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Glossary

ACARE

ACI
AOA
APU

AQMA
ATC
AQS

BMS
BREEAM 

CAA
CATE

CDA
CHP
CO2 
EFAS

EMS
ETS
FEGP

GHG
GPU
GM AQMA

GMPTE

ICAO
KSPI
LAeq

LHMP
MAG
MANTIS

NATS
NMVOCs

NOx
NO2 
NSD 

Advisory Council for Aeronautics Research
in Europe
Airports Council International
Airport Operators Association
Auxiliary power unit; aircraft on-board
generator
Air Quality Management Area
Air Traffic Control
Air Quality Standards set within the Air
Quality (England) Regulations 2000
Building Management System
Building Research Establishment
Environmental Assessment Method (an
environmental standard for buildings)
Civil Aviation Authority
Centre for Air Transport and the
Environment
Continuous Descent Approach
Combined heat and power plant
Carbon dioxide
Environmentally Friendly Airport ATM
Systems
Environmental Management System
Emissions Trading Scheme
Fixed electrical ground power - mains
electricity for aircraft during turnaround
Greenhouse gases
Ground Power Unit
Greater Manchester Air Quality
Management Area
Greater Manchester Passenger Transport
Executive
International Civil Aviation Organisation
Key Sustainability Performance Indicators
‘A’ weighted equivalent continuous sound
level – used to report average noise levels
from aircraft. 
Landscape and Habitat Management Plan
Manchester Airport Group
Manchester Airport Noise and Track
Information System
National Air Traffic Services
Non-methane volatile organic compounds
(hydrocarbons)
Oxides of nitrogen
Nitrogen dioxide
Non-Standard Departure - an aircraft track
that is outside the preferred noise route, as
instructed by Air Traffic Control

PAH
PM10

PNR

P-RNAV 

QC 
RAPAMAG

RASCO 

SBI
SO2 
SSSI 
Section106 

Polycyclic aromatic hydrocarbons
Particulates with a diameter of 10 microns
or less
Preferred noise route; a corridor within
which departing aircraft should stay
Precision Area Navigation; a precise
computer based aircraft navigation system
Quota Count; a CAA noise-ranking system
Running a Project at Manchester Airport
Group
Regional Airport Services Co-ordination; a
series of studies on regional airports and
aviation as part of the proposed White
Paper on air transport in the UK.
Site of Biological Importance
Sulphur dioxide
Site of Special Scientific Interest
Planning obligation made under Section
106 of the Town and Country Planning Act
1990



Airport Master Plans have been prepared for most
airports in the UK. This follows the publication of the
Government’s White Paper, ‘The Future of Air Transport’1

in December 2003. Following detailed economic, capacity
and environmental studies, Government policy is to
support growth at Manchester up to the capacity of its
two runways. But this is subject to dealing with the
environmental challenges that growth will bring. By 2030,
the Government believes the number of passengers
travelling through the Airport could reach 50 million a year.

Our Vision is to be simply better in all that we do, and to
be internationally recognised as one of the leading 21st
century airports.  We are passionate about helping to
make the North West a better region in which to live,
work and do business. We want to help make the
Manchester City Region one of the most dynamic and
prosperous in the UK.  

This Vision is further explained in our Master Plan. The
Master Plan sets out how we see our business
developing through to 2030 and outlines our approach to
important issues such as sustainable development,
environmental impact and our economic and social effect
on local communities and the wider North West. We are
committed to the sustainable growth of our business. Our
aim is to maximise the economic and social benefits that
we bring while minimising the environmental and social
harm caused by our activities.  The Master Plan is
supported by four detailed Action Plans that cover:

• Community;

• Environment;

• Ground Transport; and

• Land Use.

Our Environment Plan is intended to:

• Set a clear framework to guide the environmental 
policy and management of the Airport up to 2030 in 
line with the Air Transport White Paper;

• Identify the key environmental issues that will 
influence the growth and development of the Airport;

• Set short, medium and long term targets and actions 
that will form part of our environmental programme.

It is our intention to review the Environment Plan every
three years to update our targets and policies. It is also
our intention to continue to openly report on our
environmental performance on an annual basis and
publish the details on our website at
www.manchesterairport.co.uk.

Manchester Airport 

Manchester Airport Today
Manchester is the busiest airport outside London and
busier than many European capital city airports. In 2006,
over 22 million passengers travelled on over 226,000
aircraft movements to over 200 destinations worldwide.
The Airport has three passenger terminals and two
runways; the Second Runway opened in February 2001,
providing the most substantial increase in national airport
capacity for many years. The Airport serves a wide
catchment area across Northern Britain, although the
majority of passengers are from the North West Region.

The World Freight Terminal handled over 150,000 tonnes of
cargo in 2006, most of which was carried in the holds of 
passenger aircraft. An aircraft maintenance area, hotels, 
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office accommodation and other ancillary buildings also
make up the Airport infrastructure. In total, 310
companies are based at the Airport, employing around
19,000 staff.

Increasingly, the Airport is becoming an integrated
transport hub with easy access between air, rail, bus and
coach services for passengers, staff and other people
passing through the site. The opening of the £60 million  
purpose-built Station in 2003 has provided us with high
quality facilities and forms a vital part of our long term
Ground Transport Plan. 

Manchester Airport at 2030
The framework that will guide the physical development
of the Airport up to 2030 is set out in our Land Use Plan.
The main principle is one of land use efficiency and
technological improvement. Limits have been placed on
the physical spread of the Airport site. Our plan is for
redevelopment of land within the existing boundary as far
as possible and non-core activities moved to the site
periphery, or off-site altogether.

In 1975 we handled 5,325 passengers per hectare. This
had grown to 36,388 passengers per hectare by 2005
and our goal is to continue to improve efficiency to
62,500 passengers per hectare by 2030. We are

proposing however an increase in the size of the
Operational Area from 625 hectares today to around 750
hectares by 2030.

In developing the Airport, our preferred option is to
concentrate on enhancing the capacity of the existing
terminal complex. This will require major extensions to
Terminal 2 and the refurbishment and rebuilding of parts
of Terminal 1 and Terminal 3. The development of the
existing terminal complex brings several benefits and
advantages. It centralises activity, improves connectivity
between the terminals and concentrates on the existing
public transport links. The ultimate development of the
terminals could provide capacity for 50 million
passengers a year by 2030.

Sustainable Growth

Growth brings challenges as well as opportunities. Our
commitment to sustaining the growth of our business
and controlling environmental impact is clear and
unequivocal. 

Climate change is a major challenge for society to
overcome and will require an entirely new approach to
business over the next 30 years. That’s why we were the
first airport to research and calculate the carbon 
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emissions generated by our operations, including those
from passengers and staff travel to and from the airport,
aircraft on the ground and the energy required to operate
the terminals and the runways. We are one of only a few
airports in the UK to commit to be carbon neutral (Airport
energy use and vehicle fuel).

Our success and growth has delivered huge benefits to
the regions we serve. The Airport is important to the
North West region, providing economic prosperity
through direct and indirect jobs and other commercial
development. Enhanced international air links bring
tourism and improve business competitiveness. 

However, environment and transport issues have become
increasingly important in recent years, and are covered by
a series of national, regional and local policies. There are
two main recent policies on environment and aviation in
the UK – the Air Transport White Paper and the UK
Sustainable Aviation Strategy2. Both of these policies
identify that there are considerable potential impacts
associated with growth in aviation and airports, and set
out a number of policies and targets to control those
impacts. There is also a significant amount of research
being carried out on aviation impacts and on identifying
technological solutions, and sharing of information.  

UK Policies on Aviation and the Environment

Air Transport White Paper
In 2003, the Government published the first new national
policy for aviation in over 30 years. It recognises the 
huge economic and social benefits that would arise from
the growth of the Airport. However it also recognises that 

it is important that this growth takes place in tandem
with a stringent framework dealing with controls on
environmental impacts including:

• Limiting, and over time reducing, noise impacts;

• Maintaining local air quality within legal limits in order 
to protect human health;

• Avoiding where possible, minimising and mitigating 
the loss of landscape and built heritage;

• Meeting all water quality and other mandatory 
environmental standards;

• Limiting local environmental impacts by developing 
surface access to the Airport.

The Government requires that we take a wide-ranging
and balanced approach to deliver these objectives,
including: 

• Applying increasingly stringent technical standards to
limit emissions and noise at source;

• Working with the airlines and air traffic managers to 
adopt the cleanest and quietest operational 
practices;

• Withdrawal of the noisiest and dirtiest aircraft, and 
replacing them with aircraft capable of better 
environmental performance;

• Using economic incentives to encourage noise and 
emissions reductions, and the use of best available 
technology;

• Working with industry and universities to research, 
develop and introduce cleaner and quieter 
technology.

The 2006 progress report3 restates existing Government
Policy, but with a marked shift in emphasis towards
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dealing with environmental impacts of aviation. 
It specifically refers to: 

• Dealing with climate change impacts;

• A proposed consultation on aviation emissions cost 
assessment;

• Manchester Airport as an example of best practice 
for reductions in CO2 emissions from energy plant; 
targets for renewable energy and carbon neutrality; 
the public transport interchange; biodiversity work 
and the community programme. 

UK Sustainable Aviation Strategy
The UK Sustainable Aviation Strategy was produced by
the UK aviation industry in 2005. The strategy brings
together airlines, aircraft and engine manufacturers,
airports and other industry bodies and is being co-
ordinated by the UK Airport Operators Association
(AOA). It sets out a number of specific targets to reduce
climate change, emissions, aircraft noise, improve
surface access, and makes a commitment to report
progress. We are a signatory to the strategy and will
continue to actively play our part in the achievement of
these commitments.

We already operate with a comprehensive set of
environmental controls, under the Town and Country
Planning Act (1990), including planning conditions and
legal Section 106 agreements with Cheshire County
Council and Manchester City Council, which formed part
of the approval process for the Second Runway in 1997.
More information on the policy context in which the
Airport operates is detailed in our Master Plan.

Planning Conditions and Section 106
Agreements

We signed a number of legal agreements with local
planning and highway authorities as part of the
development process for the Second Runway. The most
significant are agreements with Cheshire County Council
and Manchester City Council under Section 106 of the
Town and Country Planning Act 1990. It contains over
100 commitments dealing with:

• Night flying;
• Aircraft noise;
• Aircraft track keeping;
• Landscape and habitat management;
• Community relations;
• Car parking;
• Public transport;
• Highway improvements. 

The agreement runs until 2011, although a number of the
obligations are subject to a regular review. We are
working with the Local Authorities to extend the life and
scope of the agreement.

We have a proven track record of developing
environmental policies and taking action to lessen our
impact. We aim to be one of the leading airports in
Europe in the way in which we tackle environmental
issues. Our first Environment Plan was produced in 1996.
Our most recent was published in 2004 shortly after the
Air Transport White Paper, and was re-issued as part of
the preparation of our Master Plan. We have now
undertaken our 3-yearly review of our environmental
policies and targets to reflect the recent changes in policy
and thinking.

Introduction
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Our new Environment Plan looks forward as far as 2030
and sets out a framework for controlling environmental
impacts. Growth needs to be managed so that a
balance is struck between the social and environmental
impacts of Airport operations and the social and
economic benefits of the Airport to the local area.

In preparing our Environment Plan, we have sought the
comments and views of a wide range of stakeholders,
regulators, the Airport’s Consultative Committee and
other people interested in the future operation of the
Airport. The key environmental message that we received
was that there is a significant and growing concern
about the impact of carbon emissions from the growth of
the aviation industry.

Increased efficiency and new ways of working are
themes that run throughout our Master Plan and the four
Action Plans. It forms the basis for many of the
environmental targets and policies that are outlined in
this plan. To develop the targets, we first looked at the
consequences of unconstrained impacts to 2015 for
each of the environmental issues covered and
extrapolated the results through to 2030. These were
then considered within the context of increasingly
stringent legislative and policy constraints, the pressure
from local communities to reduce our impact and the
financial implications, especially with increasing taxation
and environmental charges.

Our starting point for future controls has been to assume
that our impacts cannot increase in line with Airport
growth. Wherever possible we will strive to reduce, in real
terms, the scale and nature of our impact.   

We recognise that there is a cost in delivering some of
the environmental controls outlined within this Plan. For
example, we already pay a premium for renewable
energy. 

We know that as we move towards 2030, advances in
technology and operating procedures will greatly assist in
delivering our objectives. However, timing remains
uncertain. Within the Environment Plan we have therefore
identified short (3 years), medium (to 2015) and long
term (to 2030) targets and actions.

Emissions of carbon are not the only environmental
impact that concerns us. Noise remains a key issue and
impacts particularly on those people living and working
around the Airport and those directly underneath flight
paths. Air quality is an impact that must be carefully
managed and we also need to consider the issues of
water use and quality, waste management and our
impact on habitats and the landscape.
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Environmental performance indicators not only help raise
awareness of issues, but also measure the level of our
impact and the progress we have made towards our
environmental goals.

We have selected environmental performance indicators
that are measurable, sensitive enough to allow changes
to be monitored, scientifically sound and easily
understood. 

The environmental performance indicators are derived
from the 68 national sustainable development indicators
outlined in the UK Government Sustainable Development
Strategy, Securing the Future4, launched by the Prime
Minister in March 2005.

In line with our policy of openly and honestly reporting,
our performance against all of these indicators will be
presented annually on our web site at
www.manchesterairport.co.uk.

Climate Change

Annual carbon dioxide (CO2) emissions from on-site
energy use and vehicle fuel use.

Total climate change emissions associated with ground
based site activities.

CO2 emissions from surface access journeys.

The Government has set a target of a 20% reduction in
CO2 emissions by 2010 and a 60% reduction by 2050,
based on 1990 levels. Our own emissions are generated
from energy usage and fleet vehicle fuel use. We will also
measure and report on emissions from other Airport
activities including from aircraft on the ground, service 

partners’ energy use and vehicle fuel use, and from staff
and passenger travel.

Noise

Area of the 57 LAeq 16-hour daytime contour and the 48
LAeq 8-hour night-time contour and the population they
contain.

Whilst actual noise levels can be recorded, the level of
disturbance experienced by residents cannot easily be
quantified. However the equivalent continuous sound
level (LAeq) is an index of aircraft noise exposure. It is a
measure of the equivalent continuous sound level
averaged over a 16 hour day from 0700 to 2300 hours
and an 8 hour night (2300 to 0700) and is taken during
the peak summer months from mid-June to mid-
September. This is used to create a contour area within
which a certain sound level is exceeded. When laid over
a map of the area surrounding the Airport, we can
measure the area and the population affected.

Air Quality

The area of the 40μgm-3 nitrogen dioxide (NO2) annual
average contour for Airport emission sources

Air pollution can pose a risk to human health and
National Air Quality Standards have been set for a range
of pollutants including nitrogen dioxide (40μgm-3).  We
calculate the levels of NOx around the Airport site and
these are modelled to create a contour area within which
the 40μgm-3 level is exceeded. Sources of NO2 include
aircraft operations whilst on the ground, operational
vehicles, energy generation and Airport related road
traffic.
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Waste Management

Percentage of waste recycled

Tonnage of waste generated

The various activities at the Airport generate a lot of
waste. Recycling it uses energy and transport but is
preferable to landfill which additionally takes up land and
generates methane.

Water Resources

Total volume of mains water used

Compliance with discharge consents

Discharge of pollution into rivers and streams can have
potentially harmful consequences to fish and the general
river habitat. We have a number of consents that limit the
quality of rainwater runoff that we can release to the
watercourse. The Environment Agency regularly monitor
compliance with these limits. 

Ecology, Landscape and Cultural Heritage

The area of land under active ecological and landscape
management and enhancement.

The Airport is a significant landowner. Any development
that takes place requires mitigation and compensation
measures to be undertaken either in advance, during or
immediately following development. We monitor all new
areas of planting, habitat creation or management.

Key Environmental Performance Indicators



Objective: “We will integrate environmental
management into our business processes to ensure
that the best environmental practice is carried out”

Context

The environmental impacts of the Airport’s development
and operation are many and varied. They arise from: 

• Development and operation of the Airport itself;

• Aircraft movements and maintenance;

• Aircraft support services such as catering, fuelling 
and cleaning;

• Fleet vehicle operations and maintenance;

• Cargo handling;

• Terminal operations including retail, catering and 
cleaning;

• Building management such as heating, lighting and 
toilets within the terminals, offices and hangars;

• Estate management such as anti-icing and grounds 
maintenance on the airfield, roads and car parks;

• Passenger and staff travel to and from the Airport.

Some of the impacts are directly caused by our own
activities, but the majority are caused by the operations
of the 310 service partner companies on our site. As the
Airport Operator, however, we are taking responsibility for
the total impact of the site. We will work with all the
companies on the site and influence them to control their
impacts so that, as an Airport, we can achieve the
targets within this Environment Plan. 

