
1 

 

 
 
 

EDINBURGH AIRPORT MASTERPLAN 
CONSULTATION REPORT 
 
JULY 2011 
 
 
 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 



2 

 

Masterplan consultation report 
 
Contents 
 
Introduction         Page 3 
Consultation process        Page 3 
Responses         Page 4  
Summary of responses       Page 4 

Chapter 2 The social and economic benefits of aviation  Page 4  
Chapter 3 Policy and regulation     Page 5 
Chapter 4 Today’s airport      Page 6 
Chapter 5 Passenger demand – the forecasts   Page 8 
Chapter 6 Land use in 2020      Page 9 
Chapter 7 Surface access (transport links)    Page 11 
Chapter 8 The local environment     Page 16 
Chapter 9 Land use in 2040      Page 20 
Chapter 10 where now?  The next steps…    Page 22 
Chapter 14 Masterplan maps      Page 22 
Other         Page 23 

Appendix 1 – Consultation plan      Page 24 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 



3 

 

Introduction 
 
Edinburgh Airport formally launched the draft Masterplan for consultation on 19 
January 2011. The document means different things to different stakeholders and the 
consultation presented an opportunity to engage with a variety of groups to highlight 
the airports vision for the future.  The responses received allowed Edinburgh Airport 
to gauge how their vision for the future is perceived externally and where possible to 
accommodate points raised within the final Masterplan. 
 
Edinburgh Airport is very grateful to those who took time to attend consultation 
events, make comment and engage in the process.  Without this input we would not 
be able to create a Masterplan that is both a robust and realistic vision for the future 
of Scotland’s busiest airport. 
 
Consultation process 
 
At the beginning of the consultation process Edinburgh Airport created a Consultation 
Plan outlining how it sought to engage with stakeholders.  The Consultation Plan 
forms an appendix to this report. 
 
Hard and electronic copies of the draft Masterplan and associated summary 
document were issued to 130 key stakeholders, these included: 
 

• Edinburgh Airport Consultative Committee 

• Airline Operators Committee 

• Control authorities 

• Local authorities 

• Ministers and senior officials at the Scottish Government 

• MPs 

• Scottish business and tourism representative bodies 

• Community councils 

• Airport neighbours 
 
Further copies were issued on request and at consultation events.  The Masterplan 
was also available through a dedicated website www.edimasterplan.co.uk.  During 
the consultation period the dedicated website attracted 4,184 hits. 
 
Meetings and discussions were also held with: 
 

• Airport Operators Committee  

• Edinburgh Airport Consultative Committee  

• City of Edinburgh Council Planning Committee  

• Edinburgh Airport Emergency Planning Strategy Group  

• Fife Chamber of Commerce  

• Edinburgh Chamber of Commerce  

• Royal Highland and Agricultural Society of Scotland Board  

• Almond Neighbourhood Partnership  

• Barnton and Cramond Community Council  

• Scottish National Party/Liberal Democrat Administration at the City of Edinburgh 
Council 

• Ratho and District Community Council.  
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We also held a drop-in session at the Hilton Airport Hotel where response forms were 
available along with copies of the document.  Airport staff were available to discuss 
the document. 
 
The official consultation period closed on 29 April 2011. 
 
Responses 
 
Thirteen responses were received in total.  Three were from individuals and ten from 
stakeholders.  The following details the percentage of respondents that commented 
on topics within each chapter: 
 
Social and economic benefits  38% 
Policy and regulation    54% 
Today’s airport   38% 
Passenger demand   23% 
Land use in 2020   30% 
Surface access (Transport links)  69% 
The local environment   76% 
Land use in 2040   38% 
Where now? The next steps…  30% 
 
Summary of responses 
 
Whilst we posed 18 questions as part of the draft Masterplan consultation we invited 
additional points and received a wide range of comments from those that responded.  
We have summarised the points made in consultation responses, along with our 
response, within the following tables under the relevant chapter heading:  
 
Chapter 2 The social and economic benefits of aviation 
 
Issues raised Our way forward 
Edinburgh Airport should make a greater 
contribution towards funding public 
transport improvements with the 
objective of improving the public 
transport mode share.  A levy on car 
parking fees to fund public transport to 
the airport would be supported. 

We currently operate a levy on car 
parking fees and the passenger transport 
levy has contributed circa £853,000 
towards transport improvements between 
2007 and 2010.  Financial and “in-kind” 
contributions are made to new bus 
services serving Edinburgh Airport.     
We will continue to do this whilst also 
delivering off-airport infrastructure either 
ourselves or as part of the infrastructure 
required for the wider West Edinburgh 
improvements. 

It’s acknowledged that there are 
opportunities for people close to the 
airport to have easy access to air travel. 

Edinburgh Airport benefits hugely from 
being located close to a city centre, but is 
located within an hour’s drive of 60% of 
Scotland’s population. 

The strategic importance of the airport to 
the Edinburgh city region of good 
connectivity, especially direct 
international and freight links, is 
recognised and important to industry, the 
financial sector and tourism.  This is 

We will continue to build upon the route 
network already available at Edinburgh 
Airport and increase the connectivity for 
the country as a whole.  Whilst doing so 
we are committed to tackling climate 
change and managing our airport 
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essential if Edinburgh is to retain its 
global competitive market position as a 
place to visit, invest, live, work and study.  
Continued development is supported 
subject to appropriate environmental 
measures. 
 
Edinburgh Airport provides benefits to 
the Scottish economy and local 
employment opportunities. 

responsibility.  

Future financial contributions should be 
prioritised on increasing sustainable 
transport options to increase the public 
transport modal share and improving 
accessibility to the airport through new 
road infrastructure. 

As part of the proposals for the wider 
West Edinburgh area, we seek to work 
with the West Edinburgh Development 
Partnership to increase the public 
transport mode share for passengers 
from 28.8% to 33% by 2017.  The target 
for employee movements over the same 
period is 20%. These figures are based 
on a forecast critical mass of 
development adjacent to the airport and 
additional passenger numbers.  It 
involves Edinburgh Airport contributing 
towards new road infrastructure and 
other transport initiatives. 

The airport should make more detailed 
mention of the work the airport 
undertakes in working closely with a 
range of partners to exploit new 
economic and employment opportunities 
to ensure the city region capitalises from 
the benefits the airport brings.  
Additionally more specific mention of the 
pro-active partnership approach the 
airport has adopted in dealing with wider 
infrastructure issues affecting the airport 
zone through participation in the West 
Edinburgh Development Partnership 
should also be mentioned.  The airport’s 
strong profile and brand can also 
contribute towards bringing inward 
investment and tourism to Scotland. 

We actively work with a number of 
organisations to promote Edinburgh and 
Scotland.  Additionally, subject to 
commercial sensitivities where 
appropriate we work in partnership with 
other bodies to entice airlines to either fly 
to, or build upon services to, Edinburgh.  
However, it is accepted that the West 
Edinburgh Development Partnership 
approach to the area will ensure that the 
wider infrastructure constraints to growth 
can be addressed. 

