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THE CONSULTATION DOCUMENTS
This section introduces “A consultation on a Scottish Replacement to Air
Passenger Duty” and the accompanying Strategic Environmental Assessment
Screening and Scoping Report

A consultation on a Scottish Replacement to Air Passenger Duty
1. The Scottish Government published “A consultation on a Scottish
replacement to Air Passenger Duty”1 (“the policy consultation”) on 14 March
2016. The policy consultation sought views on how a tax to replace Air
Passenger Duty (APD) in Scotland should be structured and operated in order
to boost Scotland‟s international connectivity and help deliver the Scottish
Government‟s strategic objective of sustainable growth. The policy
consultation also sought views on the Scottish Government‟s plans to reduce
the overall burden of the APD replacement tax by 50% by the end of the
current session of the Scottish Parliament (starting that reduction in April
2018) and abolishing the tax when resources allow. The responses to that
consultation, and the analysis of those responses, can be found at:
https://consult.scotland.gov.uk/fiscal-responsibility/air-passenger-duty.

Strategic Environmental Assessment Screening and Scoping
Report
2. In Scotland, public bodies are required to assess, consult and monitor the
likely impacts of their plans, programmes and strategies on the environment.
This process is known as Strategic Environmental Assessment (SEA).
Further guidance on SEA, including requirements and stages, is available on
the Scottish Government website2.
3. SEA is a key component of sustainable development, achieving this through:


systematically assessing and monitoring the significant environmental
effects of plans, programmes and strategies;



ensuring that expertise and views are sought throughout the process from
Scottish Natural Heritage, the Scottish Environment Protection Agency
and Historic Environment Scotland; and



providing an opportunity for public participation in the decision making
process, including a requirement to provide a statement as to how these
opinions have been taken into account (a “Post Adoption Statement”).

4. Screening and Scoping are two initial stages of SEA and it is a requirement
that views are sought from the three Statutory Consultation Authorities. As a
1
2
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matter of good practice, public consultation was also undertaken, going
beyond the consultation requirements for SEA at this stage. Views were
sought at this early stage in the process to help inform the assessment
process and ensure that the assessment proceeds with an effective evidence
base, informed by key stakeholders, organisations and individuals.
5. The SEA Screening and Scoping Report3, also published for consultation on
14 March 2016, set out information including the proposed assessment
methodology and environmental baseline that will form the basis of the
assessment process. The report also set out information on the consideration
of reasonable alternatives and the initial findings of some early assessment
work. To help structure responses to the report, seven questions were set
out. However, additional points were also welcomed.
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THE CONSULTATION PROCESS
This section provides an overview of how the consultation was undertaken and
the method of analysis used to consider the responses received.

How was the consultation undertaken?
6. Both consultations (the policy consultation and the SEA Screening and
Scoping Report) were made available for comment on the Scottish
Government‟s Citizen Space4 and Dialogue5 platforms, and by email and post.
The consultation period lasted 12 weeks, commencing on 14 March 2016 and
concluding on 3 June 2016.

How has the analysis work been undertaken?
7. The analysis of consultation responses to the SEA Screening and Scoping
Report has been undertaken by the Scottish Government‟s Environmental
Assessment Team. All responses received on the Citizen Space and
Dialogue platforms, as well as by email and post, have been analysed and
summarised. Where applicable, responses received have been summarised
under the relevant questions to which the text relates. In instances where it
has not been possible to attribute comments and views to specific questions,
these have been incorporated within the “Overview of comments” section on
pages 7-9.
8. An independent analysis was undertaken of the responses received to the
policy consultation, and can be found at: https://consult.scotland.gov.uk/fiscalresponsibility/air-passenger-duty. This analysis identified a number of views
raised regarding the environmental implications of the Scottish Government‟s
proposals to reduce the Scottish APD replacement tax by 50% by the end of
the current session of the Scottish Parliament, and to abolish the tax entirely
when resources allow. To ensure continuity across both analysis reports,
these views have also been summarised in the “Overview of comments”
section on pages 7-9.
9. A broad overview of the number of respondents to specific questions in the
SEA Screening and Scoping Report has been included where applicable.
10. Where respondents have made similar points the following terms have been
used:

4
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“a few” indicates less than five respondents made a similar point;



“some” indicates six to ten respondents made a similar point;



“many” indicates eleven to fifteen respondents; and

Citizen Space Air Passenger Duty consultation page
Dialogue Air Passenger Duty consultation page
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“majority” has been used where more than half of the overall respondents
provided a similar view or common suggestions.