Setting these targets is meaningless without a
mechanism to deliver change and control impact. We
can only do this by integrating environmental control into
our business processes and by formalising our
environmental management system. 

General Principles

There are a number of general principles that run through
all of the individual chapters within this Plan. 

• Compliance with legislation, including our planning 
obligations and legal agreements, is our minimum 
standard;

• We will deliver continual improvement;

• ‘Polluter pays’ charging regimes will be implemented 
where possible;

• We will seek absolute reductions in environmental 
impacts as well as relative improvements;

• We will work with our service partners to reduce the 
impacts of their activities;

• We will ensure that everyone on site knows their role 
and responsibilities.

Identifying Impacts and Setting Targets

In identifying the environmental impacts associated with
the Airport and setting the targets contained within this
Plan, we have taken a number of steps.  

We have reviewed current and emerging legislation to
identify what we will have to comply with in the future.
We have also reviewed European and UK environment 
and aviation policies, and local plans to assess the policy
framework within which we must operate and the likely
best practice standards that we should achieve. The
planning conditions for the Second Runway also include
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a number of legally binding environmental targets that we
must comply with.

Specific studies have been undertaken on individual
subjects along with reviews of data and modelling so 
that we can understand trends, and quantify the impacts
and measures we need to take. 

We fund research into aviation related environmental
issues, including funding the Chair of Sustainable
Aviation at the Manchester Metropolitan University. This
helps us understand the issues in more detail. We are
also partners in the £5 million Project OMEGA, funded by
the UK Government to identify technological, operational
and business approaches to reduce the environmental
impact of aviation. 

We have benchmarked our performance against other
airports and other industries, to assist in identifying the
issues and setting relevant standards. Our aim is to
retain a leading position in the industry and the region for
the management of environmental issues.

Our Community Relations programme keeps us in touch
with our neighbours and with others who have an
interest in the Airport and its operation. We have sought
their views in preparing this Environment Plan. Our policy
is to make ourselves accessible so that we can listen
and discuss environmental issues with the communities
that are most affected by our activity. Further details can
be found in our Community Plan.

As part of our Master Plan, we will undertake
environmental assessment of all major developments in
order to effectively understand and mitigate impacts and
to ensure that we incorporate environmental standards
into the design.

Whilst we are driven by improvements in environmental
performance, it is of course essential that we understand
the financial implications of our actions. In some cases,

such as energy saving or waste minimisation, there is a
cost saving. In others, such as purchasing of green
energy or in introducing ‘pay by weight’ waste systems,
there is an additional cost. By understanding these costs
now, we can more effectively include them within our
business planning process. 

We have set SMART targets (specific, measurable,
appropriate, relevant and trackable) within this plan and
within our internal business plans for the short to
medium timeframe. However beyond 2015, we cannot
accurately set SMART targets, so we have set out more
general objectives for environmental performance. These
will be firmed up and specific targets set over the coming
years as part of our regular review process. 

Where possible, we have set targets based on absolute
totals (e.g. tonnes CO2 produced) rather than on relative
measures (e.g. CO2 emissions per passenger). The
targets will be a mixture of actual and perceived
environmental impact – for example, community
disturbance from perceived noise impact is as equally
relevant as the actual noise levels. 

Interim targets will be set internally as part of our
business planning process and also within the project
management system of an individual scheme.

Implementation

Management Practices
Everyone on the site has a part to play in achieving our
environmental targets. As part of our existing business
planning process, we will be setting specific
environmental targets for Airport departments and
individuals.

Environmental issues need to be considered at all stages
of a development, a project or as part of normal
operations. Protecting the environment is one of our core
key business initiatives, and forms part of our

Environmental Management 



commitment to being a responsible business – not an
added extra. We will use our existing project
management framework (known as RAPAMAG) to
ensure that environmental issues are considered from the
outset. We are also looking at other ways to formalise
how environmental issues are included in our business
decisions. Senior managers are held accountable for our
performance across the full range of environmental
issues.

Procedures, Policies and Plans
We have a number of procedures designed to control
environmental impacts. For example, how we react to a
report of an oil spillage in order to prevent pollution of
surrounding watercourses, or how we manage noise 
and track keeping. These will continue to be developed
and updated.

We have developed a number of detailed policies on
individual subjects, such as for our current energy
efficiency programme. This sets out a detailed plan of
actions, along with the costs and benefits and a
programme for delivery. Other examples are our Night
Noise Policy and our Landscape and Habitat
Management Plan.

Contracts and Licences
We already use contracts and licences to influence
service partners’ behaviour and their use is likely to
increase.  For construction projects, our ‘General
Conditions for Contractors’5 contains extensive
requirements for the contractor to adequately consider
pollution prevention works at an early stage of the
construction planning process and provides a framework
for on-site management and reporting. 

Our Ground Handling Licence is being rolled out to our
service partners. This includes an element of
environmental performance monitoring. 
We are developing more contracts to include

environmental performance measures. Our latest
cleaning contracts and waste contracts both include
requirements for recycling. It is likely that future contracts
will have enhanced environmental requirements. 

Standards and Specifications
Our design standards are used to ensure that
environmental requirements are incorporated into all
development or renewal schemes. These are continually
being reviewed, for example to incorporate the latest water
efficiency requirements. We are also reviewing how we can
encourage our service partners to adopt these standards. 

By including environmental specifications when
purchasing goods and services we can also control our
impacts. For example, we specified lower engine
capacity buses for use on the airfield where speeds are
low. These have a lower fuel use with benefits in terms of
reduced CO2 emissions.  We discuss the impacts of our
supply chain more fully in our Community Plan and we
recognise this is an area that is to be developed further.

Charges, Incentives and Penalties
We already have a number of environmental charges and
will develop further charges along the ‘polluter pays’
principle and to provide incentives for good
environmental practice.

For many years, we have operated noise related charges
for aircraft, with a lower runway charge for quieter
aircraft. We also have financial penalties for airlines
whose aircraft breach set noise limits. We will be
introducing further noise and emissions related charges.
We also meter and bill service partners’ use of energy
and water which allows them to control their costs and
impacts. 

We prefer to take a proactive approach to encourage
best practice and will be looking at the use of incentives.
However, our review of charges will also consider how 
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penalties and charges can effectively be used to
encourage compliance and incentivise change whilst
remaining fair and transparent.

Communication

Communication is vital as we must ensure that everyone
on site is aware of their responsibilities.

We provide training and awareness material for all staff
on issues such as recycling, energy conservation and
green commuting. We provide briefings for staff that are
tailored for their job to provide a general context of how
Airport operations can affect the environment, but also
what they can do to control impacts. We communicate
through direct correspondence and meetings, via user
groups and through Airport newsletters. We also use our 
Intranet and Extranet as a resource for all staff on site to
access environmental information.

We produce and distribute guidance notes on
environmental issues to service partners to explain in
plain English the legal and best practice standards, and
to encourage good practice. We conduct environmental
reviews and audits with our service partners to jointly
identify any impacts, areas for improvement and areas in
which we can work together. 

Within the Airport Company, compliance with
environmental targets is communicated through various
management groups and reports. 

We also routinely communicate with various external
groups such as the Manchester Airport Consultative
Committee, the Environment Agency and Local
Authorities. We engage in regular constructive dialogue
with key stakeholders and our local community and with
others that have an interest in the Airport.

Mitigation and Compensation

In some cases, we cannot prevent an impact from
occurring, but are able to provide some mitigation or
compensation. We have provided sound insulation
grants to local residents for many years to reduce the
levels of aircraft noise within their houses, and regularly
review and extend the scheme. As part of the Second
Runway development in the 1990s we compensated for
the loss of open space and habitats within the footprint
of the runway by purchasing a large area of land with the
sole purpose of improving the landscape and ecological
diversity within it. This will continue to be actively
managed and extended through the period covered by
our Master Plan.  

Checking

We have many systems for monitoring environmental
impacts. These include computer based systems such
as the ‘MANTIS’ aircraft noise and track monitoring
system. We also operate a building management system
that is used to control and log energy usage, to control
our drainage diversion systems and record water quality
monitoring data. We also take and analyse samples of air
and water quality and maintain databases of all
information. 

Alarms operate on automatic systems to alert of non-
compliances against set targets or limits and we
compare monitoring results against legislative controls
and our own targets and standards. Where non-
compliance is identified, appropriate remedial action is
taken. For example, the source of water contamination
might be investigated and eliminated, building
temperatures adjusted to conserve energy or a vehicle
removed from the airfield pending repairs to control air
emissions.

Environmental Management 



We undertake regular audits of our own, our service
partners’ and our contractors’ facilities and activities to
check compliance with our standards and work with
them to seek improvements. Whilst we work in
partnership with our service partners, there are
occasions where we will use enforcement - for example
through the use of fines. 

We also use computer models to analyse data to help us
understand our environmental impact. These include
models of air emissions and of noise data to produce
contours within which a set level of air quality or noise is
exceeded. This is overlain on a map of the Airport and its
surroundings to enable us to see which areas are most
affected. 

Monitoring Progress

As part of our process of continual improvement we
regularly review the various databases of information to
identify progress towards targets, areas of non-
compliance and to provide reports to service partners or
our own management. 

The reporting cycle varies for different issues depending
on how the targets have been set. Reports can be
informal or formal, internal or external and for feedback
or reporting compliance. However, we will publicly report
our performance against the main targets in this Plan on
our website. 

Compliance against our legal obligations with Cheshire
County Council and Manchester City Council and the
Second Runway planning conditions will also continue to
be audited by external independent auditors and
reported annually to Cheshire County Council,
Manchester City Council and Macclesfield Borough
Council and the Manchester Airport Consultative
Committee. 

We also meet and report regularly to our regulators and
other stakeholders, such as the Environment Agency and
local Environmental Health Officers.

Management Review

Our policies and targets cannot stay static, but must
respond to changes in the aviation industry, with
legislation and government policy, and with costs. 

Our environmental policies will therefore be reviewed
through the annual reporting process and as part of the
Environment Plan Review in 3 years time. 

Targets and Actions

Short Term to 2010

E1 We will seek accreditation for our environmental 
management system to the standards of ISO 
14001 with an audit of the system every 3 years.

E2 Our next major review of this Environment Plan will
be in 2010.

E3 We will update our existing design standards to 
incorporate ‘Best Practice’ environmental 
requirements and identify and produce additional 
guidelines to support their delivery.

E4 We will increase the use of environmental charges,
especially for noise, emissions, energy and waste 
along the ‘polluter pays’ principle, to encourage 
our service partners to improve their performance.

E5 We will annually report progress against the main 
targets within this Plan on our website. 
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Medium Term to 2015

E6 We will undertake an environmental assessment 
prior to any major development to ensure that 
environmental impacts are adequately considered 
and mitigated.

E7 The design of new developments and 
refurbishments will include environmental 
requirements as standard.

E8 We will also continually review how we can influence
our service partners’ operations in order to achieve 
overall environmental improvement for the site.

E9 The formal environmental management system will
be developed to ensure that it keeps up with 
current standards and to incorporate changes in 
reporting standards. 

Long Term to 2030

E10 Where possible we will achieve absolute 
reductions in environmental impacts, despite an 
increase in passenger numbers and aircraft 
operations.

E11 We will manage the environmental impacts of the 
site, including the impacts associated with our 
service partners’ operations.

Environmental Management



Objective: “We will continue to reduce emissions of
carbon dioxide (CO2). Our aim is for the site to be
carbon neutral for energy use and vehicle fuel by 2015”.

Context

There is now a scientific consensus on climate change.
The Government’s Chief Scientific Advisor, Sir David
King, has described climate change as “the most serious
problem we are facing today.” The aviation industry
contributes a few percent of the global emissions
causing climate change, however with continued growth
in air travel, this will rise.  Climate change is a major
challenge to the responsible and sustainable growth of
our business and our industry.

This section of the Plan develops the strategy set out in
our Master Plan to 2030. The nature of the topic means
that actions in other parts of our plans will also
contribute to our Climate Change aims, for example, the
sections on Air Quality, Waste and Water. See our
Ground Transport Plan in respect of staff and passenger
journeys. 

Sources and Impacts
Greenhouse gases (GHGs) have always existed in the
upper atmosphere, keeping the planet warm and enabling
life to exist. GHGs trap the sun’s energy within the
atmosphere, working like the glass in a greenhouse.
Since the industrial revolution, human activity has resulted
in burning more and more fossil fuels and also cutting
down forests to burn. This burning releases additional
carbon dioxide (CO2), the principal greenhouse gas, into
the atmosphere, which in turn causes more warming. 

Since 1990, global temperatures have risen by 0.2°C
and atmospheric CO2 concentrations have increased
from 354 parts per million to over 380 parts per million.

If the anticipated growth in GHG emissions is left
unchecked, global average temperatures could be over
5°C higher by the end of this century. To put this change
in global average temperature into context, the last ice
age was less than 5°C colder than today.

The UK economy will have to adapt with significant
change but the impact will be felt most severely by many
other countries and the natural world6. In the North West
we can expect hotter summers, wetter winters, more
flooding and stormier weather.

We have calculated the CO2 emissions for the Airport, by
looking at the following activities:

• Energy use - heating, cooling, lighting and 
mechanical systems;

• Vehicles - operational vehicles across the whole site;

• Staff and passenger journeys to and from the Airport;

• Aircraft taxiing and holding on the ground;

• Business travel (Manchester Airport company only).

The total CO2 emissions for the Airport in 2005 were
431,000 tonnes. This represents 0.7% of the total for the
North West region.

16
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6 Stern Review on the Economics of Climate Change.  
H.M. Treasury October 2006.
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Legislation and Policy Framework
The ‘Kyoto Protocol7’, agreed in December 1997, is the
international legislation for reducing climate change
emissions. Signatory countries agreed to reduce their
overall emissions of six greenhouse gases (carbon
dioxide, methane, nitrous oxide, hydrofluorocarbons,
perfluorocarbons and sulphur hexafluoride) by 5.2%
below 1990 levels over the period 2008-2012. To achieve
this, individual countries may have different targets. The
Kyoto target for the UK is a 12.5% reduction. 

The UK Government has set a target of a 20% reduction
in CO2 emissions by 2010. Because of the switch from
coal to gas fired power stations, it is likely that this target
will be met. The Government has also set a long-term
aspiration to reduce CO2 emissions by 60% over 1990
levels by 2050. This target is based on the UK’s
contribution to global atmospheric CO2 emissions and
trying to stabilise these emissions at 550 parts per million. 

The Government has now produced its latest climate
change strategy8, This sets out the Government’s
policies and priorities for action in the UK and
internationally. The strategy makes a commitment to
include aircraft emissions in the EU Emissions Trading

Scheme (ETS) from 2008 or as soon as possible
thereafter. The Airport is already included in the EU ETS
on account of the CO2 emissions from our energy use.

Emissions Trading Scheme (ETS)

In 2005, carbon emissions trading for the largest energy
consumers was launched across the EU. Each
consumer is given a CO2 allocation. If CO2 savings are
made and the emissions are less than the allocation,
then the surplus can be sold. If the allocation is
exceeded, then additional CO2 must be purchased at
the market price. The total allocation of CO2 in the
Scheme is reduced over time (capped) to ensure that
there is a continual financial driver to bring about the
desired reduction of CO2 emissions. The ETS directs
CO2 reductions to industries that can make the savings
at the least cost. 

The 2006 Progress Report on the Air Transport White
Paper identifies climate change as a significant issue for
aviation and airports to address as part of their growth.
The paper also commits the Government to reviewing
the costs of climate change impacts from aviation and
making it simpler for passengers to off-set the CO2
emissions from their flights. 

We were one of the first organisations to sign the ‘North
West Climate Change Charter’ early in 2006. The Charter
requires signatories to commit to reducing climate
change emissions and our targets are part of this Plan. In
November 2006, the North West Development Agency
produced its first regional climate change action plan:9

We are committed to playing our part in the delivery of
this plan and we are a supporting organisation for the
achievement of specified actions within the plan. 

Manchester Airport is a campaign supporter of
‘Manchester is My Planet’. This is a major project to
make Manchester Britain’s greenest city. The project will
promote ideas to help Manchester make a real difference
on climate change and the environment, and will also
create opportunities for the development of Manchester
as a centre of environmental business expertise.

Climate Change

7 Kyoto Protocol to the United Nations Framework Convention on 
Climate Change (UNFCCC). 1992.

8 Climate Change: The UK Programme 2006. Department for 
Environment, Food and Rural Affairs. 2006.

9 Rising to the Challenge. A Climate Change Action Plan for 
England’s Northwest 2007-09. North West Development Agency 
(NWDA). 2006.
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General Climate Change Policies

Our goal is to be carbon neutral (no net CO2 emissions
released) for energy use and the fuel used in vehicles
across the site. This is based on the following principles:

Our first aim is to eliminate those CO2 emissions within
our direct control. These are the emissions produced
from energy use in our buildings (electricity, gas and oil)
and from our vehicles, including business travel. We are
already reducing our energy use and we are increasing
our use of renewable (zero CO2 emissions) electricity.