There is concern about the quoted jobs 
and money that the airport brings to the 
local economy.  The Office of National 
Statistics publishes figures annually 
giving the balance of trade for the UK.  
Spending overseas by UK residents is 
£17.7 billion more than overseas 
residents spend here.  This needs to be 
addressed by the Government and 
aviation industry. 

The jobs and money quoted in the 
Masterplan are based on a qualitative 
and quantitative measurement of the 
impact that various phases of growth of 
the airport, set against a 2008 Gross 
Value Added (GVA) baseline. 
 
With regard to spending overseas by UK 
residents versus what overseas residents 
spend here, this is something that we do 
not have control over. 
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Chapter 3 Policy and regulation 
 
Issued raised Our way forward 

The document is a material consideration 
in determining planning applications and 
it would be beneficial if there was an 
explanation of where it sits in the 
hierarchy of relevant planning 
documents. 

A table detailing the hierarchy and status 
of transport and policy documents has 
been incorporated within the final 
Masterplan. 

It is unfortunate that the draft Masterplan 
was issued before the UK Government 
announced a review of the 2003 Aviation 
White Paper.  Particularly when this 
document draws attention to a need for 
fuller analysis of the impact high speed 
rail will have on domestic aviation and 
the expansion of direct overseas services 
from regional airports, rather than 
hubbing via London. 

The consultation period to review UK 
aviation policy has recently commenced 
and a new policy may not be in place 
until 2012-13.  Whilst we account for high 
speed rail in our forecasting, we are 
obliged to produce a new Masterplan 
every five years and in the final 
Masterplan we have acknowledged the 
review of UK aviation policy.  We will 
reflect any changes in future 
Masterplans. 

There is no mention of the Scottish 
Government’s review of the General 
Permitted Development Order. 

We have acknowledged this in the final 
Masterplan. 

The draft Masterplan consultation is 
based on the 2003 White Paper “The 
Future of Air Travel”, but since then the 
adverse effects of air travel on the 
environment have become increasingly 
apparent and the Scottish Government 
have committed themselves to reducing 
CO2 emissions by 42% by 2020 and 80% 
by 2050.  The 2003 White Paper failed to 
give sufficient weight to the challenge of 
climate change.  As a result the draft 
Masterplan is based on out-of-date 
assumptions and uses discredited and 
dated approach of simply 
accommodating and predicting growth 
and traffic volumes. 

It is accepted that the 2003 White Paper 
was produced before climate change 
legislation and as a result does not 
reflect current thinking with regard to the 
environment.  However, it has been 
forecast by the Committee on Climate 
Change that UK aviation can continue to 
grow whilst contributing towards 
government targets for cutting 
greenhouse gas emissions.  Our 
participation in Sustainable Aviation and 
use of assessments such as GreenPrint 
will ensure that the airport meets, if not 
exceeds, its obligations.  Initiatives, such 
as emissions trading, will aid airlines in 
meeting their obligations. 

Fifteen of the nineteen proposed 
development up to 2020 would be carried 
out under permitted development rights.  
Under the planning principles of 
transparency, openness and fairness, it 
is no longer acceptable that such 
significant developments can proceed 
without scrutiny/assessment via the 
planning process. 
 
Permitted development also means that 
the airport does not make any developer 
contributions and the planning authority 
cannot impose any conditions. 

The review of permitted development 
rights is on-going and in the meantime 
we continue to submit all proposals to the 
City of Edinburgh Council for 
consideration.    
 
We are an active member of the West 
Edinburgh Development Partnership who 
are focussed on developing the airport 
and land to the south which will create a 
fitting gateway to Scotland.  Associated 
infrastructure will also result in mitigation 
to some of the off-airport impacts, such 
as traffic congestion.  Excluding tram 
contributions to date, we have 
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contributed over £120,000 towards 
identifying solutions and in the coming 
years will voluntarily contribute towards 
the transport infrastructure to unlock that 
areas potential. 

 
 
Chapter 4 Today’s airport  
 
Issues raised Our way forward 

The check-in hall is cramped and dirty 
and gates 13-21 require to be rebuilt, 
they look cheap and dirty and an 
inadequately heated in winter.  Moving 
walkways should be provided to take 
passengers from the gates to arrivals not 
just taking people to gates.  The 
configuration of the walkways also 
requires to be addressed to address 
delays to arriving passengers when 
others are boarding. 

These points are noted and will be 
considered when reviewing these areas 
of the terminal building. 

Impacts of aviation include greenhouse 
gases, noise and the congestion of roads 
around the airport and in West 
Edinburgh. 

As noted in Chapter 7, we seek to 
address the road congestion in West 
Edinburgh through work we are 
undertaking as part of the West 
Edinburgh Development Partnership.  
The interventions proposed will aid non-
airport traffic also. 
 
We are also working to address 
greenhouse gas emissions caused by 
airport operations and annually calculate 
our carbon footprint in order to 
understand how we can target resources 
to reduce our footprint. 
 
We offer noise insulation to neighbouring 
properties within the identified noise 
contours.  These schemes will continue. 

Landing fees could be increased to 
encourage fewer larger capacity aircraft. 

We operate in a competitive market 
place and whilst the sentiment is 
recognised this would more than likely 
result in airlines locating elsewhere. 

Continued investment in the fabric of the 
terminal building is welcomed.  An 
emphasis on high quality design and the 
introduction of VIP welcome and 
departure facilities are encouraged to 
enhance the visitor experience. 

Following the finalisation of the 
Masterplan we propose to prepare a hard 
and soft landscape palette for the airport.  
We also intend to increase the aesthetic 
and facilities at the airport overtime as 
we strive to become a leading European 
airport. 

In order to address impacts from the 
current operation the following have been 
suggested: 
 

A bus operator has recently withdrawn a 
service linking Edinburgh Airport to West 
Lothian, however another operator is 
considering an alternative service which 
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• Public transport options to West 
Lothian should be enhanced 

 

• Impacts on the environment could be 
minimised by investing in woodland, 
the local environment and 
biodiversity.  This could offset 
negative environmental carbon 
emission impacts. 

will replace the link with West Lothian.  In 
the future, when the Edinburgh Gateway 
Railway station is operational and the 
Dalmeny Chord has been implemented 
communities within West Lothian, and 
beyond, will be better connected with the 
airport. 
 
We support a number of local 
organisations by funding or contributing 
towards local environmental projects.  
Examples include the Tree Amigos 
project where five primary schools 
planted trees each in the local area.  
More recently we have teamed up with 
the Edinburgh and Lothians Greenspace 
Trust to produce an interactive education 
resource designed to get kids out into 
their local green space or playground 
and learn about the importance of good 
biodiversity. 

The intention to divert the Gogar Burn to 
address the risk of flooding is noted and 
supported providing it is sensitive and 
creates good habitats and promotes 
diversity. 

