

(paragraph 3.292) stipulates that development beyond that already permitted will be 

the subject of an AAP or other DPD.  Planning Policy Statement 12: Local Spatial 

Planning (PPS12) (paragraph 5.1) sets out criteria for determining whether DPDs 

other than the core strategy are required: 

“LPAs should consider the following criteria when determining which DPDs other 

than the core strategy they produce: 

• Does the issue need treatment in the development plan? If so, 

• Does the RSS and/or core strategy adequately cover the issue?” 

With specific regard to AAPs, PPS12 (paragraph 5.4) states: 

“Area action plans should be used when there is a need to provide the planning 

framework for areas where significant change or conservation is needed. Area action 

plans should: 

• deliver planned growth areas; 

• stimulate regeneration; 

• protect areas particularly sensitive to change; 

• resolve conflicting objectives in areas subject to development pressures; or 

• focus the delivery of area based regeneration initiatives.” 

 

Similarly, the emerging guidance contained within the draft NPPF (paragraph 21) 

states that additional DPDs should only be prepared “where clearly justified”.   
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4.1.2 Planning permission has been granted for development of the Airport to accommodate 

a throughput of up to 10 mppa and development beyond the boundary of the extant 

permission (and the extended Green Belt Inset proposed in Position Statement ref: 

PS/205) is not expected to be needed over the period of the Core Strategy.  Whilst 

associated development applications are likely to come forward to support the 

implementation of this permission, it would seem perverse to prepare either an Airport 

AAP or subject-based plan for aviation as there will be no significant change over the 

plan period.  Indeed, this would represent an unduly complex, lengthy and prescriptive 

method for the delivery of development at Bristol Airport.  Further, given the time 

required to prepare an AAP or other DPD, this approach could significantly delay the 

delivery of development to meet the Airport’s operational needs which may impede 

the implementation of the extant permission and undermine regional economic 

growth.  Consequently, it is considered that airport-related development could be 

satisfactorily addressed within the Core Strategy itself.  Indeed, not doing so could 

impede the ability of the Airport to realise its operational needs. 

4.1.3 It is worth noting that a number of other airports around the UK have looked at the 

potential for preparing AAPs and those currently being prepared include Southend 

Airport and Farnborough Airport (note that a proposed AAP for Bournemouth Airport 

will now be delivered through policies contained within the Christchurch and East 

Dorset Joint Core Strategy).  However, these AAPs seek delivery of major business 

park development with any airport operational development forming only a small part 

of the overall AAP.  The circumstances of Bristol Airport are therefore quite different.  

The Core Strategy is unlikely to be required to deal with any further growth beyond 

that already permitted and any additional development that may be needed during this 

period is likely to be related to the Airport’s operational needs only. 

5. Conclusions and Recommended Changes 

5.1.1 The Core Strategy can, and should, provide the appropriate policy basis for supporting 

the operational needs of Bristol Airport of the period of the plan.  Whilst Priority 

Objective 3 sets out the Council’s intention to support and promote the Airport as a 

major employer in North Somerset, it is submitted that Policy CS23 would in fact be a 

departure from this objective as the policy’s wording does not positively support 

development of the Airport.  Further, it is considered that the Council’s proposal to 

prepare an AAP or other DPD to guide development cannot be justified as the 

development needs of the Airport have already been established and a reliance on 

Policy T/12 of the NSRLP in the interim creates a significant policy vacuum. 

5.1.2 The Core Strategy presents an opportunity to develop a single policy which sets the 

framework for development of the Airport over the plan period thereby negating the 

need to rely on the NSRLP or a further DPD.  It is therefore submitted that Policy 

CS23 should be amended, drawing on the relevant provisions of Policy T/12, to 

provide a clear vision for the Airport that supports development to meet its operational 

needs over the plan period and which seeks to make best use of land within an 

amended Green Belt Inset
4
.    
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5.1.3 It is submitted that Policy CS23 be amended to state:  

The Council supports the important role Bristol Airport plays as a key transport hub 

and significant local employer within North Somerset and beyond.  Within the plan 

period development of the Airport will be supported to cater for a throughput of 10 

million passengers per annum.  The Green Belt Inset in this area has been amended 

to accommodate this.   

Further development within the Green Belt Inset at Lulsgate, as shown on the 

Proposals Map, will be permitted provided that: 

1. It is directly related to the operation or function of the Airport;  

2. It would minimise environmental impacts where possible such that emissions 

and noise would not be an unacceptable problem for local residents and 

communities; 

3. It is suitably sited, designed and landscaped so as not to cause unacceptable 

harm to the surrounding landscape; 

4. It makes appropriate provision for surface access to the Airport, including 

highway improvements and/or traffic management schemes, to mitigate the 

adverse impact of airport traffic on local communities, together with 

improvements to public transport services. 

5.1.4 To reflect revised Policy CS23 outlined above, the supporting text should be amended 

to delete reference to the requirement for preparation of an AAP or other DPD.  

Additionally, the supporting text at paragraph 3.290 should be revised to accurately 

reflect the fact that climate change, so far as it relates to emissions from aircraft, is not 

a material consideration in the determination of applications for development at the 

Airport. 
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