We have already made a lot of progress on managing
our CO2 emissions. We have previously reported on our
successful efforts to improve energy efficiency, purchase
renewable electricity and promote public transport as an
alternative to using the car.

Our second aim is focused on reducing the CO2
emissions at the Airport that we can influence, but do
not have direct control over. About half the energy used
at the Airport, and most of the vehicles, are owned and
operated by our service partners. We will work with them

to reduce their CO2 emissions. We also aim to be carbon
neutral for service partner emissions by 2015.  

We have also set out how our Ground Transport Plan,
and supporting policies and targets, will make CO2
reductions from staff and passenger journeys to the
Airport. 

Also, we will continue our proactive role within the airline
industry to make CO2 emission reductions. Aircraft are
an increasing source of CO2 emissions because of the
growth in the demand for travel. Improvements in the fuel
efficiency of aircraft are not predicted to keep pace with
forecasted aviation growth. We will investigate how we
might reduce CO2 emissions from our passengers
through the use of a carbon off-set scheme. 

We will develop plans over the next few years to become
carbon neutral for the products and services that we buy.
For example, in the products we buy to build and furnish
a new building, or the manufacture and disposal of a
vehicle. 

We recognise that there are other gases that contribute
to climate change, in addition to CO2. We will carry out
an inventory of the site to determine the level of the other
5 Kyoto GHG emissions present, then consider what
actions are required to reduce the emissions of these
gases.

It is now certain that some level of global warming and
climate change will take place. We will carry out research
into what these changes will mean to our business and
how we will need to adapt to them. For example,
increased winter rainfall may require the capacity of our
drainage system to be increased and rising summer
temperatures may increase the use of our air 
conditioning systems. 

18

Climate Change

Reduce our need for
energy/fuel as far as possible

Use that energy/fuel
as efficiently as possible

Off-set any
remaining CO2

emissions

Use energy/fuel from renewable,
zero carbon sources



19

Our knowledge of climate change, and the practices and
technologies that will reduce CO2 emissions, is changing
rapidly. Our climate change policy is based on our
understanding of the issues at this time and will evolve
over the coming years. This will be incorporated in future
reviews of our Master Plan and in our Environment Plan.
We will continue to support research into this vital topic. 

Energy Use

Energy includes electricity, natural gas and oil-based
products. About half of the energy used on-site is by our
service partners. Energy use within our direct control
includes:

• Heating and ventilation plant;

• Electro-mechanical systems such as autowalks, 
escalators, lifts and baggage systems;

• Lighting in the terminals, other buildings, car parks 
and airfield.

Our electricity and gas use produces 19,000 and 16,000
tonnes of CO2 emissions per year respectively.
We have established a senior management Utilities
Project Board. This has delivered a range of initiatives as
part of a major energy saving programme. We are on
course to meet our 2015 target, set in our last
Environment Plan, of a 25% reduction in energy
consumption on 2000 levels.

Since 2001 the UK has introduced energy taxation in the
form of the Climate Change Levy, that specifically targets
large commercial users. In the financial year 2005/06 we
paid £600k in Climate Change Levy.

We have an allocation of CO2 emissions within the
current EU Emissions Trading Scheme (ETS) because of
our energy use. Our allocation for the 3-year period
2005–2007, the first phase of the Scheme, is 6% less
than we would have produced under a “business as
usual” scenario. We will continue to make reductions in
the amount of gas and oil that we use, to produce less
CO2, so that we will be below our allocation. We will also
be included in the second phase of the EU ETS, from
2008–2010.

Currently, we purchase (at a premium) 20% of the Airport
site’s electricity from renewable (green tariff) sources that
will save 8,610 tonnes of CO2 in 2007. The target is
100% renewable electricity by 2010. This will come from
a mixture of on-site generation (photo-voltaics, wind), off-
site generation and green tariff supply.  

In addition to our own energy use, service partners on-
site use about the same again in electricity and gas. We
will look at how we can best encourage service partners
to use non-fossil fuel energy sources. Most service
partners on-site get their electricity through our supply
network. We will create a green tariff supply on our
network and encourage service partners to contract for
this, in support of the polluter pays principle.

The Government has set a target of 20% of UK
electricity generation from renewables by 2020. We
intend to exceed this target by generating over 20% of
our own electricity from on and off-site renewable energy
schemes. We will continue to buy the balance in
renewable electricity from our supplier on a green tariff.
This will reduce our emissions and our costs.

Climate Change
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We use gas to heat our buildings and produce hot water.
Gas is a fossil fuel that produces CO2 emissions.
Alternative technologies are now available that can be
used instead of gas. These include ground source heat
pumps, solar water heating and biomass boilers. These
technologies are best suited, in terms of practicality and
cost, to major refurbishments and replacement projects
and new buildings. 

Our minimum target, as set out in our 2004 Environment
Plan, is to make all of our new buildings meet the
requirements of the BREEAM (Building Research
Establishment Environmental Assessment Method)
‘excellent’ rating for sustainability. The Station and 4M
office block, opened in 2003, achieved this through
energy efficiency and potable water conservation.  We
intend to extend this commitment to major refurbishment
projects.

Revised Building Regulations issued in 2006 require a
much greater level of energy efficiency within new
buildings than before. Energy performance in buildings
will be regulated by the forthcoming EU Energy
Performance Buildings Directive (EPBD)10. New buildings
being designed and built now will be with us until 2030.
We will design our facilities to minimise their use of
energy over their life. We will also look at designing
energy generation into the building scheme. Ground
source heat pumps, solar heating, photo-voltaic cells
and Combined Heat and Power Plants (CHP) are all
potential options and will form part of any business case,
unless the cost is prohibitive. We have defined what
payback period we consider to be prohibitive.

The payback period of a project can be reduced by
grants from providers such as the Carbon Trust and 
regional bodies. This support can play a crucial role in 

promoting adoption by business of some of the least
polluting solutions.

Vehicles

The CO2 emissions from Airport vehicles are a small
percentage of the total for the Airport, but this is a
source that we can readily control and influence.  There
are 1,500 vehicles that operate on the airfield. 262
vehicles are owned and operated by us, the rest by our
service partners. Ringway Handling, a MAG owned
handling agent, has 161 vehicles on site, 91 of which are
electric baggage tugs. Many vehicles on-site are
specialist, non-conventional vehicles such as aircraft
push-back tugs, electric baggage trucks, airport fire
engines and the snow clearing fleet. 

Petrol and diesel vehicles have been getting more fuel-
efficient for some time and will continue to do so. This is
being driven by higher fuel costs, a trend towards diesel
over petrol engines and environmental concerns.

We are seeing some new technologies, such as hybrid
vehicles, becoming available. These offer much higher
levels of fuel efficiency. Electric vehicles can also reduce
CO2 emissions but are restricted in their range and have
long battery charging times. Towards 2030 we expect to
see some radically different vehicle technologies, such as
hydrogen power, become commercially available. 

We will support research and play an active role in the
development of new vehicle technologies. For example, we
are looking at an innovative form of personal rapid transit
(ULTra), a system of driverless automatic pods travelling on
their own guideway network, available on demand to
passengers. These vehicles have no on-site emissions of
air quality pollutants and use less energy.
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10 European Union Energy Performance Buildings Directive 
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Hybrid vehicles combine an electric motor with a
standard petrol or diesel engine. The electric motor runs
off batteries in the vehicle which are recharged by the
vehicle itself when it is braking. At the moment there are
only a handful of petrol hybrid vehicles available and no
diesel hybrids.

Bio-diesel is an alternative to standard diesel fuel. It is
often mixed with standard diesel at various blends but
can be used as the only fuel in some engines. Bio-diesel
is produced from plant sources, such as waste vegetable
oils or plant crops, and produces no net CO2 emissions
because an equivalent amount of CO2 to that produced
by the vehicle, is used by the growing plants.

Our Fleet Vehicles
Our own fleet of some 262 vehicles (plus 48 company
cars) nearly all use diesel fuel. Our policy is to reduce
vehicle CO2 emissions.

In practical terms this will involve a considered choice of
each vehicle (engine size, hybrid, electric), the promotion
of green driving techniques and the use of bio-diesel. Our
target is to operate a carbon neutral vehicle fleet by 2015.

We will move to bio-diesel. We intend to start with a
20% mix of bio-diesel with ordinary mineral diesel. We
may move to a higher percentage mix if we have no
reliability, maintenance or warranty issues with our
vehicles. 100% bio-diesel in a vehicle increases the
emissions of NOx by 5%. This impacts on air quality.

We will consider the impact of our CO2 emission reduction
policies on the health pollutants covered in the Air Quality
chapter of this Plan, including nitrogen dioxide (NO2) and
fine particulates (PM10) and vice versa. For example, some
exhaust emissions control equipment that reduces certain
health pollutants also reduces the fuel efficiency of the
vehicle, thereby increasing CO2 emissions.

Our Business Travel
Business travel is an essential part of aviation and
today’s modern global economy. We will minimise our
own business travel and establish a target to off-set the
CO2 emissions that this travel produces, whether it be by
car, bus, plane or train (UNFCCC CDM11 methodology or
appropriate alternative).

A CO2 emissions off-set scheme puts a financial value to
the CO2 emissions produced by an individual’s journey.
This money is then spent on projects that reduce CO2
emissions by an equivalent amount to the journey being
made. Schemes exist for individuals to off-set their own
CO2 emissions from most aspects of their life, such as,
from their car use, train travel or heating their home. 

Service Partners’ Vehicles
We are working with our service partners and Ringway
Handling to reduce the CO2 emissions from their vehicles. 

Reducing CO2 emissions will be included in the ‘Airport
Vehicle Charter’ that we will produce and promote (see
the Air Quality chapter of this Plan).

Anyone who drives vehicles on the airfield must have a
‘UK Airside Driving Permit’. To obtain this permit, the
driver attends a training course and completes a test
repeated every 3 years, which will soon include more
green driving techniques. By adopting these techniques,
drivers can make savings in fuel use and CO2 emissions.

We will continue to promote and enforce our vehicle
switch-off policy for all stationary vehicles. 

In meeting our own commitment to use 20% bio-diesel
in our vehicles, we will make this fuel available to our
service partners and promote its environmental benefits. 

Climate Change

11 Kyoto Protocol To The United Nations Framework Convention on 
Climate Change (UNFCCC), Clean Development Mechanism 
(CDM). 2006.



Staff and Passenger Journeys
Over 80,000 vehicles access the Airport on a busy day.
Passenger travel to the Airport produces 230,800 tonnes
of CO2 emissions each year. Staff travel is responsible for
21,000 tonnes. Collectively they represent 58% of the
Airport’s total CO2 emissions and just under 2% of the
CO2 emissions from road transport in the North West.

We can reduce the CO2 emissions (and those of air
quality pollutants) of staff and passenger journeys by:

• Improving the environmental performance of the 
mode of transport.

• Promoting the use of public transport, which 
produces less CO2 per km per passenger.

And additionally for staff:

• Promoting cycling, walking and car sharing.

• Reducing the length of the journey being made. 

Road transport in the UK is responsible for 24% of CO2
emissions and this will grow without any additional policy
measures. This is because people and goods travel more
as the economy grows, and make travel choices that
produce more CO2. For example, instead of walking,
people are more likely to take the bus and instead of
taking the bus they go by car or train. 

The Government’s policy on road transport and CO2
emissions is set out in ‘Climate Change: The UK
Programme 2006’ and includes: 

• Maintaining the variable rate for Vehicle Excise Duty 
(VED) of a vehicles based on its CO2 emissions, 
introduced in 2001;

• Requirement for 5% of all UK fuel sales to come from
renewable sources by 2010;

• Further improving the fuel efficiency of new vehicles, 
through, for example, fiscal measures and agreements
with vehicle manufacturers at an EU level; and

• Encouraging a move towards public transport.

The Government expects that these measures will
maintain road traffic CO2 emissions at current levels for
the foreseeable future.

Our business relies on accessibility; we need fast,
efficient, and safe access to the Airport for our
passengers and for our staff. High quality access is vital
if the Airport is to continue to grow. We are working to
develop public transport links and partnerships with
transport providers to ensure that we meet our long-term
aims. Surface access has a major role in providing
economic connectivity with the local areas, the City
Region and the wider North West. But our Ground
Transport Plan also has an important role to play in
managing and controlling Airport and local road traffic.

Although it is an individual’s choice as to how to reach
the Airport, there is much we can do to influence that
choice. Our Ground Transport Plan is published in a
separate document alongside this one as part of our
‘Master Plan to 2030’ suite of documents. It outlines
how we are working to promote public transport and
reduce the number of vehicle journeys to the Airport.
Getting the commitment of our service partners is
essential for success.

The Ground Transport Plan sets out a detailed action
plan along with challenging targets to increase public
transport use. We already have The Station that provides
on-site rail, coach and bus facilities. We work closely
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with our partners to encourage new facilities and
investment. We expect 12% of our passengers to use
rail services by 2015. 

Policies and targets within our Ground Transport Plan
that impact upon our CO2 emissions include:

• Promoting staff use of public transport services in 
line with our Green Commuter Plan;

• Providing an annual bus route subsidy of over 
£250,000, targeted at early morning, late night and 
weekend services to meet the needs of shift 
workers. Currently around 10% of staff use the bus 
to come to work;

• Looking into how we can use our bus subsidy to 
develop a lower CO2 emission bus network to the 
Airport;

• Over 500 Airport employees (around 3%) currently 
walk or cycle to work, a zero carbon form of 
commuting. Our target is to increase this to 6% by 
2015;

• Where two people, who were previously driving to 
work separately, decide to car share then this 
reduces their combined CO2 emissions by almost a 
half. 12% of Airport staff regularly car share to work.

Our Community Plan aims to increase the number of
Airport workers from Wythenshawe. This area is closest
to the Airport and is convenient for walking and cycling.
We want to improve public transport links in this area,
especially through Metrolink.

Without action, road traffic will continue to increase and it
is important that we manage and contain the effect on
the local road network. We will continue to reduce the
growth in Airport road traffic in line with the targets set
out in the Ground Transport Plan. We will also work to
reduce the number of car journeys that are made to ‘pick
up’ or ‘drop off’ passengers. This will be achieved by
restricting access to the terminal forecourts and by
increasing facilities and access charges.

Aircraft

The CO2 emissions from aircraft taxiing at the Airport
represent only a small percentage of the total emissions
produced by an aircraft during its flight but are a source
that we can influence. In addition, we will take a
proactive role in helping the aviation industry as a whole
to make further CO2 emission reductions. This will be
through providing leadership, lobbying, research and
investment in new technologies. Much of this work is
being pursued through the Sustainable Aviation Coalition.

Aircraft On the Ground
In 2005, 215,000 aircraft took off or landed at the
Airport. These aircraft produced 99,000 tonnes of CO2
whilst on the ground, taxiing between the runways and
the terminal buildings.

In our 2004 Environment Plan we said that we would
look at how to reduce aircraft taxi and holding times in
order to reduce CO2 emissions. Over the last two years
we have made significant improvements in the data we
have and how we gather this information. We are now in
a much better position to research the various options to
reduce CO2 emissions from taxiing aircraft.

We are a partner in the Environmentally Friendly Airport
ATM Systems (EFAS) project being co-ordinated by the
Centre for Air Transport and the Environment (CATE) at
Manchester Metropolitan University. EFAS aims to reduce 
environmental impacts through improved air traffic
management (ATM) procedures and technologies.
There are many ideas that we are looking at to reduce
fuel use and that may give reductions in CO2 emissions. 

Climate Change
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For example:
• The preferential use of aircraft stands closest to the 

runways;

• Using alternative taxiway routings;

• Using high speed tugs to pull aircraft much further 
than they currently do to reduce the time an aircraft’s
engines are running, thereby reducing fuel use and 
CO2 emissions. 

Congestion and delays all increase emissions. If all
aircraft taxied out at, or below, the current average taxi
time then this would reduce CO2 emissions by nearly
10,000 tonnes. We will work with NATS and our airline
partners to achieve these benefits. 

Aircraft in the Air
In the UK, aviation accounts for 5.5% of the total CO2
emissions by end user (0.1% of global emissions).
Although a smaller contribution than road transport,
industry and households, it is a source that is expected
to increase significantly. UK aviation is forecast to grow at
between 4 - 6% per year to 2030. 

Some areas of improvement that have already been
identified:

• Reducing aircraft fuel consumption is a priority for 
airlines and aircraft manufacturers because aircraft 
fuel is a major operating cost;

• Aircraft fuel efficiency has improved by some 70% 
over the last 40 years and is expected to continue to
increase at around 1-2% per year;

• It is estimated that 10% of CO2 emissions from 
aircraft flying in Europe could be saved by optimising 
air traffic management systems. This could be done 
by reducing flight delays and route inefficiencies;

• Continuous descent approaches (CDA), discussed in
the Noise chapter of this Plan, also give aircraft fuel 
and CO2 savings.