Proposals for the Gogar Burn diversion 
will seek to accord with best practice at 
the time and be subject of an 
Environmental Impact Assessment.  
Aviation safeguarding will require to be 
incorporated into the proposal. 

Guidance on the mitigation of potential 
bird strike requires to be updated due to 
being negatively focused and precluding 
the most sustainable outcomes to 
improve water quality and reduce the risk 
of flooding on development site’s within 
13km of the airport. 

Aviation safeguarding is paramount and 
the guidance seeks to be both clear and 
concise whilst raising the appropriate 
issues.  What is acceptable on one site 
may not be on another.  There are 
alternative SuDS schemes that can still 
reduce the risk of flooding without 
compromising aviation safety. 

 
 
Chapter 5 Passenger demand – the forecasts 
 
Issues raised Our way forward 
The forecast data provided was short in 
detail and confusing. 

The data is prepared for a range of 
audiences and upon request we have 
provided additional information or 
clarified points.  Given the nature of the 
document it is not appropriate to go into 
too much detail within the text. 

Domestic traffic has dropped 
continuously since 2005 whilst inter-city 
rail services have rapidly increased, for 
example the rail share of Edinburgh to 
London travel rose from 17% in 2006 to 
23% in 2009.  In addition to this as new 
international routes or links to foreign 
hubs are added/improved there will be 

An econometric framework was used to 
establish the relationship between the 
demand for air travel and key economic 
drivers and other important factors that 
influence demand.  The econometric 
framework segmented future passenger 
demand by geographical market, country 
of residence (whether UK or non-UK), 
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less need to fly via Heathrow or Gatwick 
to interchange for other destinations.  On 
this basis it is unlikely that domestic air 
travel will resume an upward trend and if 
this will happen more explanation 
detailing this should be provided.  It is 
suggested that domestic air travel 
forecasts should be reviewed and 
revised to take account of all the relevant 
factors. 
 
The forecast figures for 2040 are 
unrealistic given the reduction in 
domestic passengers and slowing growth 
in international passengers. 

and travel purpose (business/leisure, 
transfer/non-transfer). Informed by 
historic relationships and expectations 
about future trends, we took a view on 
the sensitivity of each passenger 
segment to changes in the main factors 
influencing demand for air travel over the 
forecasting period.  The Masterplan 
forecasts for domestic traffic include the 
effects of competition from rail between 
Edinburgh and both Birmingham and 
London.  This forecast also includes the 
provision for future high speed rail. 

Car parking demand will be linked 
primarily to passengers residing in 
Scotland and the north of England. The 
remaining passengers from elsewhere in 
the UK and abroad will mainly depend on 
public transport, taxi, ‘kiss and fly’ and 
car rental.  There is no breakdown of the 
existing split, but the current and future 
split of UK and foreign passengers is 
provided.  The forecast car parking 
demand should therefore be closely 
linked to the expected number of UK 
residing passengers.  The number of 
short stay car parking spaces forecast 
are plausible, however the increase in 
potential long stay provision requires 
some explanation.  The development of 
the tram, combined with the 
improvements to the heavy rail network, 
should improve access to the airport by 
public transport. 

A further assessment of forecast car 
parking provision was undertaken and 
whilst additional car parking will still be 
required in the future the forecast 
number of overall on-airport spaces has 
been altered to reflect the increased 
proportion of non-UK based passengers 
using the airport and the proposed 
improvements in public transport and 
West Edinburgh targets for public 
transport mode share. 

The forecast figures should take account 
of competition between Edinburgh and 
Glasgow Airports. 

The figures account for competition from 
Glasgow Airport. 

 
 
Chapter 6 – Land use in 2020 
 
Issues raised Our way forward 

The statement noting that “Any 
development will take place 
incrementally, to ensure as far as 
possible that additional capacity closely 
matches passenger demand” is 
accepted, however there is a need for a 
clear long term vision to ensure that short 
and medium term developments fit in and 
support these.  An example of this is the 
need to consider the second runway 

It is accepted that providing a second 
runway at this stage would reduce the 
impact from noise on surrounding 
communities, would increase the ability 
to cope with severe winters and would 
free up land for development that would 
mean that less Royal Highland and 
Agricultural Society of Scotland land 
would be required before 2040.  
However, we intend to operate off one 
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when undertaking development.   
 
Consideration should be given to the 
additional benefits that the early 
provision of a second runway would 
bring, particularly when airports with two 
runways cope much better during winters 
with heavy snow and the closure of the 
existing secondary runway would enable 
terminal expansion to the east whilst also 
avoiding the need for the RHASS to 
move and release valuable land for non-
airport related developments. 

main runway until both the need and 
policies at the time permit.  Additionally, 
the cost of delivering a second runway 
ahead of demand for such a facility also 
precludes this approach. 

If the car parking forecasts prove to be 
unrealistic there is reservation about the 
need for a second multi-storey. 

Provision for a second multi-storey car 
park is linked to the need to replace 
spaces lost to stand development, whilst 
enhancing the quality of experience for 
the passenger due to being closer to the 
main terminal building. 

Increases in passenger numbers will 
result in increased road congestion, 
noise and greenhouse gas emissions. 

Our work with the West Edinburgh 
Development Partnership has identified 
measures to address potential road 
congestion from future traffic projections 
based on a series of growth assumptions 
up to 2021. These measures include 
upgrading road junctions to prioritise 
public transport and providing Intelligent 
Transport Systems which will direct non-
airport traffic away from the area if the air 
quality is unacceptable. 
 
Aircraft are getting progressively quieter, 
however despite this there will be a 
modest increase in the number of 
residential properties within the 57 dB(A) 
noise contour.  The increase is due to an 
increase in flight movements.  The noise 
mitigation schemes we operate will 
continue and we will comment on 
proposals for new residential 
development in development plans when 
appropriate. 
 
Emissions trading by airlines combined 
by our work with Sustainable Aviation 
and the Building Research 
Establishment, amongst others, will 
ensure that greenhouse gas emissions at 
Edinburgh Airport are, over time, reduced 
to 2005 levels by 2050. 

The airport should provide full facilities 
for providing public transport information 
and booking onward travel by public 
transport throughout Scotland. 

We have three public transport onward 
travel pods and there are also facilities to 
purchase railway tickets within the 
terminal.  Should public transport 
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operators allow an integrated system we 
would consider providing such facilities 
also. 

The drop-off facilities should be improved 
by 2020. 

The capacity of the drop-off facilities has 
been increased to cater for the forecast 
growth and due to being a covered area 
below the multi-storey car park the 
passenger experience has been 
enhanced. 

 
 
Chapter 7 Surface access (transport links) 
 
Issues raised Our way forward 

The first objective of the Regional 
Transport Strategy 2008-2020 is 
“Economy – to ensure transport 
facilitates economic growth, regional 
prosperity and vitality in a sustainable 
manner”.  A sub-objective to this is “to 
maintain and improve connectivity to the 
rest of Scotland, the UK and beyond”   
 
Edinburgh Airport plays a crucial role in 
meeting these objectives, in particular in 
respect of connectivity with the UK and 
beyond. By and large, only air transport 
can deliver the connectivity for 
passengers between SEStran and 
Europe (and the rest of the world) and air 
will also continue to be a major mode for 
domestic travel. 