11. Statistical analysis of responses to the SEA Screening and Scoping Report
has not been explicitly used for the purposes of this analysis as it was felt that
this was not effective at capturing the number of broader environmental views
submitted via responses to the consultation document.
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SUMMARY OF KEY ISSUES
This section provides a summary of the key issues and comments raised by
respondents to the SEA Screening and Scoping Report. A summary of the
views received via responses to the policy consultation, where these were of an
environmental nature, has also been included.
12. In relation to the Scottish Government‟s plans to reduce the APD replacement
tax by 50% by the end of the current session of the Scottish Parliament, and
abolish it when resources allow, common views raised by respondents
included concerns about increased greenhouse gas (GHG) emissions through
a rise in aviation activity, and the impact on Scottish Government
commitments and ambitions with regard to climate change targets. Other
common issues included the potential impacts of a modal transport shift
arising and its more localised environmental impacts e.g. potential changes to
noise levels. Existing mitigation measures and the need to consider the wider
context of aviation activity, for example, globally or the ability of current
capacity to deliver increased flights, was also raised.
13. These views, either raised within responses submitted to both consultations,
or to those submitted to the SEA Screening and Scoping Report only, have
been summarised below.


The majority of the 161 respondents to both consultations raised some
form of environmental concern or objection to the Scottish Government‟s
plans to reduce an APD replacement tax by 50% by the end of the current
session of the Scottish Parliament and to abolish it entirely when
resources allow.



Climate change was the main reason given by the majority of respondents
who did not support the policy proposals.



In addition, a few respondents felt that the policy proposals were
inconsistent with wider Scottish Government policies, such as support for
active travel and policies related to transitioning to a low carbon economy.
This was mirrored by respondents who felt that air connectivity should not
be considered in isolation but alongside wider objectives, such as those
related to tackling climate change and improving public health and the
quality of life.



Many of the respondents felt that the APD replacement tax should reflect
the environmental or social impacts of aviation or be increased to reduce
growth in the aviation sector, thus reducing the associated environmental
impacts. Some argued that aviation should be actively discouraged or
restricted due to the associated environmental effects.
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A few respondents, however, expressed a view that the introduction of a
replacement tax was not an appropriate or cost effective measure when
considered in a purely environmental context. The role of existing
mitigation measures, such as the EU Emissions Trading System (ETS),
and past and current work undertaken to improve efficiencies was also
noted. It was considered important that the SEA process notes this wider
context when considering the impacts of the policy proposals.



Views on the effectiveness of existing mitigation differed. Some
respondents felt that existing mechanisms are not sufficient, when
considered in isolation, to address climate change emissions from the
industry.



Potential modal transport shifts brought about by a reduction or abolition of
APD, and the environmental implications of this, was another common
issue raised. Many respondents were of the view that this had not been
considered effectively within the consultation. Requests were made that
this issue be given greater consideration, including within the SEA work, to
ensure that the implications of GHG emissions arising from any modal shift
are considered effectively.



Local level environmental implications that arise from aviation activity were
noted by a few respondents. Examples included increased noise and
traffic around airports, both of which have health implications. It was felt
that these issues would increase if an APD replacement tax was reduced
or abolished, compounding existing impacts on communities.



The proposal that the SEA will consider the environmental implications of
the policy proposals at both national and local level was supported.
However, it was noted that national priorities should not take precedence
over those which had local significance.



There were mixed views on the section of the SEA Screening and Scoping
Report which set out the proposed evidence base for the assessment
process. Views ranged from it being reasonably comprehensive to overly
complex. Additional sources of information and amendments or
corrections were provided on a range of issues.