There is scientific evidence that aircraft at altitude have
an additional climate change impact above that of the
CO2 emitted. Oxides of nitrogen (a gas produced in
aircraft engines) is a greenhouse gas when produced at
the cruise altitude of aircraft. Also, water vapour
produced by the aircraft’s engines condenses at high
altitude, this can produce a contrail and also form cirrus
cloud. These contrails and clouds act to warm the earth.
The combined impact of these non-CO2 climate change
effects of aircraft are estimated to be 2.7 times the effect
from CO2 emissions, but there remains significant
scientific uncertainty.

The UK Sustainable Aviation Strategy advocates that
aviation should be included in a global emissions trading
system, starting with its inclusion in the EU ETS from
2008. We have lobbied for this.  We expect aviation to
be a net buyer of CO2 emissions because the aircraft
fuel and CO2 savings currently envisaged will be unable
to keep pace with forecast growth. Government policy is
for the industry to cover its environmental costs and this
assumption is built into national policy and our future
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strategy. We support the inclusion of non-CO2 aircraft
climate change emissions, into an emissions trading
scheme, at a point when there is scientific agreement on
the scale of this impact.

We believe aviation must look to make further CO2
emission reductions than those already envisaged and
proposed in the ACARE and UK Sustainable Aviation
Strategy targets. Aviation will face increasing costs for
the CO2 that it emits in any future ETS. This is likely to
encourage the industry to find further ways in which to
reduce overall emissions. A step change is required in
the level of research and trials to reduce aircraft CO2
emissions. This needs to be a high priority for all
stakeholders in the aviation industry, given the long lead
time for new technologies and practices to be adopted. 

Therefore, we will continue to fund the post of ‘Chair of
Sustainable Aviation’ based in CATE at Manchester
Metropolitan University. This centre is at the forefront of
research into reducing the environmental impacts of
aviation at the same time as maximising the social and
economic benefits our industry brings.

We are a partner in a major new UK Government funded
£5 million research programme, called OMEGA, that is
being led by CATE at Manchester Metropolitan University.
This partnership brings together multidisciplinary
research and knowledge sharing to identify and initiate
revolutionary technological, operational and business
approaches to reduce the environmental impact of
aviation. OMEGA began in 2006 and will run for at least
5 years.

Monitoring and Reporting

We have calculated the CO2 emissions arising from all
activities associated with the Airport. We will annually
report the CO2 emissions for all Airport sources. We
have also committed to carrying out an inventory of the

site to determine the level of the other 5 Kyoto GHG
emissions. We will report these on completion of the
inventory. We will report our progress against our climate
change targets on our website.

Targets and Actions

Short Term to 2010

C1 We will carry out an inventory for Airport sources 
of the 5 non-CO2 GHGs included in the Kyoto 
Protocol.  On completion of this work, findings will
be reported and incorporated into our climate 
change policies.

C2 We will assess the effects of climate change on 
the Airport infrastructure and Airport operations. 

C3 100% of the electricity used on site will be 
from renewable energy sources.

C4 All new buildings will achieve the BREEAM 
‘excellent’ rating for the sustainable design, 
development and operation of public buildings.

C5 All new buildings and major refurbishment 
projects, will include a combination of ground 
source heat pumps, solar heating, PV cells, CHP 
and other low/zero carbon technologies.  This is to
achieve 10% of power demand or a level that is in
line with Local Planning Authority requirements.

C6 We will continue to work with the Carbon Trust on 
a program of energy audits with our service 
partners across the site to help them reduce their 
energy use.

C7 We will offer, promote and actively encourage 
our service partners to use renewable energy from
our supply network.

Climate Change
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C8 We will use a 20% bio-diesel blend in our fleet 
vehicles and we will offer, promote and actively 
encourage our service partners to do the same.  
We will report the level of take-up.

C9 We will carbon off-set all our business mileage 
each year.

C10 We will investigate innovative ways in which we 
can work to reduce the CO2 emissions arising 
from staff and passenger journeys to the Airport.
We will work with Manchester City Council and
other partners to help meet local and regional 
transport targets.

C11 We will work, and use our annual funding of 
local buses, to develop a lower CO2 emission bus 
network to the Airport.

C12 We will review how aircraft taxi and hold times can
be further minimised to reduce CO2 emissions 
from aircraft and produce an action plan, 
incorporating the work of EFAS as appropriate. 

C13 We will investigate how we can reduce CO2
emissions by encouraging our passengers to 
off-set the emissions generated by their journey to
the Airport and from flights booked through our 
website.  We will introduce an off-set scheme by 
2008 and annually report uptake.

C14 We will take a proactive role in helping the aviation
industry to find and make further CO2 emission 
reductions in addition to those already envisaged.

C15 We will continue to lobby for the inclusion of 
aviation emissions into the EU Emissions Trading 
Scheme at the earliest opportunity.

Medium Term to 2015

C16 We will be carbon neutral for energy use and 
vehicle fuel, across the site.

C17 We will reduce energy use in the areas of the 
Airport that we control by 25% compared to 2000
levels.

C18 All new buildings will be individually carbon neutral 
for their energy use and 25% of the final energy
demand will be from renewable energy sources by
2015.

C19 We will reduce fuel use in our vehicle fleet by 20% 
based on the amount of fuel used in 2006.

C20 We will seek to deliver the targets in our Ground 
Transport Plan.

C21 We will lobby for the inclusion of aviation 
emissions into a global emissions trading system.

Long Term to 2030

C22 We will be carbon neutral for our supply chain.

C23 By 2020 we will generate (on and off-site) a minimum
of 25% of our final energy demand (heat and power)
from renewable sources, and this will increase to
40% by 2030.
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Objective: “We will limit, and reduce where possible,
the number of people affected by noise as a result of
the Airport’s operation and development.”

Context

Sources and Impacts
Although aircraft today are much quieter than they once
were, noise is still the impact of greatest concern for
many people living around airports. The main noise
related issues are:       

Aircraft in the Air
• Noise from aircraft taking off;
• Noise from landing aircraft;
• The number and timing of aircraft operations.

The amount of sound measured on the ground depends
on several things, including the type of aircraft, how
much weight it is carrying, how it is flown and the
weather conditions at the time.

Track Keeping
• The paths followed by departing aircraft;

• The extent to which the aircraft are concentrated or 
dispersed within the path.

Aircraft on the Ground
• Reverse thrust which is used to slow some aircraft 

after they have landed;

• The testing of aircraft engines following maintenance;

• Operation of on-board generators to power aircraft 
systems while they are on stand;

• Aircraft taxiing to and from the runway;

• Other possible sources of noise impact include road 
traffic, operation of equipment and construction 
activity.

Whilst actual sound levels can be recorded, the level of
disturbance experienced by residents cannot easily be
measured. It can depend upon several factors. These
include the noise from individual aircraft, the frequency of
flights, levels of background noise, time of day and the
individual’s tolerance to aircraft noise. We know that
residents in areas around the Airport remain concerned
about the noisier aircraft currently operating and the
increased frequency with which aircraft pass overhead.

Aircraft noise can be measured and described in many
ways. However, there is a growing need to supplement
the use of traditional land use planning noise contours
with measures that are more readily understood by a
wider audience. Wherever possible, these should take
account of local concerns of the frequency of over-flight
and movements by noisier aircraft types and the
information should be presented in a clear and
transparent way.

UK Aircraft Noise Category Systems

ICAO Chapter
The International Civil Aviation Organisation (ICAO) is the
UN body that oversees the worldwide civil aviation
industry. ICAO define aircraft noise categories known as 
“Chapters”. The Chapter of an aircraft type is based
upon noise measurements taken at the time of its noise
certification, taking account of its size and the number of 
engines. The Chapters provide an effective and
consistent means of controlling noise. 

The noisiest category of aircraft, Chapter 2, for example
the Boeing 727 and 737-200, have been banned from
operating in Europe since 2002. Introduced in 1977,
Chapter 3 comprises the more modern, quieter jet
aircraft. The noisier aircraft within this chapter have
become known as “Marginally Compliant” Chapter 3 
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aircraft and are increasingly being subject to restrictions
to reduce their noise impacts. Examples of Marginally
Compliant Chapter 3 aircraft could include the hush
kitted Boeing 737-200 and Boeing 747-200. 

A more stringent Chapter 4 standard has been set which
aircraft certified after 2006 must achieve, although many
Chapter 3 aircraft currently operating, such as the Airbus
A319 and Boeing 757-200, already meet the new standard.

QC Points
The Quota Count (QC) system is a UK system that was
designed to provide a further tool for controlling night
noise. It uses the measurements recorded at the time of 
noise certification to place aircraft into categories (eg. 
QC/0.25, QC/0.5, QC/1 etc. up to QC/16), dependent
upon how much noise they make. Each category
corresponds to a two-fold difference in noise energy. In
principle therefore, a QC/1 aircraft is twice as noisy as 
one classified as QC/0.5 and half as noisy as one
classified QC/2. 

Aircraft are given a separate QC point ‘score’ for both
departure and arrival, with noisier aircraft receiving higher
classification. The scores are based solely upon noise
measurements taken at the time of certification and they
therefore offer a good correlation with actual disturbance. 
Typically, QCs are used to set ‘budgets’ for an airport to
limit the amount of night-time noise exposure. For any
season, the total noise budget (QC points) could be used
for a small number of noisy aircraft or a larger number of
quieter aircraft.  In addition limits are set on the actual
number of aircraft movements each season. This system
is used at the London Airports and has been the basis
for our night noise policy for many years. 

Aircraft Noise Impact Reporting

Noise Contours
The noise from actual aircraft movements is run through a
computer model to produce a noise contour - the area
within which aircraft noise levels exceed a given level. We
have for a number of years (and are indeed required through
the Second Runway Planning Conditions and our legal
Agreement with Cheshire County Council) used the 60 LAeq

28

Noise

Departure Noise Footprints

QC8

QC0.5

QC2

QC1

QC4

Crown Copyright Licence Number 18020A



29

Noise

average summer day contour as our published level.
Additionally, in keeping with Government recommendations,
we will report the 57 LAeq contour as a key indicator,
including its area and the number of people living within it.

It is commonly accepted that aggregate contours using
LAeq and Lden are not easily understood by non-experts.
To help improve the communication process, often these
are now being supplemented by the use of ‘Number
Above’ contours. These are contour maps showing the
number of aircraft noise events louder than a given level.

Average Peak Noise
An average is taken of the peak noise level recorded for
the noisiest aircraft departures, as measured by the noise 
monitoring system. This better reflects the disturbance
caused by the loudest individual operations.

Flight Path Maps
‘Flight Path’ maps graphically show the actual and
predicted use of arrival and departure routes in terms of
numbers, periods and frequency of movements. They
can be produced showing actual flight path data and are
regarded as a valuable tool in helping to better
understand an airport’s operations.

Legislation and Policy Framework
The legislation and policy framework that controls aircraft
noise comes from international agreements, the
European Union and national legislation. Policy and
guidelines are set by a number of organisations including
the Civil Aviation Authority (CAA), Airports Council
International (ACI), International Civil Aviation
Organisation (ICAO) and National Air Traffic Services
(NATS). At Manchester, additional controls come through
locally agreed policies and planning conditions with

Cheshire County Council, Macclesfield Borough Council
and Manchester City Council.

As part of its long-term planning for the industry, the 2003
Air Transport White Paper identified the Government’s
basic aim as being to limit and, where possible, reduce
the number of people in the UK significantly affected by
aircraft noise. This long term aim will be achieved through
a combination of measures including:

• Support for the development of new engine and 
airframe technologies, specifically through the 
research targets set by ACARE;

• Discouragement of inappropriate development 
through improved land use planning (PPG24)12. 
Details of PPG 24 are contained in our Land Use Plan;

• Implementing the 2002 European Environmental 
Noise Directive (END)13. The END requires improved 
noise mapping at many airports – including 
Manchester, and from 2008 formal action plans to 
deal with identified noise problems.

The Government underlined its belief that the control of
noise at airports should be specific to local needs and
agreed locally as far as possible. They did, however,
specifically identify that incentives should be introduced
at Manchester Airport to encourage airlines to introduce
the quietest suitable aircraft as quickly as practicable. 
Additionally, the growth of the Airport should be “subject
to stringent limits on the area affected by aircraft noise”.

©Crown Copyright Licence Number 18020A

12 Planning Policy Guidance Note 24 ‘Planning and Noise’ (1994)

13 European Environmental Noise Directive 2002/49/EC
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Managing Airport Noise

We have operated a noise and track monitoring and
control programme since the 1970s, to try to keep noise
impact upon local residents as low as possible. This
includes operating restrictions, differential charging to
encourage the use of quieter aircraft and regular
communication with local communities. We have
continually improved our monitoring and recording
systems to meet best practice. The Manchester Airport
Noise and Track Information System (MANTIS) provides
constant “real-time” monitoring of noise levels and track
keeping of all aircraft operating through the Airport. As
well as recording individual events, it helps us to
understand trends, compare performance and provide
robust data for noise modelling. 

Our noise controls were significantly strengthened, and
given legal force, as part of the Second Runway
development. A number of legally binding noise and track 
keeping objectives and targets were built into the planning
conditions and a legal agreement (Section 106
Agreement), along with commitments on ground transport,
community relations and other environmental works. 

Over the years, improvements in engine design and the
phase out of older aircraft have led to considerable
reductions in the noise levels generated by individual
aircraft and a ‘shrinking’ of the noise contours. 

However, this downward trend will be countered by the
increased number of movements as the Airport grows.
The Air Transport White Paper identifies that without
effective management, there will be a significant increase
in noise exposure associated with the growth of aviation
in the UK, including at Manchester Airport. Our policy
must therefore be to encourage even quieter aircraft, and
to restrict the noisier aircraft currently operating.
As the Airport grows and so the frequency and number
of aircraft movements increase, we have to ensure that
our noise control strategy remains appropriate and
relevant both to the concerns of our neighbours and to
the needs of our customers.

Aircraft Noise

We operate both runways during the day, with landings
on one and departures on the other. Where possible,
aircraft land over Stockport and take off over Cheshire.
During periods of easterly winds and some air traffic
control conditions, this can be reversed. We will be
reviewing how more flexible use of the runways might
reduce disturbance to local residents. However, we will
not use Runway 2 between 2200 and 0600 unless
Runway 1 is unsafe to use or is closed for repairs. More
details of how we operate can be found in our Runway
Data Sheet available on our website.

We operate a system of financial incentives and penalties
to encourage airlines to operate newer quieter aircraft
and to fly them in the quietest manner possible,
consistent with safety. We fine aircraft that exceed our
published noise limits. These are regularly reviewed, and
reduced, and are currently 92dB(A) during the day and
83 dB(A) at night. The effectiveness of these limits and
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fines will be reviewed annually and we will continue to
have a lower noise limit at night. We may also introduce
incentives to encourage best noise performance, specific
to aircraft type. All the income from the noise fines is
added to our £150,000 annual contribution to our
Community Trust Fund to support community and
environmental projects. 

Our Night Noise Policy imposes tight controls on aircraft
noise at night. This was comprehensively reviewed in
2006 as part of the Master Plan public consultation. The
policy: 

• Limits the total number of aircraft that can operate at
night to 10,150 in summer and 3,895 in winter (fixed 
until 2011); 

• Sets a limit of no more than 7% of the Airport’s total 
movements allowed at night (fixed until 2011);

• Restricts the operation of noisier aircraft through the 
use of a QC points “budget” with each aircraft 
movement “charged” against the budget;

• Restricts aircraft in groups QC8 & QC16 such that 
they are not permitted to depart or land between 
2300 and 0659 and aircraft in group QC4 cannot 
be scheduled to depart between 2330 and 0559.

At present it is the operation of Marginally Compliant
Chapter 3 aircraft that have a disproportionate effect on the
performance indicators for noise, including noise contours,
peak noise levels and the QC budget. These aircraft also
cause the most disturbance for local residents. For us to
achieve future growth in aircraft movements we must
ensure that the operation of these noisier aircraft types is
restricted.  We intend to restrict the number of Marginally
Compliant Chapter 3 aircraft to 2006 levels.  We will
encourage airline operators to use quieter aircraft where
possible.  We will continue to support any Government

proposals to phase out all remaining Marginally Compliant
Chapter 3 aircraft ahead of this timetable.

The eventual elimination of Marginally Compliant Chapter
3 aircraft and the introduction of the new Chapter 4
standard will significantly reduce noise impact from
individual aircraft. The Air Transport White Paper
suggested how predicted average noise levels (57 LAeq
daytime contour) might be affected by this introduction of
quieter aircraft when modelled against forecast Airport
growth to 2030.