The report by York Aviation, air transport 
consultants, underlines our contribution 
to the regional and national economies.  
Additionally, once the tram becomes 
operational we will become one of the 
most complete transport interchanges in 
the country. 

Support any measures to further 
increase the share of passengers and 
airport employees accessing the airport 
by public transport and cycling. 

We operate a bike-to-work scheme, 
where circa 20% of airport operator staff 
are members.  Changing and locker 
facilities are made available wherever 
space constraints permit.  We also 
provide free bicycle servicing for all staff 
at Edinburgh Airport. 
 
Both public transport and the use of 
bicycles are promoted to staff and 
passengers within the terminal and an 
airport-wide car share scheme operates 
with incentives to join.  
 
Transport interventions proposed through 
the West Edinburgh Partnership studies 
include bus priority and other incentives 
for public transport.  Improvements to the 
cycle network are also proposed.  These 
improvements will ensure that both public 
transport and cycling become more 
prominent in the future.  We have also, 
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through partnership with Lothian and 
Borders Police, introduced a fleet of 
police bicycles for police patrols around 
the campus. 

If a greater proportion of passengers in 
the future are expected to be non-UK 
residents (without access to their own 
car), the proportion of passengers 
accessing the airport by car should 
‘naturally’ reduce. 
 
The development of the trams and rail 
improvements should result in a greater 
increase towards non-car modes. 

In principle we agree with these 
statements, and this combined with 
improved public and active transport 
options should encourage a shift away 
from accessing the airport by car.  The 
shift will however be slightly tempered by 
the forecast increase in hire car usage as 
the percentage of non-UK residents 
increases. 

Given the uncertainties regarding the 
completion of the Edinburgh Trams and 
as a result Edinburgh Gateway Station, 
at Gogar, any new development should 
not jeopardise the ability to implement 
the Edinburgh Airport Rail Link (EARL). 

The City of Edinburgh Council have 
endorsed the completion of the tram line, 
subject to agreeing funding and the 
Transport Minister has advised that the 
Edinburgh Gateway Station will be 
completed regardless of the timetable for 
implementing the tram.  Until the tram is 
completed the EARL route remains 
available. 

The scale of car parking growth is not 
justified.  There needs to be strong 
proposals for staff car-sharing and quality 
access other than by car both before and 
after 2020 in order to achieve a public 
transport mode share in excess of 50% 
by 2020.  Increasing car parking will 
encourage greater use of private 
transport to access the airport. 

We have reviewed our car parking 
forecasts and reduced these in response 
to consultation comments and emerging 
information.   
 
We already promote staff car-sharing 
and have 215 members.  We actively 
promote this to staff along with public 
transport and active travel.  We are also 
aware of airport staff who car share, but 
are not members of the scheme. 
 
Proposals within the wider west 
Edinburgh area will enhance public 
transport infrastructure and the active 
travel network.  

The proposed dualling of the road 
between the welcome roundabout and 
roundabout to the north is welcomed. 

Noted. 

Assurance is sought that the impacts on 
the A8 arising from new development will 
not be detrimental to the wider network, 
particularly where it heads into West 
Lothian. 
 
Detailed analysis of how the 
development will impact upon the 
Newbridge Roundabout requires to be 
undertaken. 

The potential impact upon the local road 
network has been modelled and the 
physical transport interventions required 
to accommodate the forecast growth in 
vehicle movements, between now and 
2021, include upgrading the west bound 
junction of the A89 and M8 off the 
Newbridge Roundabout to improve flows 
towards West Lothian.  Flows onto the 
M9 westbound off the roundabout also 
require to be addressed and are currently 
being modelled.  
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The nature of the airport’s operations is 
noted and as a result it may be difficult 
for the airport to achieve the West 
Edinburgh Transport Appraisal (WETA) 
or West Edinburgh Strategic Design 
Framework targets in the short term.  
Therefore more needs to be done to 
improve accessibility and journey time 
reliability for public transport and 
walking/cycling. 

The WETA findings have been 
superseded by Transport Infrastructure 
for West Edinburgh Phase 1 (TISWEP) 
which sets lower targets for increasing 
the public transport mode share in the 
shorter term.  TISWEP reflects a more up 
to date development forecast.  The 
TISWEP target of 33% of passengers 
travelling by public transport by 2017 
may be more achievable in the short 
term that the original WETA target of 
40%, however we will work towards this 
figure in the longer term. 
 
Although the target is lower the transport 
interventions required in the next ten 
years are generally based on enhancing 
public transport and improving links for 
active travel. 

The mode share targets should be an 
integrated part of the Masterplan and it 
should include the steps taken to move 
towards the West Edinburgh Transport 
Appraisal targets.  The car parking 
forecasts cannot be supported without 
full information as to their consistency 
with the modal share targets set out in 
WETA and the West Edinburgh Strategic 
Design Framework (100 passenger, 42 
employees and 50 hotel per 100 person 
movements).  Parking requires to be 
embedded as part of the strategy for 
managing access and not based on 
potential demand from growth in 
passenger numbers. 

We refer to the more up to date TISWEP 
targets and have revised the car parking 
forecasts in response to comments 
received. 

There is no explanation of why the 
balance of long-stay parking on and off 
site will remain the same.  Off-site growth 
would reduce the local traffic impact and 
provide more scope for shuttle buses to 
help with public transport interchanges.  
There is no explanation for the significant 
increase in long stay parking. 

Subject to getting local authority approval 
it is presumed that off-airport car parking 
will continue to grow.  However, due to 
the licencing requirements of operating a 
bus service the off-airport shuttle buses 
will not be able to pick-up passengers at 
other public transport interchanges due 
to not being on a timetable.  A shuttle 
bus serving the west Edinburgh area is 
proposed as part of the TISWEP 
transport interventions and would be 
timetabled and provide a link between A8 
services and the airport. 

WETA concluded that there was 
currently no justification for a link from 
the A8 to the M8 link.  The Rural West 
Edinburgh Local Plan Alteration indicated 
that this would be kept under review and 
brought forward in future development 

We accept that the M8 link should be 
kept under review and the final 
Masterplan wording has been altered to 
reflect this, however if the modelling at 
Newbridge Roundabout cannot address 
the predicted traffic flows between 2017 
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plans if required.  The wording in the 
Masterplan does not reflect this. 
 
The M8 link is supported and should be 
promoted.  It would allow airport traffic to 
avoid passing through the Maybury or 
Newbridge junctions and along the A8.  
Local and airport traffic would be 
separated.  This should not be ruled out 
until all of the appropriate appraisals 
have been carried out. 

and 2021 an M8 link will be a potential 
alternative to ensure that the growth 
potential of the area is not restricted. 