The majority of respondents agreed or broadly agreed with the key
assumptions and questions and initial findings of the early assessment
work set out in the SEA Screening and Scoping Report. Those who
broadly agreed with the initial findings reiterated a view that the
assessment needed to consider more current and future environmental
measures, policies, improvements and mitigation.
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OVERVIEW OF COMMENTS

The section below sets out a summary of overarching comments relating to the
environment. In general, these responses were not submitted to any specific
question and were related to the strategic and policy objectives for improving
Scotland‟s air connectivity set out in the policy consultation.

14. A majority of the 161 respondents to both consultations raised some form of
environmental concern or objection to the Scottish Government‟s plans to
reduce the APD replacement tax by 50% by the end of the current session of
the Scottish Parliament, and abolish it when resources allow. The strategic
and policy objectives for improving Scotland‟s air connectivity were also
considered and commented on. Many of these respondents submitted their
environmental comments as responses to the policy consultation. Similarly, a
number of respondents who submitted views to the SEA Screening and
Scoping Report provided comments that directly related to policy proposals
and strategic objectives.
15. To ensure that all views have been incorporated consistently within the two
analysis reports, this section incorporates these overarching views. These
views have been further captured within this document and the analysis report
for the policy consultation in instances where the views have been submitted
or are related to specific questions.
16. The majority of respondents who did not support the policy proposals
referenced the negative effects on climate change as their main reason,
stating that reducing or abolishing the APD replacement tax would lead to
increased aviation emissions. Respondents commonly stated that the policy
aims were inconsistent with Scotland‟s ambitious climate change targets as
set out by or under the Climate Change (Scotland) Act 20096 and the Scottish
Government‟s ambition for Scotland to be a global leader in terms of climate
action. A few respondents also referenced the international obligations to
reduce greenhouse gas emissions as per the Paris Agreement of December
20157 within their response.
17. Some respondents also referenced the research undertaken by Transport
Scotland8 in September 2014 that estimated that a 50% reduction in APD
could lead to an increase in Scotland‟s annual CO2 emissions by the
equivalent of between 50,000 and 60,000 tonnes. It was suggested that
further independent research should be undertaken to consider the potential
effects on carbon emissions of the proposed policy and, on completion, the
6

http://www.legislation.gov.uk/asp/2009/12/contents
At the Paris climate conference (COP21) in December 2015, 195 countries adopted the first ever
universal, legally binding global climate deal: http://unfccc.int/paris_agreement/items/9485.php
8
Transport Scotland (2014) Estimate of the Impact of Emissions of a Reduction in Air Passenger Duty
in Scotland: http://www.transportscotland.gov.uk/report/j340458-01.htm
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findings of this be made clear and considered prior to implementation.
Furthermore, a few respondents noted that it was not clear which sectors
would be required to make an increased effort to reduce their emissions to
compensate for the increase in aviation emissions.
18. Respondents also felt that the policy proposals were inconsistent with wider
relevant Scottish Government ambitions, such as support for active travel,
policy on transitioning to a low carbon economy and the protection and
enhancement of the natural environment. For example, the proposals were
seen as contrary to one of the ten key behaviours set out in the “The Low
Carbon Behaviours Framework”9 which encourages the use of alternatives to
flying where possible. The wider objectives of “Scotland's Economic
Strategy”10, including “protect and enhance our natural capital, our brand and
reputation as a country of outstanding natural beauty, our commitment to low
carbon and the opportunities our resources and asset provide for our
economy and future generations”, were also noted.
19. Respondents commented that any APD replacement tax should reflect the
environmental impacts of the aviation industry. The Smith Commission
Report11 recommendation that "the power to charge tax on air passengers
leaving Scottish airports will be devolved to the Scottish Parliament. The
Scottish Government will be free to make its own arrangements with regard to
the design and collection of any replacement tax, including consideration of
the environmental impact" was also noted.
20. Whilst a number of respondents noted that APD was not intended to be an
environmental tax, they believed there was an opportunity to better design
APD and consider environmentally sensitive alternatives, such as measures
to help reduce emissions. Similarly, some felt that devolution of APD
provided a significant opportunity to use the new tax powers to further the
Scottish Government‟s sustainable development objectives. For example,
there was a suggestion that a proportion of the revenue raised by APD could
be used to support the delivery of lower carbon, more sustainable modes of
transport or other efforts to mitigate climate change, such as peatland
restoration.
21. Some respondents felt that the aviation sector should be actively discouraged
or restricted due to its environmental effects. Meeting climate change
objectives and safeguarding the natural environment was seen as pivotal.
This view was also shared by a few respondents who stated they supported
the strategic and overall objective of improving Scotland's connectivity, or
agreed in principle that Scotland should be better connected, but believed this
should not be prioritised over any negative impacts to the environment.
22. Many respondents were of the view that sustainable transport must be
prioritised above aviation, (considered to be the most carbon intensive form of
transport), in order to reduce Scotland's contribution to climate change. Some
9