Historically, noise from landing aircraft has not been as
significant an issue as departure noise. There have been
relatively small improvements in landing noise levels
compared to departing aircraft. Additionally, aircraft are
required to follow a very narrow approach path meaning
that relatively few people are frequently overflown. These
factors have increased the importance of this issue. We
are looking at how we can change the way we operate
to provide noise benefits to communities under the
approach flight path. The first of these is a new
requirement for all arriving aircraft to adopt a Continuous
Descent Approach at night (2200 to 0600). Also, visual
approaches are not permitted at night.
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Population within the 57 LAeq Daytime Noise Contour

Baseline

Assuming an 8 decibel 
reduction on Chapter 3
standards assuming present
technology

Assuming a 14 decibel 
reduction on Chapter 3
standards through improved
technology

Year

1999

2015

2030

2015

2030

Pop.

43,400

48,700

64,300

41,200

43,900

% change

12%

48%

-5%

1%

Source: DFT - The Future Development of Air Transport in the United Kingdom



Continuous Descent Approach (CDA)
Continuous Descent Approach is an aircraft operating
technique that minimises noise impact, fuel-use and 
emissions. An arriving aircraft steadily descends towards
the runway using idle thrust rather than a standard
descent in steps. 

Visual Approaches
Visual Approach – a landing when part or all of an
instrument approach procedure is not completed but the
approach is executed with visual reference to terrain. 

We will continue to work with airlines, pilots and Air
Traffic Control to develop and spread best practice noise
and track keeping control procedures for operations
through Manchester Airport. We will also actively 
contribute to the aviation industry commitment in the UK
Sustainable Aviation Strategy to develop and evaluate
low noise flight procedures and, where practicable,
introduce those procedures at Manchester. Through our
work with AOA and ACI we will share best practice and
lobby for better regulation, and ever improving standards
of performance.

Departure and Arrival Routes

Departing aircraft are required to stay within defined
corridors, called Preferred Noise Routes (PNRs). Wherever
possible these are kept away from the most densely
populated areas. We closely monitor airlines’ compliance
with these routes. Aircraft may occasionally be routed
outside this corridor by Air Traffic Control. These non-
standard departure routes (NSD), are not normally issued
between 2300 and 0700. Our target is for 95% of
departures to fly within the Preferred Noise Routes and no
more than 5% of departures being issued Non Standard
Departure.  Although we have achieved our target of 95%
of aircraft being on track we recognise that there remain
areas where tracking performance can still be improved.
We will continue to work with airlines and Air Traffic Control
towards achieving this and will introduce a system of
financial penalties as a further encouragement to improved
track keeping by 2008. Before 2010, we will look at the
way in which our tracking tolerances are defined and
explore ways in which this might be enhanced.

Current Government policy is to concentrate aircraft
arrivals and departures down narrow defined corridors so
as to affect the fewest people as possible and offer
certainty. However there is some community pressure to
more evenly distribute noise and we are aware that
improvements in navigation techniques could provide an
opportunity to “fan out” aircraft operations and provide
some relief for those currently affected people. Clearly,
any such change would require extensive analysis, public
debate and consultation.

Changes to the way airspace is used and managed will
require a review of our PNRs. In particular the move to
new precision departure and arrival routes and
procedures (P-RNAV). These will improve track keeping
accuracy and may offer new options for the way we
manage air traffic.

Noise
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Our Land Use Plan sets out how we intend to make the
most efficient use of our capacity and our facilities. As
the Airport grows there will be a need to increase the
aircraft departure rate. This will mean adjusting the
departure procedures so that the northern and southern
turns are closer to the airfield and made available to a
wider range of aircraft types. No detailed proposals
currently exist. Should changes to the departure
procedures be required, they will be subject to a
separate and extensive consultation process with local
residents and a wide range of stakeholders. This would
follow the consultation procedures that are set by the
Civil Aviation Authority.

Ground Noise

Ground noise is generated by taxiing aircraft, the use of
on-board auxiliary power units (used to provide electricity
for the aircraft systems when on stand) and by the
testing of aircraft engines after maintenance. For
particular areas of the Airport site, especially where there
are residential properties close by, ground noise can be a
source of disturbance. 

To reduce ground noise, airlines are encouraged to avoid
the use of reverse thrust as a method of decelerating.
Aircraft engine tests can only take place within a specially
soundproofed test bay where at all possible, and tests at
night are restricted to no more than 20 each year. 
Noise from aircraft auxiliary power (APUs) and mobile
generators (GPUs) has been reduced through the
alternative use of fixed electrical ground power (FEGP
mains electricity). This will be reinforced through
operational restrictions on the non-essential use of APUs
and GPUs by 2010. 

Monitoring and Reporting

Our MANTIS noise and track monitoring system has a
network of noise monitors in 14 locations in the local 
area. The noise level and track of every arriving and
departing aircraft is logged, and aircraft that exceed our
noise limits or are outside the preferred noise routes are
automatically flagged. This system generates the data to
allow us to monitor compliance, for reporting, and to
help inform our discussions with the local community.
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However, until now, this monitoring has been largely
limited to the immediate vicinity of the Airport – typically
within the 60 dB(A) contour. This means that there has
been limited information to provide a clear picture of the
noise exposure for people living further away from the
Airport and it less effectively reflects their concerns. We
have therefore decided to review the number and
location of our existing noise monitors with the intention
of improving our understanding of the noise climate in
those areas.

We will also develop our existing noise modelling
capability to allow a greater understanding of current
and future planned operations. This will not only
facilitate management of noise on a day-to-day basis,
but also help us to develop appropriate mitigation
measures and to take account of future legislative
requirements.

We will undertake predictive noise modelling for three
and ten years into the future.  We will continue to liaise
regularly with the local community through meetings,
outreach visits and by phone. It is essential that we
continue this dialogue in order to understand their
concerns, provide information on noise and track
keeping, discuss possible changes in policy and
respond to complaints. Our ongoing target is to
respond to 95% of community complaints within 5
days. Further information on our Community Relations
programme is contained in our Community Plan. 

We report performance regularly on our website,
through the Manchester Airport Consultative Committee
and talking with airlines and pilots. We will develop and
introduce improved ways of sharing and reporting key
data and indicators with all stakeholders and will
develop improved noise indicators that are relevant to
them. 

In addition to our annual aggregate (LAeq and Lden)
noise contours, we will start to publish, ‘Number
Above’ contours and ‘Flight Path’ maps. We will also
track and report progress on our performance against
the ICAO Chapter 4.

Mitigation Schemes

We have had a Sound Insulation Grant scheme since
1972. This is currently available to properties within the
2005, 62 LAeq 24 hour contour. The scheme is
enhanced for properties within an inner zone, which
suffer higher levels of noise. In line with Government
expectations, the grant scheme has been recently
extended to cover other noise sensitive buildings such
as schools and hospitals. The provisions of the scheme
will be reviewed annually to ensure they remain relevant
and appropriate for local residents worst affected by
noise. Our Community Plan contains more information.

We will continue to provide a vortex damage repair
scheme to repair or replace residents’ roofs that have
been damaged by aircraft wake vortices.

We will routinely review properties suffering from both a
very high level of noise and a large increase in noise
and consider offers to purchase those properties.
We now offer a property relocation scheme. This covers
the costs of moving house and is designed to help
residents in the noisiest areas to move. This was
introduced in 2005 and is available to around 200
properties, principally in Heald Green and
Wythenshawe. These are properties within the 69 LAeq
noise contour.

Noise
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Construction Noise

During the life of this Environment Plan there will be
several major construction projects on the Airport site.
Whilst a detailed evaluation of impacts can only be carried
out once a development and its activity have been
defined, it is possible to identify activities that generally
have the potential to generate noise disturbance.

• Demolition;
• Excavation and Earth Moving;
• Construction;
• Mixing and Batching Plants;
• Crushing Plant

In developing detailed proposals for any major
construction projects, we will include assessments of
construction noise and the necessary mitigation
proposals will be developed. Details of the proposed
developments are contained in our Land Use Plan.

Targets and Actions

Short Term to 2010

N1 We will introduce noise related charges that offer 
incentives for the use of quieter aircraft and 
surcharge the use of Marginally Compliant Chapter
3 aircraft. These charges may include a weighting 
for time of day and will be reviewed annually.

N2 The number of Marginally Compliant Chapter 3 
movements will remain no greater than those 
in 2006.

N3 We will look at the way in which our tracking 
tolerances are defined and consider new targets 
for track keeping.

N4 To ensure that our noise and track monitoring 
systems remain suitable, relevant and effective, the
MANTIS system will be upgraded.

N5 We will review and where necessary expand our 
network of noise monitors to ensure coverage 
remains appropriate - particularly in areas more 
distant from the airport.

N6 We will work with our service partners and local 
communities to develop better ways of sharing 
noise related information.

N7 We will introduce restrictions on the non essential 
use of APUs by 2010.

N8 In line with Government recommendations we will 
routinely review properties suffering from both a 
high level of noise (69 LAeq) and a large increase 
in noise (3 LAeq) and consider offers to purchase 
those properties.

N9 Procedures to monitor and control construction 
noise will be incorporated into major development 
schemes.

Medium Term to 2015

N10 Our target is for the 60 LAeq day and night 
average noise contour to remain lower than 1992 
levels until 2015 i.e. less than 33.6 km2 and 13 
km2 respectively and to keep it as low as possible 
thereafter.  Additionally we will seek to maintain 
2001 night time levels until 2011.
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N11 The peak day and night-time noise levels are to 
remain lower than 1992 levels until 2015 (average 
noise from the top 100 and top 10% noisiest 
departures) and to keep these as low as possible 
thereafter. Additionally we will seek to maintain 
2001 night time levels until 2011.

N12 Night movements must not exceed 10,150 in 
summer and 3,895 in winter or 7% of the Airport’s
total movements. This will be reviewed in 2011.

N13 The Night Noise Policy will be reviewed every 5 
years to ensure the continued relevance of the 
limits and restrictions it contains. The next review 
is in 2011.

Long Term to 2030

N14 We will seek to minimise the number of people 
affected by aircraft noise by routinely reviewing the
relevance and suitability of our noise related 
targets and policies.

N15 We will support and actively contribute to the 
noise related commitments contained within the 
UK Sustainable Aviation Strategy and the 
supporting ACARE targets. 

Noise 
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Objective: “We will continue to reduce air quality
related emissions”.

Context 

Sources and Impacts
Air quality can be affected by a number of different
pollutants that in high concentrations can pose harm to
human health. 

The main pollutants set out in UK and EU legislation are:

• Oxides of nitrogen (NOx), specifically nitrogen dioxide
(NO2);

• Particulate matter (PM10);

• Volatile organic compounds (specifically non-
methane VOCs  - NMVOC);

• Polycyclic aromatic hydrocarbons (PAHs);

• Carbon monoxide (CO);

• Sulphur dioxide (SO2);

• Lead;

• Benzene;

• 1,3-butadiene;

• Ozone (O3).

When the levels of these pollutants are high, some
people may experience eye or lung irritation and
breathing difficulties. These symptoms will be
experienced most by people with existing conditions
such as lung disease, asthma and heart conditions.
Some air pollutants contribute to the formation of ground
level ozone, a secondary pollutant that is also harmful to

health. In addition, pollutants such as NO2 and SO2
react in the atmosphere to form ‘acid rain’ that can harm
ecosystems.

The main Airport-related sources of emissions are:

• Staff and passenger journeys to and from the Airport;

• Aircraft engine emissions during taxiing, taking off 
and landing, auxiliary power unit (APU) operation and
engine testing;

• Exhaust emissions from operational vehicles on site, 
airside and landside;

• Energy generation equipment: diesel generators, 
gas boilers;

• Fugitive emissions (evaporation) during fuelling of 
vehicles and aircraft;

• Miscellaneous emissions from activities such as 
aircraft fire training.

In addition, air quality at the Airport is affected by
emissions from local road traffic of which only 10-30% is
associated with the Airport, and by other sources.
Particulate (PM10) concentrations in our region can even
be increased by sources outside the UK.

Carbon dioxide (CO2) is also produced by many of these
sources. CO2 does not affect local air quality but is the
principal gas causing climate change.  The Climate
Change chapter should be read in conjunction with this
one because it contains supporting information and
relevant policies and targets that are not repeated here.
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Air quality is a complex subject as different sources of
pollutants produce different quantities of each pollutant.
For example, aircraft operations are the main source of
NO2 whilst road traffic is the main source of particulates.
Most on-site emissions are the result of our service
partners’ operations and are therefore outside our direct
control.

Legislation and Policy Framework
In order to protect human health, the EU and UK
Government have set air quality limits and objectives
(concentrations) that must not be exceeded. These are
set out in the Air Quality Framework Directive14 and four
daughter directives, the Air Quality Strategy 2000
(AQS)15 and an Addendum in 200316.  

The pollutants and objectives most relevant to Airport
operations are NO2 for which the objective had to be
met by the end of 2005 and for PM10, for which the
objective had to be met by the end of 2004.  Most
pollutants have a short term (hourly or daily) and long
term (annual) objective that reflects the scientific
assessment of how these pollutants impact on health.

PM10 concentrations are expressed in gravimetric units.

Determining whether there is compliance in the UK with
the AQS objectives is the responsibility of local
authorities that are required to:

• Review their areas every 3 years against the AQS 
objectives;

• Define and declare air quality management areas 
(AQMAs) where objectives will not be met by the 
required date, if necessary;

• Co-ordinate and produce an action plan, working 
with all parties with significant emissions, such as 
industry, to ensure that the objectives are met by the 
required date.

The EU first daughter Directive, and the AQS Addendum
2003 provisional objectives, propose reducing the PM10
annual mean objective from 40μgm-3 to 20μgm-3, to be
achieved by 31 December 2010. This is a significant
change and, without any further action, would be widely
exceeded in urban areas in the UK, including around the
Airport.

The EU ‘CAFÉ Thematic Strategy’17 has proposed a
number of revisions to the existing Directives. This
includes setting controls on PM2.5 concentrations,
particulate matter smaller than PM10. This is because of
recent scientific evidence suggesting that these smaller
particulates are more harmful to health. 

The Air Transport White Paper looked at the existing
levels of emissions and air quality at UK airports and how
these will increase with forecast growth in 2015 and
2030. At Manchester, it concluded that there is concern
that the EU limit value for NO2 (40μgm-3), measured as
an annual mean could be breached at residential
properties near the Airport. It also concluded that there is
no indication that the short-term exposure limit (1 hour
mean) for NO2 or either the short or long-term PM10
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14 Air Quality Framework Directive (96/62/EC) and 4 Daughter 
Directives (1999/30/EC, 2000/69/EC, 2002/3/EC, 2004/07/EC) 

15 The Air Quality Strategy for England, Scotland, Wales and 
Northern Ireland. Department of the Environment, Transport and 
the Regions (DETR). 2000.

16 The Air Quality Strategy for England, Scotland, Wales and 
Northern Ireland: Addendum. Department for Environment, Food 
and Rural Affairs (DEFRA). 2003.

17 European Union ‘Clean Air for Europe’ (CAFÉ) Policy 
Development. 2006.
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Air Pollution Sources at Manchester Airport 2005
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Air Quality Strategy (2000) Objective

Concentration

Nitrogen dioxide
(NO2)

Particulate matter
(PM10)

Objective

40 μgm-3

200 μgm-3 with up to 18
exceedences per year

40 μgm-3

50 μgm-3 with up to 35
exceedences per year

Measured as

Annual mean
(Long-term)

1 hour mean
(Short-term)

Annual Mean
(Long-term)

24 hour mean
(Short-term)



limits (the 40μgm-3 value at that time) would be
exceeded in communities around the Airport. It stated
that “growth at Manchester must not jeopardise air
quality standards, which should be thoroughly monitored
and evaluated”. This Plan sets out our approach to
control and contain our emissions.

Air Quality Management Area 

We have modelled our NO2 emissions and produced a
contour map. The AQS 40μgm-3 objective for NO2
measured as an annual mean is predicted to be breached
in 2010 on the runways, taxiways and terminal areas. This is
because of the high concentration of emission sources in
these areas. However, the objective only applies to
residential areas where people would be exposed to these
NO2 concentrations over the averaging period. 

The Greater Manchester Air Quality Management Area
(GM AQMA) was declared in 2005. It is based on the
35μgm-3 annual mean NO2 exceedence contour, not the 

AQS objective of 40μgm-3. This was done so that areas 
just below the AQS objective, and within the margin of
error of the modelling process to derive the contour,
would be included in the management area.

There are 4 residential properties alongside Old Wilmslow
Road that are within the boundary of the GM AQMA at
the Airport (but outside the 40μgm-3 exceedence
contour). There are many residential properties included
in the GM AQMA along the M56 motorway, some close
to the Airport and many more closer to Manchester and
the M60. 78% of road traffic on the M56 in the vicinity of
the Airport (junction 5) is not Airport related.