Careful consideration requires to be 
given to changes in the number of car 
parking spaces.  Whilst more spaces 
may reduce the occurrence of “kiss and 
fly”, car parking is an important demand 
management tool that can be used to 
discourage car use and encourage 
alternative modes of travel. 

Previously the proportion of “kiss and fly” 
reduced when the MSCP was built due to 
passengers using this facility instead of 
getting friends/relatives to drop them off 
or pick them up.  Whilst a large 
proportion of passengers will continue to 
access the airport by car we accept that 
this is not sustainable in the longer term 
and are working to increase the public 
transport mode share. 

The Masterplan refers to the short and 
medium term measures that the airport 
surface access strategy will set out to 
address modal share targets.  This could 
include tram and bus services, car 
parking strategy, a green travel plan and 
steps to address the number of taxi 
journeys.  Consideration should also be 
given to improving pedestrian access to 
and around the airport. 

Passenger way finding around the airport 
aims to ensure that appropriate walking 
routes are followed when moving around 
the campus on foot.  It is also airport 
policy to provide new footways and cycle 
routes when upgrading roads.  When the 
off-airport road network is upgraded the 
pedestrian network will also be 
enhanced, for example the footway on 
both side of Eastfield Road would be 
complete. 

The following additional initiatives to 
enhance non-car travel to and from the 
airport are suggested: 
 
a) Deliver smart multi-modal ticketing in 

the central belt and on rail routes 
north to Aberdeen and the Highlands.  
The ticketing should form part of the 
airfare/airport charges for local zones 
with additional payments for zones to 
other parts of Scotland and the north 
of England. 

b) Revise the staff travel plan to raise 
car sharing, active travel and the use 
of public transport.  Bus and tram 
timetables should cater for shift work. 

c) Complete the tram route to the airport 
by 2013 with service frequency of 
every 5 minutes during the daytime 
period and 10 minutes at other times.  
This should be in conjunction with a 
reduced frequency and amended 

We welcome feedback on potential 
initiatives to enhance surface access 
to/from the airport and in the wider area.  
In some instances however we are not 
responsible for providing the suggested 
infrastructure, but will lobby for this as 
appropriate. 
 
In relation this these suggestions we note 
the following: 
 
a) We support the provision of multi-

modal ticketing and if there is 
agreement by the service providers 
we will consider providing facilities 
within the terminal for arriving 
passengers. 

b) The existing staff travel plan includes 
information on car sharing, active 
travel and public transport.  As part of 
the Airport Surface Access Strategy 
review we will revise the staff travel 
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route for the present 100 express 
service. 

d) Open the Gogar interchange station 
by 2013 and include a higher rail 
frequency from Fife through 
Edinburgh.  Improved provision for 
bus/tram/rail interchange and car 
parking. 

e) Replace the proposed Dalmeny 
Chord and grade separated junctions 
with an extension to the tram from the 
airport to a new Ratho Station 
interchange.  It is considered that this 
will offer improved access from rail 
services to the airport, showground 
and business gateway and offer 
better value than a separate tram 
spur to Ratho and Newbridge. 

f) Complete rail electrification from 
Edinburgh into south Fife by 2020. 

g) Public transport joint tickets 
promoting bus and train travel. 

h) Passengers should be encouraged to 
use park and ride car parks more and 
bus services provided to serve the 
airport. 

i) Support financially high frequency 
bus services from West Lothian to the 
airport and enhancing existing routes 
from West Lothian to Edinburgh. 

j) The potential extension of the tram 
into West Lothian should be 
acknowledged.  The Masterplan 
plays down the role of the tram. 

k) Enhanced bus services, particularly 
from the Lothians and Fife would help 
to increase the modal share of public 
transport.  The Airlink 100 service 
demonstrates the effectiveness of 
good bus provision. 

l) Bus priority at the Newbridge 
roundabout, which formed part of 
early WETA drafts should be 
reconsidered to improve bus times 
and reliability. 

m) Existing cycle links into Edinburgh 
and neighbouring towns are not very 
attractive.  The airport is encouraged 
to provide safe and direct cycle tracks 
in partnership with respective roads 
authorities.  The active travel network 
set out in WETA would provide a 
good starting point for these 
improvements. 

plan and continue to highlight these 
travel options.  We also lobby as 
appropriate for public transport 
timetables to cater for shift work. 

c) Tram and bus timetabling is outwith 
our control. 

d) Network Rail are responsible for 
delivering the Gogar interchange.  
We would support car parking here if 
it meet the objectives of the local and 
regional transport strategies. 

e) The proposed Dalmeny Chord is part 
of Network Rail’s Edinburgh to 
Glasgow Rail Improvement 
Programme (EGRIP) and we have no 
control over its implementation. 

f) Electrification of the local railway 
network is for Network Rail to 
consider as part of the Rail Utilisation 
Strategy and EGRIP. 

g) The potential for joint ticketing is 
subject to operator’s agreement.  We 
support the principle of joint ticketing 
and will encourage this. 

h) We support the principle of 
passengers using park and rides to 
access the airport and this is a matter 
of passenger choice. 

i) Through our public transport levy we 
provide support to bus services and 
would welcome enhanced links to 
West Lothian, however these 
services require to be commercially 
viable in the longer term. 

j) The Edinburgh and Lothians 
Structure Plan 2015 highlights the 
potential for the tram to extend into 
West Lothian and whilst this may be 
desirable in the longer term there is 
not parliamentary approval for this 
section of the network. 

k) We continue to support bus service 
enhancement, but these must be 
commercially viable to be maintained. 

l) Bus priority at Newbridge has been 
ruled out at this stage due to a lack of 
space to accommodate this and the 
associate cost in providing this. 

m) Proposed West Edinburgh 
development partnership 
interventions will enhance cycle links 
in the vicinity of the airport. 

The airport is one of the major The airport has made several 
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beneficiaries of the tram and are not 
required to make a financial contribution 
towards it due to benefiting from 
permitted development rights.  Why 
should other developers make 
contributions when the major beneficiary 
does not? 

contributions to the tram through 
amending the campus layout to 
accommodate the tram infrastructure and 
in doing so the operation of the airport 
has, on occasion, been compromised.   

There is concern over access on 
Eastfield Road and the quicker this can 
be resolved the better. 

One of the first physical transport 
interventions proposed in TISWEP is the 
dualling of Eastfield Road. 

The airport had issues with snow 
clearance over the winter and this was 
exacerbated by the council not keeping 
the roads open and on going discussions 
with a positive outcome are essential. 

The recent winter was extreme; however 
discussions are on going with the City of 
Edinburgh Council to produce winter 
weather contingency plans for the wider 
area. 

It is sad to learn that the tram rail halt will 
not be operational until 2013 at the 
earliest.  The airport must do everything 
it can to ensure that there is no further 
slippage. 

The timetable for the tram commencing 
operation lies with the tram developer.  
We an engaging regularly with the tram 
developer to facilitate the on-airport 
aspects of the tram network are 
completed. 