http://www.gov.scot/Publications/2013/03/8172
http://www.gov.scot/Topics/Economy/EconomicStrategy
11
https://www.smith-commission.scot/smith-commission-report/
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added that, in their view, aviation was already under taxed compared to other
more sustainable and accessible forms of public transport. There were also
concerns that the environmental implications of any modal shifts brought
about by a reduction of APD did not appear to be taken account of within the
consultation. Many respondents also referred to the Transport Scotland
research that concluded that more than half of the increase in passenger
numbers that would arise from a 50% APD reduction would come from
passengers flying within the UK.
23. Possible implications included an additional increase in long surface journeys
being undertaken by those keen to capitalise on lower cost flights.
Furthermore, the potential impact on rail journey was noted by some
respondents. Concern was raised that applying a reduced rate of APD could
have a negative impact through a shift from rail to air, with rail considered as a
lower-carbon and more sustainable mode of transport. The important role
that rail travel plays as a mode of transport which is more highly compatible
with active travel and a greener transport network was also noted.
24. Local level environmental implications arising through aviation activity were
noted by a few respondents, for example increased noise and traffic around
airports, both of which have health implications. Reference was made to
recent trial activity in some airports that sought to expand or change flight
patterns and the corresponding complaints that arose due to this. Other
respondents drew on personal experience of living within close proximity to an
airport. It was considered that these issues would become worse if the APD
replacement tax was reduced or abolished; compounding the impacts on
already affected local communities. Longer term negative impacts through
climate change on health were also noted.
25. Respondents commonly stated that air connectivity should not be considered
in isolation but alongside wider objectives, such as those related to tackling
climate change, improving public health and quality of life. It was considered
that aviation should be one part of a coherent, overarching low carbon
strategy, with an emphasis on improving, rationalising and rebalancing
Scotland‟s connectivity, whether by air or by other means. Respondents
suggested that the scope and structure of APD could be used to achieve this.
This view was echoed by other respondents who felt that the absence of
regulatory consistency and policy coherence would undermine efforts across
Scotland to reduce GHG emissions.
26. A few respondents reiterated that APD is not an environmental tax and, as
such, did not consider this as an effective mechanism to reduce emissions. It
was also felt that in some instances a higher rate of APD can lead to
passengers traveling via other airports or on connecting flights to avoid
incurring the tax, thus leading to increased emissions. It was considered that
the contribution of aviation to global carbon emissions should be put into
wider context, and be considered alongside existing mechanisms being taken
to reduce the environmental impacts, such as the improving efficiencies of
modern aircraft.
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RESPONSES RECEIVED TO THE SCREENING AND
SCOPING REPORT
This section sets out a summary of responses received to the specific
questions set out in the SEA Screening and Scoping Report. An
overview of the text to which the questions relates to has been provided.