Air Quality Management

Our aim is to minimise the area of the 40μgm-3 NO2
annual mean exceedence contour for Airport emission
sources. We will model our own emissions and compare
them against this standard. However, the actual
concentrations at the Airport may be higher due to 
additional non-Airport sources including non-Airport traffic 
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using the M56, A538 and Ringway Road. The AQS 
objectives apply to these total concentrations of pollutants.

Some Airport emissions are within our direct control,
such as from our energy use and our own vehicles.
However the majority of Airport derived emissions arise
from the activities of our service partners. We will lead by
example and promote industry best practice for air
quality management with our service partners. 

We will also support the work of others whose emissions
impact on the Airport area. We will proactively support
the action plans produced by Local Authorities in Greater
Manchester and Cheshire. Regular meetings with the
Environmental Health Officers of these authorities provide
a forum for discussing local air quality issues. 

We will take action as far as we can to ensure that there are
no residential properties included in the Greater Manchester
AQMA around the Airport. The pollutant of greatest concern
is NO2. We are aware that the location of new
developments, especially aprons and roads, could affect
NO2 levels and extend the AQMA nearer to residential
properties. Developments will be reviewed to assess the
significance of the impact and where appropriate the layout
may be revised and/or mitigation measures implemented.
The scale of the assessment and mitigation measures will
be in proportion to the potential impact.

PM10 is also of concern.  If the proposed 20μgm-3

annual mean is adopted, then our monitoring indicates
that this will be exceeded at the Airport.  Policies and
actions are therefore required to reduce emissions of NO2
and PM10. The largest source of emissions for these
pollutants is aircraft (NO2 only) and local road traffic.
However, it is also important to reduce emissions from all
airside activities, including service vehicles and aircraft
auxiliary power units (APUs) as these are in an area where
many emission sources are concentrated.

Local road traffic is predominately non-Airport related, a
partnership approach is required to tackle the emissions
on the motorway, involving the Airport, relevant Local
Authorities and the Highways Agency. Our Ground
Transport Plan outlines how we are working to promote
public transport and reduce the number of vehicle
journeys to the Airport. In the Climate Change chapter of
this Plan we have made a commitment to work with, and
use our annual funding of local buses, to develop a lower
emission bus network to the Airport. Reductions will be
made in the emissions from individual vehicles as a result
of the introduction of new (Euro V and VI) engine
standards.  

Energy use at the Airport is a major source of Airport CO2
emissions but represents a much smaller percentage of
emissions of air quality pollutants (NOx emissions are the
most significant at 9%). Our climate change policies and
targets on energy use will help reduce the emissions of air
quality pollutants as well as those of CO2.

We will consider the impact of our CO2 emission
reduction policies on air pollutants including NO2 and
PM10, and vice versa.

Aircraft

At the Airport, the dominant source of NOx is from
aircraft, although these are not within our direct control.
The majority of these NOx emissions are from aircraft
taking off and climbing (up to 200 metres above ground
– the height above which aircraft emissions at the Airport
have negligible effect at ground level). Aircraft taxiing and
on approach to the Airport produce less NOx by
comparison. Other aircraft sources of emissions arise
from the use of an aircraft’s auxiliary power unit (APU) or
mobile diesel generator (GPU) and aircraft engine testing.
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ICAO certification standards for new aircraft engines
have been in force for many years. The latest and most
stringent ICAO standard will be introduced in 2008, and
many aircraft already meet this. However, as airlines have
strived for increasing fuel efficiency and resulting lower
CO2 emissions, this has been achieved by engines
working at higher temperatures and pressures and this
has resulted in an increase in NOx generation. There is,
therefore, a trade off. A trade off can also occur with
noise.  Whilst for arrivals, Continuous Descent Approach
(discussed in the Noise chapter of this Plan) benefits
noise, fuel burn and NOx emissions, the same is rarely
true for take-off.

Low-NOx combustors are being fitted to new aircraft
engines, and retro-fitted to existing aircraft by some
airlines. The UK Sustainable Aviation Strategy supports the
ACARE target for an 80% reduction in NOx emissions
from each aircraft by 2020 based on equivalent aircraft in
2000. Although aircraft fleet modernisation is slow, this will
make a significant contribution to holding back the
increase in NOx emissions that would otherwise occur
because of aviation growth.

Our work on reducing CO2 emissions from aircraft on the
ground, and our involvement in the EFAS and OMEGA
projects, described in the Climate Change chapter of this
Plan, also considers the possibilities for making
reductions in NOx emissions. We will work with NATS
and our airline partners on the possibilities for revised
departure procedures that will reduce NOx emissions.

We have lobbied for the introduction of aircraft CO2
emissions into the EU Emissions Trading Scheme. At the
same time, we believe aircraft NOx emissions should be
reduced by appropriate local measures. 

We will introduce an aircraft emissions charge based on
NO2 by 2010. The details of this new charging regime
have yet to be agreed. It will generate no additional

income, but will incentivise the use of lower polluting
aircraft and penalise those that pollute more. It follows
the principle of the ‘polluter pays’. We will continue to
promote fixed electrical ground power (FEGP) (mains
electricity) to supply an aircraft’s electrical systems whilst
parked. This reduces the use of a jet aircraft’s APU or a
mobile GPU and the resultant emissions of pollutants
and noise. Allied to our target of 100% renewable
electricity, the FEGP supply will be from a renewable,
zero CO2 emission source.

We will continue to install and maintain FEGP on all
permanent aircraft stands and upgrade it as practical
when new aircraft are introduced. Our standard is for
98% availability of FEGP on each aircraft stand and a 10-
minute response time to repair faults.

Vehicles

Petrol and diesel vehicles have been getting less
polluting for some years. These improvements have been
driven by increasingly stringent emission standards set
for new vehicles in the EU.

In 1993 the first EU standard was set (Euro I standard)
for new cars which resulted in catalytic converters being
fitted to all petrol vehicles. More stringent emission limits
came into effect in 1997 (Euro II) and 2001 (Euro III).
Euro IV vehicle standards are now in force for new
vehicles.

A Euro V standard has been proposed for 2010.
Particulate emissions from diesel vehicles would be
reduced by 80% and nitrogen oxides (NOx) by 20%. The
tougher standards proposed would lead to the
introduction of particulate filters for diesel vehicles. For
petrol vehicles, the standard proposes to cut NOx
emissions and hydrocarbons by 25%. A Euro VI standard
is also being proposed for introduction in 2015.
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New vehicle technologies are emerging that will reduce
emissions of CO2 and air quality pollutants. These are
discussed in the Climate Change chapter of this Plan.
Hybrid vehicles produce less air quality pollutants.
Electric vehicles, and the ULTra vehicle concept
(driverless automatic pods), produce no on-site
emissions.

Airside Vehicles
We operate air emission controls through our existing
Airside Infringement Scheme. All airside vehicles must
comply with MOT standards and our ‘switch-off’ policy.
We carry out spot checks and vehicles failing to meet
MOT emission standards on the airfield are banned until
improvements have been made and confirmed by a re-
test. We will continue to promote and enforce our vehicle
switch-off policy for all stationary vehicles. 

All vehicles must have an ‘Airside Vehicle Permit’ to drive
on the airfield. We are looking at setting a fee for this to
cover administration costs. When we do, we will set a
reduced fee for less polluting vehicles.

We will produce and promote an ‘Airport Vehicle Charter’
with our service partners. This will be a new initiative that
aims to define and encourage the adoption of best
practice vehicle fleet management by signatory service
partners on-site.  For example, it will include steps to
minimise the number of vehicles on-site and to introduce
environmental measures.

In the future we are looking to reduce emissions from
airside vehicles even further. We will investigate how we
can apply a ‘low emission zone (LEZ)’ concept to airside
areas, working with our service partners. This will involve
integration of all our emission reduction measures,
introduction of new controls and codes of practice and
implementation of awareness campaigns. What controls,
restrictions or charges that a LEZ will include are not
decided. LEZs have been proposed on a number of

occasions in the UK, perhaps the most prominent being
the LEZ proposed for the Greater London area. 

Our Fleet Vehicles
Our vehicle fleet comprises 262 vehicles. Nearly all these
vehicles use diesel fuel. The increased use of alternatively
powered vehicles, such as electric vehicles, will reduce
emissions on-site. However, most of these alternatives are
limited in their operational flexibility such that they cannot
replace all our diesel vehicles in the foreseeable future. We
will continue to support evolving technologies by taking
part in trials and supporting research. We have proposed
to use 20% bio-diesel in our vehicles in this Plan because it
reduces CO2 emissions by almost the same amount. This
will produce a small, approximately 1%, increase in NOx
emissions.

We will continue to seek to operate a modern and clean
vehicle fleet. Our aim is to have our vehicles meeting
either the current or previous Euro emission standard.
For example, in 2007 this would be Euro III or Euro IV. It
effectively means maintaining a vehicle fleet that is no
older than 5 years. This will be particularly challenging for
approximately 20% of our vehicle fleet because of the
specialist nature of these vehicles. However, retrofitting
some exhaust abatement equipment can enable older
vehicles to comply with more recent Euro standards.

We have recently replaced all our car park buses and are
intending to start retrofitting particulate traps to them.
This will reduce PM10 emissions from our bus fleet by
over 90% and reduce PM10 emissions from operational
vehicles across the site by 7%.

Monitoring and Reporting

Over the years, we have developed our air quality
monitoring and modelling capability to more fully
understand the impact of Airport-related activities on local
air quality. This includes the production of a comprehensive
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emission inventory for the site and annual reporting of
monitored air emissions. NO2 has been measured since
1995, and jointly with Manchester City Council, we
maintain a sophisticated air quality monitoring station near
the Airport that forms part of a national network. NO2, SO2,
PM10 and ozone are monitored. Data and annual statistics
are available for viewing on the national air quality web site
(www.airquality.co.uk) and our monitoring station is called
‘Manchester South’.

We will continue to operate the Manchester South air
quality monitoring station. We will also continue our on-
site monitoring of nitrogen dioxide through diffusion tube
surveys and particulate monitoring. Additional pollutants
will be monitored as required to assess compliance with
legislative standards. This will include a new PM2.5
monitor at the Manchester South monitoring station.

We have worked with all the Local Authorities
surrounding the Airport since before the introduction of
the AQS in 1997 to assist them in carrying out their air
quality reviews. In particular, with the Environmental
Health Department of Manchester City Council as most
of the Airport site lies within their boundary. We provide
data and support joint modelling work. We will continue
to work with them to share best practice and support the
Greater Manchester Air Quality Action Plan and similar
work by Macclesfield Borough Council.

We will continue to compile an annual emissions inventory
of all Airport emissions and produce an annual air quality
monitoring report for local Environmental Health Officers.
We will undertake dispersion modelling of Airport emissions
and develop our capability and support Local Authorities in
their air quality reviews. We will assist Manchester City
Council in their annual update of the Greater Manchester
Emissions Inventory (EMIGMA). We will continue to report
our air quality impacts on our website.

Targets and Actions

Short Term to 2010

A1 We will reduce our own air quality emissions, and 
work proactively with others, with the aim of 
maintaining the AQS NO2 40μgm-3 exceedence 
contour within the Airport boundary and away 
from residential properties.

A2 We will introduce an aircraft emissions charge to 
encourage airlines to operate lower emission 
aircraft.

A3 We will implement a ban on APU and GPU usage 
whilst aircraft are on FEGP served stands (allowing
for a specified minimum operational running time for 
the APU).

A4 Particulate traps will be fitted to our car park bus fleet.

A5 All our own vehicles will meet Euro III or Euro IV 
emission standards.

A6 We will install a new PM2.5 monitor at the 
Manchester South air quality monitoring station.

A7 We will assess the impact of new developments 
on air quality and identify and implement 
appropriate mitigation measures. 

Medium Term to 2015

A8 We will introduce an Airfield ‘Low Emission Zone’.  

Long Term to 2030

A9 To achieve a significant reduction in all air 
emissions from Airport sources, including the 
particular pollutants of concern, NO2 and 
particulates.
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Objective: “To produce less waste and to increase
recycling and waste recovery rates”

Context

Sources and Impacts
The main areas of waste generation on the Airport
include the following:

• Aircraft cleaning – over 100 airlines and 5 cleaning 
companies;

• Aircraft catering – 3 in-flight catering companies;

• Terminal cleaning – 1 cleaning company;

• Office cleaning – several companies appointed by 
310 individual tenants;

• Retail and catering - 27 companies operating 100 
units;

• Maintenance - 24 aircraft maintenance companies, 4
vehicle maintenance facilities plus building 
maintenance companies and our own terminals and 
grounds maintenance teams;

• Cargo handling - 5 transit shed operators and 50 
freight forwarders.

The Airport Company co-ordinates a general waste
contract covering the site, but excluding the in-flight
catering centres, aircraft maintenance hangars, hotels
and some cargo handling companies. Over 85% of the
waste within this contract is generated by the activities of
the 310 service partners operating on the site, and is
therefore outside our direct control. 

The types of waste include general rubbish, packaging
waste, newspapers, pallets, metals and green waste.
Additionally hazardous, clinical, liquid and construction
wastes are generated on the site.  The wide range of
materials from the diverse activities on the site means
that managing waste is complex.

The waste at the Airport reflects the waste generated in
the changing world outside. Increasingly, there is more
packaging on food and greater reliance on disposable
products. In-flight catering used to be reusable trays but
is now increasingly pre-packed totally disposable
products. The “no-frills” low cost sector has encouraged
passengers to take their own picnic on-board, generating
in some instances more aircraft cleaning waste.

Around 18% of our solid waste was recycled in 2006 up
from 10% in 2000. The remainder is taken off-site to a
local waste transfer station for processing and removal of
aluminium and steel with residual waste landfilled.
Around 300 tonnes of our International Catering Waste is
currently incinerated in Bolton. 

Chapter 7 - Waste Management

44

Source of Airport Waste

9000

8000

7000

6000

5000

4000

3000

2000

1000

0
Airport Company

Activities
Airport Site

Aircraft Cleaning

Retail & Catering

Terminal Cleaning

Office Cleaning

World Freight Terminal

Maintenance Activities

Rail Station

To
nn

es
 g

en
er

at
ed



There is an ongoing debate about the environmental
merits of waste incineration or the use of refuse derived
fuel that we will need to monitor. However, landfill remains
the least preferred waste disposal option as it uses land
and generates CO2. 

Legislation and Policy Framework
Waste and recycling are increasingly becoming heavily
regulated.  Regulation is primarily aimed at reducing
waste, increasing recycling and significantly reducing
reliance on landfill for disposal.

Various EU Directives increase producer responsibility.
Manufacturers are responsible for ensuring that their
products do not include hazardous materials where this
can be avoided, that the product can be dis-assembled
for recycling and that the components can be recycled.
Some also set out a framework for the manufacturer to
collect old products that the consumer wishes to dispose.
So far this has included packaging waste18 and
vehicles19, and is currently being implemented for
electrical equipment20 and batteries21. The effect of this
will be an increasing requirement to separately collect and
recycle these waste streams.

The Landfill Directive22 set limits on the types of waste that
could be landfilled and increased the licencing
requirements at sites. This has significantly reduced the
number of landfill sites available, especially for hazardous
wastes, for which there are now only 10 in the UK. This
has increased costs of landfill and added a further
incentive for greater segregation and recycling.

The Government introduced landfill tax in 1996. At the
current rate of £24 per tonne, we pay over £180,000 per
year in landfill tax. From April 2008 it will increase by £8
per tonne, each year until at least 2010/11.  Combined
with the reduction in landfill availability and increasing
landfill costs, this has made landfill a costly option and
increasingly, recycling is a more cost effective option.

As a waste producer, the main current legislative controls
include Duty of Care23 and the Hazardous Waste
Regulations 200524. These require that waste is stored,
carried and disposed of correctly and to licensed recycling
or disposal sites, and provides a system to track all
collections and disposals of waste.

The Animal By-products Regulations25 includes provisions
on International Catering Waste in order to prevent the
spread of disease. It puts tight controls on the storage,
transport and disposal of aircraft cleaning and catering
waste, which must be disposed of directly to a specifically
licenced landfill or incinerator.  This significantly constrains
opportunities to recycle materials from this waste stream.

The UK Government’s Waste Strategy26 is to significantly
increase recycling and to reduce landfill. This is being
achieved through a number of measures, including
implementation of the EU Directives described above.