The current airport surface access 
strategy is approaching the end of its life 
and the scenarios of WETA need to be 
revised in light of revised growth 
forecasts. 

The ASAS will be updated during 2011 
and launched in 2012 incorporating the 
TISWEP scenarios.  We will consult fully 
with external stakeholders as part of the 
revision. 

 
 
Chapter 8 The local environment 
 
Issues raised Our way forward 

It is not clear if the proposals go far 
enough to reduce greenhouse gas 
emissions in line with the UK and 
Scottish Government targets by 2020 
and thereafter on to 2050. 

The Committee on Climate Change 
forecast that UK aviation can continue to 
grow whilst contributing towards 
government targets for cutting 
greenhouse gas emissions. 

Whilst welcoming the environmental 
measures taken by the airport the most 
significant issue remains the impact of air 
transport which can be best addressed 
through mode shift to rail for many 
domestic mainland UK journeys. 

Upgrading fleets and experimenting with 
alternative fuels are some of the steps 
airlines are taking to address the impact 
of air transport. 
A potential shift to rail will be influenced 
by the development of the high speed rail 
network, cost and consumer choice.  

The publication of the carbon footprint for 
the airport in 2009 is noted.  Will this be 
done regularly?  Can details of the 
Carbon Emissions Plan that is being 
prepared be shared? 

A carbon footprint will be prepared 
annually and the Carbon Emissions Plan 
will be available through our website 
(www.edinburghairport.com) 

Can emissions be projected for 2040 
based on predicted passenger numbers? 

Emissions could be projected, however 
this would not be done with sufficient 
accuracy given the potential changes to 
airport operations and the changes to 
airlines fleet mixes. 

Whilst it is noted that the airport has no Proposals for the introduction of the EU 
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control of actual aircraft emissions, 
clearly the future expansion of the airport 
will have an impact on the number of 
flights possible and aircraft emissions.  
From a climate change perspective this 
is a difficult one to view completely 
separately. 

Emissions Trading Scheme in 2012 will 
ensure that the net emissions from flights 
arriving and departing from EU airports 
will not increase above the capped level.  
We will also be taking steps to reduce 
green house gas emissions generated by 
operations on the ground. 

The statement regarding minimising the 
impact on the environment “wherever 
possible” demonstrates an irresponsible 
approach to the environment and 
contrasts with the appropriate approach 
to assessing the environmental impact as 
an integral part of any assessment. 

We operate within a variety of legislative 
requirements and where possible will 
take all appropriate steps to minimise our 
impact on the environment.  This can be 
demonstrated through our Corporate 
Social Responsibility report which is 
available via our website 
(www.edinburghairport.com/community).   

A full environmental statement should be 
prepared in accordance with the relevant 
regulations and impact of residential 
amenity considered. 

Under current legislation depending on 
the type and scale of development being 
undertaken it may be appropriate for an 
environmental impact assessment to be 
undertaken.  Whilst the impact on 
residential amenity would form part of 
any environmental impact assessment 
(EIA) we already consider this when 
advancing development proposals and 
offer various schemes to mitigate the 
airports impact on surrounding residential 
properties. 

The 280 hectare area required for a 
second runway encompasses a 4 
kilometre stretch of the River Almond and 
a significant area of flood plain.  The 
proposal does not state how much of this 
area would be converted to hard 
standing and how the river would be 
accommodated.  If it is to be culverted 
this is contrary to Scottish Planning 
Policy due to the increased flood risk.  
There would also be potential 
disturbance to European protected 
species.  From a natural heritage 
perspective the natural hydrological and 
ecological processes would not operate.  
It would be preferable if the river was 
diverted around the new runway and 
travelled unculverted through the airport 
site.  There should also be no reduction 
in flood plain. 
 
The Masterplan underestimates the 
problems of developing a second runway 
on the site of the River Almond.  Such a 
development is likely to be opposed 
unless supporting information shows that 
it can be achievable without 

The potential land take for a second 
runway is indicative and at this stage it is 
not possible to state how this would be 
accommodated alongside the River 
Almond.  Proposals would however 
maintain a flood plain and limit the initial 
impact upon protected species and 
ecology. 
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unacceptable detriment to flood risk and 
the water environment. 
The River Almond drains to the Firth of 
Forth (Special Protection Area) and 
Drum Sands (Special Site of Scientific 
Interest), so any changes to it or its 
hydrology could have an impact upon 
these areas.  It is recommended that a 
management plan is approved by SEPA 
and SNH ahead of initiating the planning 
process for changes to this area to 
incorporate a second runway.   

Noted. 

A new parallel runway would have 
implications for the River Almond in its 
current form.  Reference should be made 
to the Habitats Regulation Appraisal 
undertaken for the Rural West Edinburgh 
Local Plan Alteration and in particular the 
identified mitigation measures. 

The final Masterplan includes this 
reference. 

The impact of changes to the 
watercourse and flood plain around the 
airport should consider the impact upon 
protected species, such as otters, bats 
and badgers.  Forthcoming proposals 
should include mitigation. 

Noted. 

The airport is commended for looking at 
options to divert and de-culvert the 
Gogar Burn which would re-establish it 
natural processes. 

Noted. 

Any projected increase in aircraft 
movements should be taken into account 
when assessing future aircraft engine 
emissions and how this impacts on 
background air quality. 

Noted. 

Local air quality monitoring of 
surrounding roads indicates that some 
roads are failing the EU limits on nitrogen 
dioxide and an air quality management 
area may have to be declared.  If 
vehicles trips to the airport increase there 
will be additional air quality issues.  
Public transport modal share targets are 
key in mitigating an unacceptable air 
quality impact and will enable the already 
busy road network to cope with additional 
demand.  The modal share targets in 
WETA should be included in the 
Masterplan. 

We are working with the West Edinburgh 
Development Partnership to address 
congestion on the local road network and 
enhance public transport in line with the 
more recent TISWEP figures.  Part of the 
work involves improving air quality in the 
area by introducing Intelligent Transport 
Systems to the wider network and 
providing the opportunity to direct traffic 
away from the area when nitrogen 
dioxide levels are too high. 

The forecast increase in aircraft 
movements should be reflected in a new 
aircraft noise assessment. 

A revised noise assessment was 
undertaken and the noise contours 
contained within the draft and final 
Masterplan reflect this. 

There may be increased noise nuisance 
under the flight path in West Lothian from 

We have noise monitoring stations 
outwith the airport and also carry out 
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increased flights.  This will require to be 
monitored to ensure that statutory noise 
limits are not exceeded at existing or 
proposed residential areas. 

noise monitoring in areas where there 
has been a perceived increase in noise 
from aircraft.  Through schemes we 
operate we will provide mitigation if 
appropriate. 

The sections on Climate Change and 
Growing Aviation within CO2 Limits and 
intention to develop a Carbon Emissions 
Plan are welcome.  Further information 
and assurances about the potential 
environmental impacts of long term 
airport development are sought. 