Overview – Key Assumptions and Questions (Section 2 and
Questions 1-2 of the SEA Screening and Scoping Report)
27. Views were sought on the key assumptions and questions set out in the SEA
Screening and Scoping Report. It is proposed that these will form the basis of
the environmental assessment work and be applied to draw out the likely
significant environmental effects that may arise as a result of the reduction
and eventual abolition of APD in Scotland. These have been set out below in
Box 1. Views were also sought on the appropriate scale of environmental
impacts to be included in the assessment.
Box 1 Key assumptions and questions
The proposal to reduce and eventually abolish APD in Scotland will lead to an
increase in the overall number of flights and could potentially create opportunities
for new routes to be created.
Q 1: What are the likely environmental effects that will arise from an
increase in the number of flights?
An increase in flight numbers will lead to an increase in overall GHG emissions
(CO2 and non-CO2 emissions), even with advances in technology.
Q 2: What are the likely impacts that may arise from increased GHG
emissions?
An increase in flight numbers will result in a rise in passenger numbers, both of
which will place increased pressure on existing airport and interconnecting
infrastructure.
Q 3: What are the likely impacts that may arise from increased pressure on
existing infrastructure?

Question 1: do you agree with the key assumptions and questions as
discussed in pages 12-13 (of the SEA Screening and Scoping Report)?
28. Thirty respondents provided views to this question - of these, the majority
agreed or broadly agreed with the key assumptions and questions. A few
respondents stated that they were unsure or had no view.
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29. Whilst supportive of the key assumptions and questions, a few respondents
felt it was important that the assessment give greater consideration to the
wider context of growth and the environment. For example, the assumptions
setting out that there will be an increase in GHG emissions and increased
pressure on infrastructure should be considered in conjunction with potential
mitigation, such as new technologies, fuels and operational improvements
and greater optimisation of current capacity. Furthermore, one respondent
noted that the issue of capacity (how much is utilised now and following any
changes with additional flights), would benefit from further investigation to
address the question of the likely impacts arising from increased pressure on
infrastructure.
30. The work of Sustainable Aviation, such as the industry noise and carbon road
maps, was highlighted as demonstrating that additional connectivity can be
delivered within current obligations and environmental targets. The role of the
International Civil Aviation Organization (ICAO) in delivering environmental
improvements at a global level (such as the development of global marketbased measures), and the EU Emissions Trading System (ETS), was also
highlighted.
31. The work and commitments of Sustainable Aviation was also noted by
another respondent who did not agree with the assumption that an increase in
flight numbers will lead to an increase in overall GHG emissions (CO2 and
non-CO2), even with advances in technology. They noted that in the short
term there may be an increase but, in line with commitments with Sustainable
Aviation‟s carbon road map, carbon neutral growth was expected from 2020
onwards. Another respondent stated that any additional activity generated as
a result of a reduction or abolition of APD would be compatible with delivering
Sustainable Aviation‟s environmental obligations.
32. Whilst agreeing with the assumptions in principle, another respondent stated
that each question should be accompanied by consideration of the effect on
environmental objectives. For example, with regards Question 2 which
considered the impacts of increased GHG emissions, it should be specified
that the key issue being assessed is the impact the policy change would have
on Scottish and UK climate change legislation and objectives arising under
the Paris Agreement. Another respondent considered that the assessment
should also include questions regarding the impact of aviation emissions at
differing atmospheric levels (known as the multiplier effect).
33. Potential impacts arising from modal shifts in transport was raised as a key
consideration - for example, modal shift from lower carbon forms of transport
and the GHG emissions implication arising from this. This topic was also
considered by respondents who stated that they did not support the
assumptions and key questions. One respondent held the view that it was not
clear if the environmental impacts of any modal shift had been, or would be,
adequately modelled or accounted for in the assessment process. This view
was supported by another who believed that air travel taxation could not be
viewed independently of other transport taxes.
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34. Some respondents did not agree with the assumptions and key questions,
stating that they did not support the policy proposals as they considered these
as incompatible with environmental and climate change objectives. Other
views included that the report was flawed as it did not take into account UK
climate change commitments, or that consideration had not been given to the
potential impacts on passenger migration from other airports. Concerns were
also expressed that the effect on non-air infrastructure and the health
implications of noise and air pollution from emissions had not been
addressed.
Question 2: Is it appropriate for the assessment to consider effects at differing
geographical scales as discussed on page 18 (of the SEA Screening and
Scoping Report)?
35. The majority of the 27 respondents to this question supported this proposal.
This was viewed as essential and sensible given the global nature of the
industry. Respondents emphasised, however, that different weight or
significance should not be given to national priorities or impacts over local
effects. Noise and air pollution were provided as examples of where the
effects are experienced more acutely at a localised scale. A few other
respondents considered that, as a global industry with global effects,
recognition should be given to measures and mitigation implemented globally
by the industry.
36. Reasons for not supporting the consideration of two geographic scales
included a view that the general approach to the SEA was conceptually
flawed in its attempt to look in detail at the potential effects. Rather than
commenting on the geographic scale, one respondent felt that the
assessment should be undertaken by an independent body. One respondent
did not support this approach, stating that they were un-supportive of the
policy proposals.
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Overview - Alternatives (Section 2 and Questions 3-4 of the SEA
Screening and Scoping Report)
37. The SEA is required to consider reasonable alternatives to the policy
proposals for a Scottish replacement to APD. At screening and scoping
stage, three policy alternatives were proposed for consideration in the
assessment. These have been set out in Box 2. Views were sought on
these.
Box 2 Proposed reasonable alternatives at screening and scoping stage
Alternative 1: The introduction of a Scottish replacement tax with the same design,
structure and tax rates as UK APD. This would represent a „like for like‟ approach.
Alternative 2: The introduction of a Scottish replacement tax with the overall tax
burden in Scotland (compared to UK APD) being reduced by 50% by the end of the
current Scottish Parliament. The Scottish Government will consult on how the
replacement tax should be designed and structured, exploring options such as
changes in the method of charging (for example passenger or flight-based) and the
methodology for determining rates and bands.
Alternative 3: The Scottish Parliament does not legislate for a Scottish replacement
tax. Once powers over APD had been devolved this would mean that there would
be no tax on the carriage of air passengers from Scottish airports.