The Waste Strategy set a general target for a reduction in
commercial waste landfilled to 85% of 1998 levels by
2005, a target that we met. It also set binding targets on
Local Authorities to recycle a larger percentage of
domestic waste. This has had a beneficial effect of raising
awareness of waste segregation and recycling amongst
passengers and staff, although it is still challenging to get
people to adopt these practices in the workplace.
Additionally, it has increased the availability of 
collections and bulking facilities for recyclable material 
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18 Packaging and Packaging Waste Directive (94/62/EC)
19 End of Life Vehicles (ELV) Directive 2000/53/EC. 
20 Waste Electrical and Electronic Equipment (WEEE) Directive 

(2002/96/EC),
21 Batteries and Accumulators Containing Dangerous Substances 

Directive (91/157/EC)
22 Landfill Directive (99/31/EC)
23 The Environmental Protection (Duty of Care) Regulations 1991. 

SI No. 1991/2839
24 The Hazardous Waste (England and Wales) Regulations 2005. 

SI No. 2005/894
25 Animal By-products Regulations 2003. SI No 2003/1482
26 Waste Strategy 2000 for England and Wales. 



that are available for non-domestic companies such as
the Airport. 

The 2006 Review of the National Waste Strategy27 did
not set specific targets for reduction or recycling of
industrial and commercial waste, but we believe these
are likely in the future.  

Waste Management 

In 2006 we switched from a waste disposal contract to a
waste management contract for the site. This currently
covers 18 separate waste streams for recycling or
disposal totalling around 9000 tonnes per year. 
Over 1500 tonnes of waste is currently recycled each
year including paper, cardboard, glass, wood, metal,
green waste and lighting. Service partners on the site
segregate it at source and deposit it into the correct
recycling container in one of the Airport service yards. 

We have a waste foreman who assists in monitoring and
managing the on-site operations on a day-to-day basis.
The contract includes targets to increase recycling and
includes some flexibility to allow us to extend recycling
into new parts of the site and to add new materials for
recycling.

Our main cleaning contract also includes requirements for
a separate waste office paper collection service across
much of the site, and also for all cleaning staff to keep
materials separate and recycle them where possible. 

We also hold a number of separate contracts for
hazardous and liquid wastes from our vehicle
maintenance, water services and airfield maintenance
departments. Apart from central facilities for fluorescent
tubes and aircraft maintenance oil cans, we do not
generally provide facilities for tenants’ hazardous wastes. 

Our overall strategy for waste management is illustrated
in the diagram below. We will encourage our own and
service partners’ staff to avoid generating waste, to reuse
items where possible, segregate waste for recycling and
finally, we look at options to recover value from waste (for
example through incineration). The final option is for
landfill of residual waste. 

Over 85% of the waste is generated by service partner
operations and to achieve our targets we must influence
them and persuade them to take greater ownership for
their waste. Because the different parts of the Airport
business are so different, we tackle them in a sector by
sector approach, working in partnership with the
companies generating the waste. The types of facilities
and incentives that might be appropriate for retail and
caterers in the terminal may be different to that needed
by cargo handlers. 

We will continue to provide training and raise awareness
on waste minimisation and recycling, induction training
on segregation and use of the waste facilities.  We will
develop performance targets for our service partners and
carry out regular monitoring and auditing, and provide
feedback and reports to those using the waste facilities. 

Waste Management
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We are reviewing incentives for recycling and penalties
for not segregating waste. The first step is a fundamental
review of how we recharge for waste, in order to make
our costs transparent and to follow the “polluter pays”
principle. This will be refined with a long-term aim to
implement a “pay by weight” system that truly provides
the financial incentives for reducing waste generated and
for increasing recycling. 

The cleaning and waste contracts will be reviewed to
include additional requirements for waste segregation
and recycling. We will also be looking at off-site options
for further waste segregation or recovery and building
these requirements into future contracts. 

We will need to invest further in equipment and
technology to enable us to control and manage our
waste more effectively and to provide facilities for the
wider range of materials that we must recycle. 

Waste Minimisation
The amount of waste generated at the Airport cannot be
allowed to grow in line with passenger numbers to 2030.
Therefore, waste minimisation is a key part of our strategy. 

Changes in technology are reducing waste in some
cases, for example the use of e-mail rather than paper
letters or memos. Airline concerns over fuel efficiency is
leading them to identify potential weight reductions, and
in some cases changing the on-board service provided -
for example by not providing free newspapers and
magazines. 

As a service industry, airlines and retailers will adapt to
customer needs and specify the service provided, often
in national and international contracts, which limits our
ability to influence them locally. Changes in passenger
habits also affects waste generation – many passengers
now take their own food and drink on-board and the
waste is left on the aircraft for disposal. 

Changes in Department for Transport security restrictions
have affected waste, with a significant increase in the
number and range of items discarded by passengers,
mainly drinks.  Overnight this increased terminal waste
by 7%.

We continue to audit our waste facilities to prevent
unauthorised use by contractors or staff and will continue to
enforce fly tipping laws where offenders are identified. We
will look at how we can use technology to further control
access to our facilities and to increase our auditing role. 

We have kept the amount of waste generated broadly
static, despite increases in passenger numbers. It is our
intention to continue this trend through our green
purchasing policies and by working in partnership with
companies on site to reduce the amount of waste
generated. This will reduce the amount we send to landfill.

Reuse
We encourage the reuse of equipment and materials
where possible. Surplus stationery and equipment is
shared between departments. We also encourage all
companies on site to donate redundant but usable
equipment and furniture to the Tree of Life charity based
in Wythenshawe. This forms part of our wider support for
local communities. More detail is included within our
Community Plan.

Recycling
The segregation of waste at source will continue as it
provides an efficient and cost effective way of handling
the waste. The amount recycled will be increased by
improving recycling rates of existing materials,
introducing recycling facilities into new parts of the site
and from starting collections of additional materials.
Specific new recycling initiatives include:

• Introduction of cardboard and shrink-wrap recycling 
at the World Freight Terminal;
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• Collection of drinks cans on-board aircraft;
• Improved collections of waste electrical equipment;
• Extended collections of recyclable material in offices.

We also intend increasing the responsibilities of the
companies generating the waste to ensure it is correctly
segregated, through audits, charges and where
appropriate penalties. We will also be reviewing where we
can centralise collection services to improve the quality
and quantity of the material collected. This may include
using the deliveries from our retail distribution centre to
collect recyclable material from retail and catering units.

One of the main ways we will reduce the amount of
waste landfilled in the future is by a significant increase in
recycling. However increasing waste segregation at
source requires the co-operation of 19,000 staff and 22
million passengers.  We are therefore reviewing our
options for sorting waste off-site in order to recycle a
greater proportion and to optimise the number of on-site
containers and collections we need for recycling. 

We are reviewing whether we should provide facilities for
Category 1 International Catering Waste (ICW) or put the
responsibility for it back to the waste producers. By law,
this waste must be taken directly to a landfill or incinerator.
If we can eliminate ICW from the waste stream, then this
opens up opportunities for additional recycling, sorting and
processing and again reduces landfill. 

Costs for recycling have traditionally been quite volatile.
Recycling most packaging wastes is now considerably
cheaper than the costs for disposal. However, as
legislation identifies additional materials as hazardous
waste and drives the segregation of further materials
such as electrical equipment, costs for certain waste
streams may be more expensive.

Recovery and Disposal
Currently, most of our residual waste is landfilled.
However there is increasing use of incineration with
energy recovery, or processing to refuse derived fuel and
of sorting and composting of waste. When we next re-
tender our waste contract we will review the current
thinking and assess whether to include targets for off-site
recovery of waste using one or more of these methods
to reduce the amount of waste landfilled.

Hazardous and Liquid Waste
We generate some hazardous wastes from oil interceptor
cleaning and our vehicle fleet maintenance. We will
review where alternative products could be used to
eliminate or reduce the generation of hazardous wastes.
We will continue to manage our storage and disposal of
hazardous waste. We will advise service partners on their
responsibilities and audit them on a regular basis.

Construction Waste
We have used our contracts to encourage recycling of
construction waste. For example, as part of our apron
repair programme, the contractor is crushing the old
concrete for re-use as hardcore and as aggregate within
new concrete. From 2007, construction companies will
be obliged to prepare and implement Site Waste
Management Plans28 for all contracts over £250,000.
We will be looking in more detail at how we can require
their use in smaller value projects.  

Monitoring & Reporting
We will comply with all relevant waste legislation and this
will be our minimum standard. As part of this we conduct
an annual Duty of Care survey of all our service partners
to identify what waste they generate and to raise
awareness of their responsibilities.  We also regularly
audit all activities and facilities especially to identify any 
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waste that is not being correctly stored or disposed of,
and continue to provide advice to service partners on
their responsibilities.

We will continue to maintain a detailed database of
waste arisings, recycling and waste disposal, to monitor
trends and to report compliance against our targets.

Targets and Actions

Short Term to 2010

W1 The total tonnage of waste generated will be no 
greater than the tonnage in 2005 (8800 tonnes), 
despite increased passenger numbers.

W2 On-site waste segregation for recycling will be 
increased to 25% and specific sector waste
segregation targets have been set at:

Retail and Catering: 35%
Terminal Cleaning: 10%
Office Cleaning: 45%
World Freight Terminal: 30%
Aircraft Cleaning: 15%
Maintenance Activities: 20%
Rail Station: 20%

W3 Specific recycling initiatives will include:

• More recycling bins for passengers in the 
terminals;

• Introduction of shrink wrap recycling 
collections;

• Extension of existing office recyclables 
collections;

• A focus on recycling at the World Freight 
Terminal;

• Working with retailers to improve the quality 
and quantity of waste segregated for recycling.

W4 We will increase the amount of waste that is 
recycled from 1400 tonnes in 2005 to 2200 
tonnes.

W5 We will review how we charge our service partners
for waste to encourage waste minimisation and 
recycling and to adopt the “polluter pays 
principle”. This will include fines for contamination 
of the recycling containers. 

Medium Term to 2015

W6 The amount of waste landfilled will be kept less 
than 2005 levels (7400 tonnes).

W7 On and off-site waste segregation for recycling will
be increased to 50%.

W8 We will introduce “pay-by-weight” charges for 
waste.

W9 When we re-tender our waste contract and 
cleaning contract, they will include targets and 
requirements for recycling. 

Long Term to 2030

W10 By 2030, we aim for none of our waste to be 
landfilled.
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Objective: “To use less mains water and to control
activities and developments on site to help improve
the quality of local watercourses.”

Context

Sources and Impacts
Around 500,000 m3 of water is used each year at the
Airport. The main areas of use are for toilet facilities,
catering, construction and on aircraft for drinking water
and toilets. Currently, almost all of this is “mains” potable
water and is returned to the foul sewer for treatment at
United Utilities’ Davyhulme wastewater treatment works.

Water used to be considered a cheap and limitless
commodity, but there is now increasing pressure to
reduce water consumption and conserve this resource.
There are increasing costs of treatment and supply. 

It is estimated that only around a third of the water used
on site actually needs to be fully treated drinking water
(potable water). There are impacts associated with
potable water supply in terms of energy and chemicals
used in treatment and energy used for distribution. 

Rainwater runoff from the Airport is discharged into the
River Bollin and a number of small streams bordering the
site. These watercourses support a variety of wildlife
including fish.  The Bollin Valley is also used for
recreation by walkers, and for fishing.

There are many potential sources of surface water or
groundwater pollution:

• Chemicals used for aircraft and airfield anti-icing;

• Detergents used in aircraft and vehicle washing and 
general cleaning;

• Chemicals and oils from aircraft and vehicle 
maintenance;

• Silt, chemicals and fuels from construction activities;

• Spillages of fuel and sewage from aircraft and service
vehicles;

• Leaks from inappropriate storage of chemicals and fuel;

• Fire fighting foam, mainly from training.

Without control measures, these have the potential to
cause contamination of the local watercourses around
the site, affecting water quality and the aquatic life within
the watercourse.

The development of green field sites into new apron,
buildings or car parks increases the area of hardstanding
and changes the drainage characteristics of the site.
Without mitigation, flows to a watercourse could be
increased, causing flooding. Alternatively, runoff could be
diverted, reducing flows to the watercourse, changing
the hydrology and possibly affecting the wildlife that can
be supported. 
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Use of Water at Manchester Airport

Washrooms
(Toilets and
urinals) 55%

Construction (concrete batching
and sweepers) 6%

Aircraft potable water and
de-icing 5%

Terminal Catering 9%

Service Partner Premises
(hotels, in-flight catering,

hangars) 20%

Fire Service 5%



Legislation and Policy Framework
The Water Framework Directive29 sets a strategy to
manage the whole water cycle within a river basin. The
main aims of the Directive are to:

• Promote the sustainable use of water;
• Reduce pollution and improve aquatic ecosystems;
• Reduce the effects of floods and droughts. 

Plans are currently being developed by the Environment
Agency for the Mersey catchment within which the
Airport lies. This includes specific measures to improve
water quality to “good” by 2015. 

The Environment Agency control the quality of
discharges to surface waters or groundwater and can
prosecute anyone who “causes or knowingly permits”
pollution to occur. We have several consents that permit
us to discharge surface water into local watercourses,
including the River Bollin, but with very tight limits on the
quality of the water. We also hold several consents with
United Utilities for the discharge of surface water, and for
trade effluents discharged to the foul sewer.

Water Management

Water Resources
Almost all the water used on site is supplied by United
Utilities via our private pipe network, although a few
buildings have a direct connection. We meter all of our
major uses and our main tenants to provide accurate
information on consumption, conservation opportunities
and for billing purposes. We are extending our metering
programme to provide additional information on
consumption and to allow greater transparency of costs
to our tenants. 

Our recent water conservation programme has reduced
total water consumption on site by 30%. All our toilet
facilities now have water saving urinals, water saving
devices in all toilets and cut-offs on all taps. These will be
standard in all new toilet facilities. We also have an
ongoing leak detection programme to ensure that any
leaks are quickly detected and repaired.

We are committed to extending the use of rainwater
harvesting on site. All new developments will have such
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Cotteril Clough
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R2 Bollin Outfall
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systems installed for use in toilets, and where possible,
we will aim to replace mains water use with rainwater.  

We are currently reviewing the opportunities for harvesting
rainwater from roofs and hard surfaces for non-potable
uses including in road sweepers and for fire training.

Rainwater Harvesting
The use of filtered rainwater for non-potable water uses.

Grey Water
Water that has been used once and that is treated for
reuse as potable or non-potable uses.

Our water consumption rate is strongly linked to
passenger numbers and so without action we could
potentially double our water use by 2030. This is clearly
unacceptable and therefore our policy will be to reduce
water consumption and replace the use of potable mains
water with harvested rainwater or grey water where
possible. We will also work in partnership with our
service partners to encourage them to reduce their water
consumption as far as possible

In addition to reducing resource use and controlling
costs, this will also delay the need for infrastructure
improvements to provide additional capacity for water
supply or foul drainage. We do not propose to develop
an on-site sewage treatment plant, in part due to our
policy to prioritise our limited land holding for aircraft and
passenger handling uses. 

Surface Water Quality
We operate a complex drainage system that can divert
rainwater runoff from the airfield via a large balancing
reservoir into the public sewer for treatment at United
Utilities wastewater treatment works. In this way, runoff
contaminated with winter anti-icing and de-icing
chemicals has been eliminated from the Airport’s
discharges to watercourses. The system currently has

the capacity to store 73,000 m3 of contaminated runoff,
but additional holding capacity will be needed in future as
the areas of airfield hardstanding increase.

Automatic monitors on the system permit instantaneous
analysis of the quality of the water and alarms alert us to
problems. Additionally, we carry out manual sampling of
all our outfalls to watercourses to check compliance with
our consents. We discuss drainage issues and
compliance regularly with the Environment Agency and
United Utilities and report our compliance annually.

We will continue to review, maintain and renew the
existing drainage system and control facilities as
appropriate. We will also review how we manage the
drainage containment system and look at on-site surface
water treatment options. We want to reduce the amount
of water that we currently send to the containment
system in order to reduce costs, optimise existing
capacity and to maintain flows to watercourses, whilst
complying with our consents at all times.

Many of the activities that can cause pollution are carried
out by our service partners. We therefore take a proactive
approach to pollution prevention through awareness
programmes and provision of detailed Guidance Notes to
our own and service partners’ staff. These are backed up
by regular audits of site facilities and activities to ensure
that best practice standards are being adhered to.

We have a series of procedures that are primarily
focused on pollution prevention. This includes the way
we manage the containment system, our response to
fuel, chemical and toilet effluent spillages and how we
ensure our tenants and contractors do not cause
pollution, including during construction. These will
continue to be regularly reviewed and updated where
necessary.

Around 10 hectares of additional apron will be required by
2015 with further extensions possible to 2030. Along with
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car park and building developments, this will increase the
area of hardstanding on-site. In addition, the eastern part
of Cotteril Clough may be lost as part of the development
of the Clough Bank Farm area. Details of our future
development proposals are set out in our Land Use Plan.

The impact of new developments on local watercourses
will be considered in any environmental impact
assessment of the proposals. These will be particularly
important for the land at Clough Bank Farm, Oak Farm
and within Junction 5 of the M56 as these are currently
green field sites containing watercourses. All drainage
and mitigation measures will be determined in
consultation with the Environment Agency. 