As experience, knowledge and 
technology improve the standards that 
we as airport operators and airlines have 
to meet will get tougher.  Future 
environmental impacts are generally 
unknown, however given the work 
currently being undertaken the impact is 
likely to be less. 

It is pleasing to see that the airport has 
set out clear aims in relation to 
environmental programmes and to 
respond to emerging challenges, 
particularly climate change, by: 
• Operating at the highest possible 

environmental standards; 
• Offsetting the effects of future 

growth through introducing new 
operating practices, technology 
and infrastructure; 

• Taking a strong approach 
towards carbon management; 
and, 

• Making clear environmental 
statements in relation to noise 
emissions, air quality, energy and 
waste. 

Noted. 

De-icing and anti-icing agents in Winter 
result in trade effluent runoff that 
significantly impacts upon the water 
quality of the Gogar Burn and River 
Almond.   

We are working with the Scottish 
environment Protection Agency (SEPA) 
to improve the water quality in the Gogar 
Burn.   

The diversion of the Gogar Burn would 
improve the morphology and contribute 
to the Water Framework Directive 
objective of the burn achieving Good 
Ecological Potential.  Any proposals that 
risk Good Ecological Potential not being 
achieved are unlikely to be approved by 
SEPA, who remain supportive of the 
outline design to divert the burn and 
make use of the culvert for water 
treatment. 

Noted. 

The impacts on the Gogar Burn could be 
addressed through the West Edinburgh 
Partnership.  The West Edinburgh 
Development Partnership was 
established following the West Edinburgh 
Planning Framework [2008] and has a 
vision of “environmental enhancement of 

No other partners of the West Edinburgh 
Development Partnership have indicated 
that they are willing to contribute to the 
diversion of the Gogar Burn.  Therefore, 
subject to funding, Edinburgh Airport 
intend to divert the burn around 2018. 
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the Gogar Burn, proposals for the future 
of the Gogar Burn with potential 
restoration and diversion schemes and 
provision of new or altered flood control 
and retention measures”. 
The quality of trade effluent discharge 
needs to be significantly improved.  It is 
acknowledged that the airport is already 
aware of the need to construct a suitable 
treatment system and propose to use the 
existing culverted channel to 
accommodate this following the Gogar 
Burn diversion. 

A number of options are being 
considered to address discharge into the 
local watercourses. 

Diverting the Gogar Burn in 2018 is 
supported, however it is believed that the 
actual date will be influenced by when 
the land to the south is required and 
plans show this between 2020 and 2040.  
So other decisions will inform whether or 
not the diversion takes place.  The land 
to the south cannot be developed without 
the diversion due to being a functional 
flood plain. 

It is accepted that it is impractical to 
develop the land to the south until the 
Gogar Burn is diverted, however the 
diversion of the Gogar Burnurn is 
principally linked to enhancing water 
quality and reducing the risk of flooding 
at the airport and not potential land take.  

The Masterplan is prefaced by the Air 
Transport White Paper of 2003; however 
the Climate Change Act of 2009 
supersedes this policy and render a 
number of Masterplan aspirations 
unachievable when trying to address 
global warming. 
 
The document pays “lip service” to the 
Committee for Climate Change and does 
not address the fact that some of the 
efficiencies identified to reduce aviation 
emissions in 2050 to 2005 levels are 
already behind time.   
 
The forecast growth in 2040 implies 
growth in air movements and CO2 
emissions incompatible with Government 
environmental targets. 

Case law has indicated that the 2003 Air 
Transport White Paper is currently the 
over-riding government policy relating to 
airport development.  However, whilst 
this is the case we are working towards 
the climate change targets and as noted 
above through initiatives such as 
emissions trading and technological 
advances we should achieve the same 
greenhouse gas emissions in 2050 that 
were achieved in 2005 despite the 
projected increase in the industry.  UK 
aviation policy is currently under review 
and when finalised is likely to reflect 
more recent climate change legislation. 
 
Although some initiatives may be behind 
time the forecast growth in aviation has 
slowed and the resultant effects will not 
be realised as quickly, allowing the 
technological advances to catch up. 

The airport should outline the level of full 
departing flight emissions that are 
expected to result from activities at each 
stage of the plan’s execution. 

Whilst we publish our Carbon Footprint 
annually it is not possible to accurately 
forecast full departing flight emissions 
due to the emissions of future aircraft 
and their destinations/frequency being 
unknown.   

Lip service is paid to aircraft emissions 
up to 3000ft and the airport hides behind 
the emissions they generate and not 
those of the industry they are supporting 

It is an International Civil Aviation 
Organisation standard to account for 
emissions up to 3000ft due to this being 
the level that airports have some control 
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generates.  All emissions for departing 
aircraft, from take-off to landing, should 
be included in the carbon footprint. 

up to.  It is therefore not appropriate to 
account for other emissions beyond the 
control of the airport within the 
Masterplan. 

 
 
Chapter 9 Land use in 2040 
 
Issue raised Our way forward 
It is noted that the potential for terminal 
facilities/aircraft parking between 
possible future parallel runways is 
proposed.  Detail of how this would be 
accessed would be welcomed. 

The proposals between 2020 and 2040 
are indicative and until proposals for a 
second runway advance it is not 
appropriate to consider an access 
strategy. 

A second runway is unlikely to be 
required, but future uncertainty over 
aviation growth beyond 2020 justify the 
continued safeguard. 

Whilst the need for a second runway is 
now further off we will continue to seek to 
safeguard it, unless government policy 
indicates otherwise. 

The closure of the crosswind runway 
would be welcomed to release land for 
alternative development, such as the 
West Edinburgh Business Gateway, and 
make it easier for the Royal Highland 
Show to remain in it’s present location. 

This was considered in detail and at this 
point in time the operational value of 
retaining the contingency runway 
outweighs its removal.  This may 
however be revisited in the future. 

There should be provision for direct 
airport access to the national rail 
network. 

The Scottish Minister’s decided not to 
proceed with the EARL, however under 
the Edinburgh to Glasgow Rail 
Improvement Programme they propose 
to provide an interchange station at 
Gogar which will allow passengers to link 
via the tram to trains travelling to 
Edinburgh, or north to Fife and beyond.  
In time a link to the Glasgow network will 
also be provided when the Dalmeny 
Chord is implemented. 

The large scale disturbance of 
communities, disruption during 
construction and noise and pollution 
implications of a potential second runway 
are of concern. 

We will ensure that all appropriate 
mitigation is considered as part of an 
Environmental Impact Assessment, or 
the appropriate requirements at the time. 

As aviation trends become clearer the 
land use strategy should be reviewed. 

The Masterplan will continue to be 
updated every five years; however the 
annual development statement will also 
provide an opportunity to highlight 
proposals for the coming year or 
changes in development aspirations. 

The impact of 20 million passengers per 
annum at Edinburgh Airport through the 
increase in traffic and impact on 
surrounding road network is of concern. 