Question 3: Are the proposed alternatives set out on pages 21-22 (of the SEA
Screening and Scoping Report) reasonable?
38. Twenty nine respondents provided views to this question. The majority of
these respondents did not support either some or all of the alternatives
proposed. A few respondents provided no clear view and two were unsure or
had no view. Of the respondents supporting the proposed alternatives, little
further information was provided except from one respondent who viewed
alternative 1 as being the most reasonable.
39. The environmental impacts arising from aviation was a common concern
raised by many of the respondents who did not support the policy proposals.
The proposed policy was also considered to be an unnecessary financial
boost to the aviation industry. As such, alternatives 2 and 3 were considered
by a few respondents as neither reasonable nor appropriate. Others
suggested that an alternative option of applying the tax at an increased rate
should be considered. Another respondent felt that the alternatives as set out
seemed prescriptive and suggested that they could be applied more flexibly.
For example, if applying alternative 2, consideration could be given to issues
such as rates and bands.
40. A few respondents felt that the introduction of a replacement tax was not an
appropriate and cost effective measure when considered in a purely
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environmental context. They noted that domestic and intra-EU flights are
already subject to the EU ETS, stating that these constitute the majority of
current operations at Scottish airports. As such, any increase in air traffic
would be addressed through the mandatory compensation imposed by the
ETS. In addition, the ICAO development of a market-based measure for
aviation, which will require aircraft operators to offset the growth in emissions
from international aviation by 2020, was noted. It was also felt that local
environmental impacts would be best addressed through the adoption of local
level measures.
41. One respondent expressed concern that some of the environmental issues
identified would not be easily measurable. They suggested that, in order to
model the predicted impacts robustly and regulate effectively, a Scottish
equivalent of the Civil Aviation Authority (CAA) and NATS should be
established.
Question 4: Do you have suggestions for additional approaches to APD
policy?
42. The majority of the 31 respondents to this question provided further
information or suggestions of additional approaches for consideration in the
assessment. A few of the respondents who stated that they had no further
suggestions reiterated their view that APD is not an effective mechanism to
address the environmental impacts arising from aviation (submitted in
response to Question 3).
43. A common view held by the majority of the respondents was that an APD
replacement tax should reflect the environmental and social impacts of
aviation or be increased to reduce growth in the aviation sector, thus reducing
the associated environmental effects. Suggested alternatives included
increasing the rate of the tax, linking it more directly to CO2 emissions, or
applying it on a per plane model. A few respondents also proposed that the
tax could take the form of a “frequent flyer” levy or one better designed to
resolve the environmental challenges posed by the aviation sector, for
example by linking this to specific environmental objectives or scaled to reflect
environmental impact. Suggestions of how this could be achieved included
increasing the rate of the tax to the point where demand was anticipated to fall
to a level consistent with the Climate Change (Scotland) Act 2009, or linking
the tax charge to the noise certification of the aircraft.
44. Wider transport implications were considered by a few respondents. One
respondent stated that it was critical to understand the possible transport
changes that may arise as a result of a reduction of APD. They raised
concern that a lack of robust evidence of the likely impacts of the policy could
lead to a failure to plan for these changes to avoid any adverse effects.
Another respondent felt that there needed to be a clear distinction between
the proposed cut in APD on domestic versus international travel. They
believed this differentiation would avoid unintentional consequences of a
negative modal shift, further adding that policy options could be developed to
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incentivise a positive modal shift, while still meeting the strategic priority of
improving air connectivity.
45. A few respondents suggested that other alternatives could include applying
variable options or amending the criteria applied to the current banding
system, for example distance criteria. Others felt the policy should not be
driven primarily by fiscal aims, that the tax should be completely removed and
that there should be democratic control of an overarching body, for example a
Scottish equivalent to the CAA.