Runoff from all new areas of development will be
attenuated to prevent increased flood risk and we will
use sustainable urban drainage systems where
appropriate. Oil interceptors will continue to be be
provided for all apron and car park developments.

The potential for ground contamination within these new
development areas will also be assessed and appropriate
mitigation measures introduced. We will also monitor and
protect groundwater supplies beneath our site. 

We are currently assessing the need to increase capacity
within the surface water and foul drainage systems to
enable future development to be accommodated.  

Targets and Actions

Short Term to 2010

WQ1 We will cap our own mains water use to 2005 
levels until at least 2010.

WQ2 A rainwater harvesting system will be installed for 
use in road sweepers and we will undertake a 
study on its use for fire training.

WQ3 We will install additional monitoring equipment 
across the site to help us manage runoff and to 
provide information for the hydraulic model of the 
drainage network used to assess future capacity 
requirements.

WQ4 We will complete a site wide drainage study to 
identify the additional capacity and control 
systems that are required to facilitate Airport 
growth.

Medium Term to 2015

WQ5 We will maintain or reduce the average mains 
water use per passenger from 2010 levels.

WQ6 All new major developments will have rainwater 
harvesting or grey water systems installed and we 
will aim to use mains water only for potable and 
emergency uses.

WQ7 We will conduct an assessment of the impact of 
new development on local watercourses and 
develop appropriate mitigation measures in 
consultation with the Environment Agency and 
Local Authorities.

WQ8 Runoff from new development sites will be 
attenuated to ensure there is no increase in peak 
discharge levels to watercourses.

WQ9 We will optimise the use of our drainage system 
and provide additional capacity as required. 

Long Term to 2030

WQ10 We will aim to cap mains water use to that 
needed for potable or emergency uses, with all 
other water needs met by rainwater harvesting 
or grey water supplies.
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Objective: “To limit our effects on nature conservation,
landscape, archaeological resources and cultural heritage
and, where possible, to create new features and enhance
the ecological and landscape value of the area”. 

Context

Background
Ecology, landscape and cultural heritage play a major
part in delivering our Master Plan. 

The Airport lies in the northern part of the Cheshire Plain,
a gently undulating area with an open pastoral
landscape, punctuated with scattered farms and
dwellings. The main exceptions to this pattern are the
historic estates of Tatton and Styal, the Airport complex,
the urban fringe and the Bollin Valley. The underlying
sedimentary rocks are Keuper Marls of Triassic origin
including Mercia Mudstones, these are overlain by an
uneven layer of boulder clay.  In the Bollin Valley the river
flows underneath the Second Runway through a tunnel
24m wide and 240m long. Downstream of the tunnel the
river valley is characterised by recently enhanced channel
and valley features. Upstream of the tunnel the river flows
through an open valley some 300m wide characterised
by a series of oxbow lakes, farmland and wooded sides. 

Our non-operational land holding extends to some 350
hectares of principally arable land, woodland and
wildflower grassland around the Second Runway. This
has been managed since 1997 as an ecological and
landscape resource for the local area.  It was developed
to mitigate the impact of the construction of the Second 
Runway on local fauna and flora. Today it provides a rich
and varied network of habitats through which animals
and plants can move around the Second Runway. 

The approach to managing and monitoring the area is
detailed in a Landscape and Habitat Management Plan 

(LHMP). The success of these works is overseen by a
Nature Conservation and Landscape Steering Group
comprising officers of the Airport, Local Authorities,
Natural England and wildlife bodies together with a
member of the local community. 

Policy Framework
The Government’s vision of how to conserve and enhance
biodiversity in England is set out in “Working  with the grain
of nature: a biodiversity strategy for England”30. At the
heart of this document is the aim of a more sustainable
future with a diverse and thriving natural environment being
essential to the economic, social and spiritual health and
well being of current and future generations.

One of the mechanisms for achieving these aims is
through the planning system. Planning Policy Statement
9: Biological and Geological Conservation31 sets out the
policies that are material in determining planning 
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Schedule of Ecological Works Undertaken as Part of 
the Second Runway Scheme

Feature

Existing Hedgerows

New Hedgerows

Translocated Woodland

Translocated Grassland

New Scrub

New Woodland

Wildflower Grassland

Existing Valuable Grassland

Existing Woodland

Agricultural Grasslands

New Ponds

Restored Ponds

Other Existing Ponds

Number

207

32

2

4

42

15

37

13

19

-

46

51

63

Area or Length

31.9 km

5.1 km

3.6 ha

4.5 ha

20.2 ha

25.2 ha

24.8 ha

19.6 ha

21.7 ha

220 ha

-

-

-



applications. This statement requires Local Authorities to
include within their local plans, policies that aim to
maintain, enhance, restore or add to biodiversity and
geological conservation interests.

Planning policy for heritage, listed buildings and
archaeology is found in PPG15: Planning and the
Historic Environment32 and in PPG16: Archaeology and
Planning33. PPG15 recognises the value of the nation’s
cultural heritage to our overall quality of life, in particular
the importance for leisure and recreation. PPG16
recognises the value and the importance of
archaeological remains: they are finite, non-renewable,
and in many cases, highly fragile. The guidance
document sets out the approach to be taken to protect
the archaeological environment.

Landscape and Habitat Management Plan

As part of our Master Plan we propose to extend the
LHMP by 100 hectares to compensate for, and to
mitigate any effects of, increasing the Operational Area of
the Airport by working with the various landowners to
enhance the ecological diversity within the area. The area
identified for the extension lies either side of the Bollin 
Valley between the M56 and Castle Hill Farm. This will 
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affect a number of species including animals afforded
special legislative protection such as great crested 
newts, badgers and bats. We will undertake the
mitigation works in advance of development taking
place. The mitigation works will include the creation and
restoration of ponds. Over 100 ponds have already been
created or restored and now provide an important
resource for amphibians and invertebrate species.  

For every pond that is affected by development we will
either create two new, or restore two existing, ponds as
suitable habitats for amphibians and continue to
maintain them as such. The creation of new and
replacement habitats will be guided by our obligations to
protect the safety of Airport operations. 

Habitat creation works will also be required to cater for
different species of bats. We have successfully built
three new barns to act as roost sites for bats. Two of
these are nursery roosts for pipistrelle and brown long-
eared bats. The barns have been supplemented by the
erection of 250 bat boxes within woodlands around the
site.  New bat barns and bat boxes will be provided
where appropriate. And, as we have done with the
existing bat barns and boxes, we will monitor and
maintain them to ensure that they remain suitable for
bats.

Badgers are another species that are protected by
legislation. We already encourage badgers onto our
landholding and we will continue to ensure that the
badger population remains unaffected by Airport
operations. 

Other works will include the strengthening and
improvement of the existing landscape features and
creation of new features such as woodland, grassland
or hedgerows. Within the current area we have created
over 25 hectares of wildflower grassland and 50
hectares of woodland and scrub. It is our intention to

ensure that all of the habitat creation works are carried
out in advance of development taking place. 

Geological and geomorphological features are also
important considerations. We have exposed one
Regionally Important Geological and Geomorphological
Site in the Bollin Valley and allow educational access.
We will undertake detailed assessments to identify if
similar opportunities exist. 

Our long-term commitment to managing our ecological
resource is demonstrated in that we are the only Airport
in the country to employ an ecologist to manage this
resource and in our commitment to extend the LHMP
through to 2030.  

Ecology

There are no national or local sites of ecological interest
within the existing Operational Area of the Airport. There
are however, several sites within the proposed
Operational Area and its immediate vicinity. These are:

• Part of a national Site of Special Scientific Interest 
(Cotteril Clough) to the west of the aircraft 
maintenance area;

• Ponds near Manchester Airport Runway (Grade C 
Site of Biological Interest or SBI);

• Marl Pit near Cotteril Clough (Grade A SBI). 

Cotteril Clough is bisected by the A538 and the westerly
portion will be unaffected by development. We will
support and work with the Cheshire Wildlife Trust in the
management of this site.  The easterly half of Cotteril
Clough and the two  SBIs may be lost and the extension
to the LHMP area will provide the land on which to
mitigate for these losses. Other designated sites of
ecological importance in the vicinity of the Airport include:
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• Sunbank Wood (Grade A SBI);
• Castle Hill Road Cutting (Grade A SBI);
• Well and Double Woods (Grade A SBI);
• Hooksbank Wood (Grade A SBI);
• Arthur’s Wood (Grade A SBI);
• Holly Bank Wood (Grade A SBI).

Where these are not within our land ownership we will
work with the landowners to support the management of
the sites. We will also continue to work with and support
the Bollin Valley Partnership and the National Trust with
their objective of managing the countryside of the Bollin
Valley & Styal estate. 

The agricultural land that we own is mainly managed as
low input pastoral farming. Some of the land is managed
under Countryside Stewardship or Environmental
Stewardship Schemes. We intend to continue to manage
it as such, however with scope for the development of
some short rotation biomass production. 

Landscape

Landscape is also an important consideration and in order
to enhance the Airport’s setting, particular attention is paid
to the landscape treatment of the main gateways,
transport corridors and sections of the Airport perimeter
that are close to residential areas. Our aims are to:

• Minimise the visual impact of the Airport in the 
surrounding countryside and on people living in close
proximity;

• Enhance the overall appearance and image of the 
Airport;

• Provide a framework which allows visitors and staff 
to use the Airport with maximum ease and efficiency;

• Provide a framework within which all new 
development can be located in a co-ordinated way;

• Ensure that the landscape in and around the Airport 
is designed and managed so as not to prejudice 
aircraft safety.

The priority areas have been identified as:

• Land to the south of the Airport adjacent to Moss Lane;

• Land to the north and south of Ringway Road;

• Land adjacent to the Cotteril Clough SSSI to the 
west of the Airport Site. 

We predominately use native plantings on the periphery of
the Airport to ensure that new planting blends with the
surrounding countryside and contributes to the ecology and
habitat diversity of the area.  Our plantings are designed not
only to screen and soften the appearance of the Airport but
also to prevent vantage points for plane spotters and the
disturbance that they can cause to local residents.  

Around the terminal complexes we plant and maintain bold
formal arrangements of trees such as birch, horse
chestnut, whitebeam and lime to frame or control views
and to encourage efficient movement along the internal
roads. These are supplemented with ornamental shrub
species to provide colour, form and shape. 

Our landscape team ensure that our landscape areas are
managed to the highest possible standards particularly in
regard to the safety and security of all Airport users.

We recognise that the area covered by the LHMP is an
important recreational area for local people because of
the network of adopted and permitted footpaths and
bridleways around the site. We will continue to
encourage their use and to erect interpretation boards to
explain the ecological interest of the area.  We will use
our links with the local community to promote its use as
Natural Accessible Greenspace.
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Archaeology

During the construction of the Second Runway,
archaeological sites were discovered at the former
Oversley Ford Brickworks and also within the Bollin
Valley. Archaeological surveys prior to and during
development were undertaken recording any features
found. This procedure will be incorporated into any future
major developments. 

Listed Buildings 

There are several Listed Buildings within the existing and
proposed Operational Area. They are all listed Grade 2
and are:

• Old Thatch, Ringway Road;

• 1-2 Hale Top Cottages, Thorley Lane;

• Rose Cottage, Hasty Lane;

• Cloughbank Farm, Old Wilmslow Road.

Special permission is needed for the demolition of Listed
Buildings. During the construction of the Second Runway,
three high quality timber-framed Listed Buildings were
dismantled and reconstructed elsewhere.  Preliminary
surveys indicate that due to the condition and construction
of the remaining buildings this is not a viable option.
However the buildings will be fully surveyed and recorded.

In addition to the Listed Buildings, the Church of
Ringway St Mary is located on Sunbank Lane. The
church is no longer in ecclesiastical use and as it has
been declared redundant is subject to normal Listed
Building controls. We recognise the sensitivities of this
site and its local importance. We will ensure that the site
is protected and we intend to put substantial levels of 

environmental mitigation in place as part of any future
development schemes.

There are a number of important heritage sites outside
the Airport site but which are affected by Airport activity.
These include the National Trust properties at Tatton
Park, Dunham Massey and Quarry Bank Mill. We will
work closely with the National Trust and Cheshire County
Council to minimise the adverse effects of Airport
operations and promote areas of benefit, including
support for their growth as major tourist and recreational
destinations. 

Spectator Facilities

There remains a continuing demand for facilities to
accommodate visitors and spectators who are attracted
to the Airport site. The Airport is a significant visitor
attraction and viewing facilities are provided at the
Aviation Viewing Park that is currently located off Old
Wilmslow Road. Providing viewing facilities helps remove
pressure from the central terminal complex and from the
local road network. 

The Aviation Viewing Park has, in recent years, been
developed to provide a wider range of attractions for the
Airport’s visitors and spectators. These include several
static aircraft exhibits, the highlight of which is one of
British Airways’ Concorde aircraft. The Viewing Park may
be relocated from its current location to a new site south
of the Second Runway. Its further development will
include a purpose built hangar for Concorde and
upgraded spectator facilities. The Aviation Viewing Park
provides a gateway to the footpath and bridleway
network within the LHMP area and we will promote the
use of these by visitors. 
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Targets and Actions

Short Term to 2010

L1 Ecological surveys will be undertaken where 
required on land proposed for new development 
(on or off site). 

L2 We will work with landowners to increase the size 
of the LHMP on land to the west of the Airport in 
order to extend the network of habitats around the
Airport.

L3 Our Landscape Design Guide will be maintained 
to give strategic guidance on landscape issues. It 
will be subject to periodic review and if necessary 
revision.

L4 The mitigation package associated with the 
Second Runway will be maintained, monitored 
and reported in accordance with the 15-year 
LHMP.

L5 Detailed surveys and recording/archiving will be 
carried out on Listed Buildings that are directly 
affected by Airport developments.

Medium Term to 2015

L6 We will seek to implement any mitigation works 
that are required as a result of development in 
advance of the development taking place.

L7 We will seek agreement to extend the life of the 
LHMP to 2030.

L8 Our landscape policies will be further developed in
line with Cheshire and Greater Manchester Nature 
Conservation Strategies. 

L9 Archaeological surveys will be undertaken as part 
of major development proposals.

L10 We will further develop the Aviation Viewing Park 
as a resource for education and recreation and will
promote an alternative site when the current site is
affected by development proposals. 

Long Term to 2030

L11 Mitigation measures will ensure that the biological 
diversity is enhanced as an integral part of Airport 
development.

L12 Ringway Church and Churchyard will be retained 
and substantial screening and environmental 
protection measures will be put in place.

L13 We will continue to manage the LHMP Area as an 
important natural recreational resource and use 
our links with the local community to promote it as
Natural Accessible Green Space.

L14 The net biodiversity value of the combined Airport 
and LHMP Area by 2030, will be equal or greater 
than its value in 2005.
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In preparing our Master Plan and this Environment Plan
we tried to ensure that a wide range of stakeholders had
the opportunity to contribute to, and comment on our
plans. We are grateful to everybody who took the time to
take part in the consultation. We have carefully
considered all of the comments that we received and we
have made changes to our Plans. A report containing
details of the consultation process and a summary of the
responses received is available separately at
www.manchesterairport.co.uk

We intend to keep our Master Plan and this Environment
Plan under regular review. The Government guidance
suggests that airport Master Plans be reviewed and
updated every 5 years. We know that the air transport
industry is a dynamic and rapidly changing one, so we
will regularly review all of our plans to make sure that
they remain relevant to our business, our stakeholders
and the local community.

The delivery of many of the targets in our Environment
Plan relies on our key stakeholders. We will continue to
work in partnership to achieve our goals. Although the
preparation of our Master Plan and the Action Plans is
now complete, we will continue to welcome constructive
comments and suggestions on how we can develop and
deliver our objectives. We will also produce regular
reports on our Master Plan progress.

We can be contacted at:

Environment Department
Manchester Airport
Tower Block
Manchester Airport
M90 1QX

Telephone; 0161 489 3633
Fax: 0161 489 8742
Email: environment@manairport.co.uk
Website: www.manchesterairport.co.uk

Planning and Infrastructure Department
Manchester Airport Developments
Olympic House
Manchester Airport
M90 1QX

Telephone; 0161 489 3751
Fax: 0161 489 3568
Email: planning@manairport.co.uk
Website : www.manchesterairport.co.uk
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Liaison Groups

The main external groups which meet on a regular 
basis are:

Manchester Airport Consultative Committee and two 
sub-groups: 

• Technical Advisory Group

• Airport Users Advisory Group

Flight Operations Safety Committee

Environmental Health Officers Liaison Group

Environment Agency Liaison Group

United Utilities Liaison Group

Local Planning Authority Consultative Group

Ground Transport Steering Group

Health Authority Liaison Group

Nature Conservation and Landscape Steering Group.
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