To date detailed transport interventions 
are proposed through TISWEP in order 
to support 13 million passengers along 
with development in the surrounding area 
and the general forecast increase in road 
usage.  As the development scenarios 
unfold further transport assessments will 
be required and some of the other 
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interventions detailed in WETA, such as 
the potential Gogar link road, will require 
more detailed consideration to ensure 
that the level of development envisaged 
both on and off-airport is possible. 

Without a second runway the increase in 
flights will extend the 57dB LAeq noise 
contour into the Craigshill area of 
Livingston and the Drumshoreland 
housing allocation in West Lothian.  The 
increase in flight numbers will result in a 
noticeable increase in regular noise 
events as perceived at receptor 
locations, despite average noise 
contours showing only increases that 
would just be perceptible. 

We regularly publish noise contours for 
the airport and will continue to offer noise 
mitigation to properties affected by noise 
in the surrounding area, including West 
Lothian.  Where appropriate we will work 
with local authorities and developers to 
ensure that the appropriate noise 
insulation and mitigation is incorporated 
into new developments. 
 
 

A second runway would need to include 
the diversion of the River Almond.  A 
view on this cannot be established until 
more detail is provided.  Robust 
hydroeomphorogical and flood risk 
assessments would be required along 
with the input of SEPA. 

If the forecast figures are realised we will 
undertake detailed design of the potential 
diversion of the River Almond during the 
2030’s.  When this work commences we 
will ensure that the appropriate bodies 
are involved throughout the process. 

 
 
Chapter 10 where now?  The next steps… 
 
Issues raised Our way forward 
The principle of publishing an annual 
development statement is supported, 
however an analysis of future oil price 
predictions, based on world supply and 
demand, would give a useful insight into 
the prospects for aviation economics. 
 
Will the annual development statement 
include details of measures put in place 
to mitigate the environmental impact of 
developments? 
 
The annual development statement 
should include information relative to 
complaints received regarding noise and 
environmental impact and how this has 
been addressed.  Detail of carbon 
emission offsetting would also be of use. 

The annual development statement is 
intended to be a brief document highlight 
what development has taken place at the 
airport, including consolidation.   
 
The annual development statement is an 
opportunity to highlight other airport 
initiatives, so we can include information 
on noise and environmental mitigation.   
We will provide a brief overview on 
whether passenger numbers, etc. are as 
forecast but will not go into detail to 
explain why the figures may deviate.  
Each year will be different and the annual 
development statement is not intended to 
replace the Masterplan. 
 
 

The revised timetable for the Strategic 
development Plan should be referred to 
and the Rural West Edinburgh Local Plan 
Examination Report should also be 
referred to. 

These references have been added. 
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Chapter 14 Masterplan maps 
 
Issues raised Our way forward 

Map 2 refers to the Gogar Link Road 
however it is not expected to be 
delivered in full to support early phases 
of the International Business Gateway 
and there are also technical constraints 
on the configuration of the road in the 
vicinity of the tram depot and new railway 
station at Gogar. 

It is still technically possible to construct 
the Gogar Link Road and recent 
transport studies have identified that it is 
not required until after 2020, so it has 
been removed from Map 2, but remains 
on Map 4. 

Map 4 contains details of the M8 road 
link. 

We have kept a reference to the potential 
M8 link to reflect the fact that this is 
under review.  We have however revised 
the alignment to reflect a potential “short-
link” to the south side of the dumbbells. 

None of the maps identify the possible 
diversion of the Gogar Burn. 

This has been added to the Map 4. 

The agreed transport infrastructure 
should be shown on the maps: tram, 
Gogar Intermodal Station, upgraded 
Eastfield Road and dumbbells junction. 

This has been added to Map 3. 

Map 4 is misleading, the road lines 
should be consistent with the outcomes 
of WETA and the Rural West Edinburgh 
Local Plan Alteration.  For example if an 
M8 link is required it should be a short 
link to the dumbbells and the Gogar Link 
Road should join Eastfield Road. 

These changes have been made. 

 
 
Other 
 
Issues raised Our way forward 
The potential sale of the airport is a 
possibility and the future plans for the 
airport must be protected at all costs. 

The Masterplan sets out the 
development proposals for Edinburgh 
Airport under the current owner and if 
sold may not reflect those of a new 
owner.   

There may be an opportunity and benefit 
in making more explicit reference to any 
future need or requirement for new UK 
airspace planning analysis to be 
undertaken, in relation to impacts from 
the growth of the airport. 

The Civil Aviation Authority recently 
undertook a consultation on a Future 
Airspace Strategy.  Although their 
proposals have yet to be published the 
annual development statement is an 
opportunity to highlight how this may 
affect Edinburgh Airport. 

 
 
Disclaimer 
 
The comments and views contained within the left hand column of the above tables 
are the responsibility of individuals and organisations that have contributed to the 
consultation process and do not necessarily reflect the views of Edinburgh Airport. 
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Appendix 1 Consultation Plan 

 
2011 Masterplan Consultation 
 
Communications Strategy 
 
Introduction 
 
This document outlines the proposed communications strategy for the consultation 
period on Edinburgh Airport’s 2011 Masterplan. 
 
The Masterplan is Edinburgh Airport’s vision for the periods 2011-2020 and 2020-
2040 and as such we are keen to communicate our vision to as many people as 
possible and enter into a dialogue with them to seek their views and opinions. 
 
The consultation will be conducted in the first quarter of 2011, prior to the final 
Masterplan being produced in the summer of that year. 
 
Methodology 
 
The 2011 Masterplan consultation is based on three main elements: 
 
Statutory 
 
The Masterplan is an official document and we will be asking our stakeholders for a 
formal response to it. 
 
Community 
 
We’ll be meeting with representatives of our neighbouring communities to explain our 
vision and listen to their views. 
 
Web based 
 
Our Masterplan will be online, with full web-based consultation facilities to allow all to 
respond.  To save paper and cost, we’ll also be distributing the Masterplan on USB 
sticks.  A small number of paper copies will be available for those that require it. 
 
We’ll gather opinion and views on our draft Masterplan, using that knowledge to 
create a final plan for issue later in 2011. 
 
Activity 
 
Month Activity 

December 2010 • Finalise documents 
• Finalise website 
• Brief staff 

January 2011 • Media and public launch of 
consultation 

• Consultation letter to all local 
communities 

• Consultation letter to 
stakeholders 

• Consultation drop In day 
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• Almond Partnership meeting 
• Brief City of Edinburgh Council 

Planning Committee 
• Brief Airport operators 

Committee 
• Brief Edinburgh Airport 

Consultative Committee 
• Brief Almond Partnership 
• Brief West Edinburgh 

Partnership 
• Miscellaneous stakeholder 

meetings as required 
• Meet with Cramond CC 
• Meet with Fife Chamber of 

Commerce 
February 2011 • Edinburgh Chamber of 

Commerce Presentation 
• Planning Committee 

consideration 
April 2011 Finish consultation 
May 2011 Respond to all consultees 
July 2011 Publish final Masterplan 
 
 
 
 