15

Overview – Evidence base (Section 3 and Questions 5-6 of the SEA
Screening and Scoping Report)
46. The SEA Screening and Scoping Report set out the evidence that had been
drawn on to undertake some early assessment work at the screening and
scoping stages of the SEA. It was noted that this evidence base is proposed
to be used to inform the assessment process as it progresses.
Question 5: Do you have any comments regarding the proposed evidence
base for the assessment set out on pages 24-51 (of the SEA Screening and
Scoping Report)?
47. The majority of the 23 respondents to this question submitted further views or
information for consideration. Of the few respondents who stated that they
had no further comment, one expressed a view that the report did not take
account of the UK‟s Climate Change commitments.
48. Views on the proposed evidence base within the SEA Screening and Scoping
Report varied. One respondent stated that it seemed reasonably
comprehensive, but suggested it should take a more balanced approach in
respect of the current and future mitigation measures. A few respondents felt
that the information was too general and speculative or lacked sufficient detail
on the current situation in Scotland or around Scottish airports and evidence
of how this will change depending on what model is introduced. Another
respondent considered it overly complicated.
49. The source of the baseline information presented in this section was
questioned. Questions were raised about the origin, objectivity and reliability
of the text. A few respondents pressed the need to have a robust and
unbiased evidence base and believed a precautionary approach should be
taken when considering evidence gathered from the aviation sector. To
illustrate this point, examples were provided to demonstrate where differing
conclusions had been presented between industry sources and independent
appraisal. It was suggested that the assessment process be undertaken by
an independent body, for example a non-governmental organisation.
50. A few respondents emphasised that it was important that the impacts of
Scottish air transport are not assessed in isolation and that the assessment
considers the environmental implications the potential changes may have on
other transport sources or at other locations. For example, an increase in
CO2 levels in some airports may be offset by decreases in others, or noise
impacts should be considered relative to other sources, such as road and rail.
In addition, it was thought that the assessment did not adequately consider
the extent to which the increase in air traffic could be accommodated within
existing infrastructure and capacity. As such, it was felt that the linear
relationship the assessment appeared to present between passengers and
emissions was neither reflective of wider considerations nor an accurate way
of estimating the environmental impacts of an increase in air traffic movement.
Suggestions of other considerations included Scotland‟s overall transport and
environmental policies.
16

51. A few respondents were of the view that the assessment needed to better
consider current and future environmental measures, policies, improvements
and mitigations. Examples included the extent to which environmental
measures such as the EU ETS already addresses and offsets a potential
increase in the environmental impacts of air transport. It was also suggested
that consideration should be given to aviation activity through the International
Air Transport Association (IATA) and ICAO in delivering a global marketbased measure to enable a global carbon offset scheme. The work
undertaken by Sustainable Aviation, such as road maps on carbon, noise and
sustainable fuels, was also discussed. Whilst it was noted that the SEA
Screening and Scoping Report referred to these, it was felt that insufficient
weight had been attributed to these in drawing together the initial conclusions.
It was requested that this body of work could be more thoroughly assessed
and incorporated into the evidence base.
52. Views on the effectiveness of mechanisms such as the EU ETS and the work
of Sustainable Aviation and ICAO differed. A few respondents felt that text in
the SEA Screening and Scoping Report was not an accurate reflection of
current schemes. Some felt references to the collaborative approach and
targets set through the work of Sustainable Aviation were misleading. They
were considered to be aspirational targets of the aviation industry and not
based on actual emissions trends and evidence of implementation of
emissions reductions mechanisms. Further, whilst it was acknowledged that
some progress has been made with a global market-based measure via
ICAO, no standard had yet been adopted. The effectiveness of the standard
(once adopted) in meeting the target deadlines, such as stabilisation of
emissions by 2020, was also questioned due to timing implications of its
adoption.
53. In addition, concerns were raised that the EU ETS had been noted in the SEA
Screening and Scoping Report as the main policy lever for addressing GHG
emissions from the aviation sector. It was noted that only flights within the EU
are considered within the ETS. Concerns also included that the ETS had
been subject to implementation problems and that the cap on aviation
emissions was not stringent enough. As such, it was considered that the
inclusion of aviation emissions in the EU ETS alone is not, in itself, a sufficient
policy lever to address climate change emissions from the industry.
54. Another respondent believed that international measures would be unable to
deliver legally binding domestic carbon commitments without complementary
policy action. Furthermore, the implications for meeting climate change
targets (both Scottish and UK) and commitments under the Paris Agreement
were highlighted as a key question for the assessment to address.
55. Specific consideration of the impact on CO2 emissions as a result of
incentivising a modal transport shift from rail to air, or vice versa, was also
requested. Whilst noting that it was problematic to forecast, it was felt this
could include consideration of the likely impact of rail growth and future
investment on CO2 emissions. It was also requested that the text within the
SEA Screening and Scoping Report focusing on the varying effects of aviation
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emissions at differing atmospheric levels (known as the multiplier effect) be
highlighted and taken into account as the assessment progressed.
Question 6: Is there further information you feel should be considered or
included to further inform the assessment?
56. Suggestions of further evidence covered a range of issues. Sources of
information related to climate issues were submitted. These included the
Paris Agreement and the Committee on Climate Change‟s reports “The high
ambition towards a low carbon economy” and “Meeting the UK Aviation target
– options for reducing emissions to 2050”,
57. Other suggestions included calls for more Scottish-specific data, including
modelling of noise contours around the major airports with predicted higher
flight numbers, and for more detail, for example a street-by-street assessment
process to identify where the effects may be realised more acutely. One
respondent stated that the collection of data should be taken and analysed
independently by interested parties.
58. It was suggested that the assessment should also give greater consideration
to the airline fleet replacement programme and major investment in modern,
quieter and fuel efficient aircraft. Opportunities for exploring the production of
sustainable alternative fuels in Scotland could also be evaluated in the
assessment.
59. Wider social, economic and political issues were raised as relevant
considerations. It was suggested that experience from other countries and the
economic lessons learned from these should be considered. The need to
take into account possible changes in the political landscape, including a
potential scenario whereby the UK Government matched Scotland‟s APD
reduction in the rest of the UK, was also highlighted.
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Overview – Initial Findings (Appendix 2 and Question 7 of the SEA
Screening and Scoping Report)
60. Early assessment work and the findings of this were set out in the SEA
Screening and Scoping Report. The findings were based on the key
assumptions and set out relevant considerations to be taken into account in
determining significance, such as existing planning mechanisms and
commitments to international agreements.
Question 7: Do you agree with these initial assessment findings set out on
pages 62-64 (of the SEA Screening and Scoping Report)? Are there additional
environmental issues that should be considered?
61. A number of respondents broadly agreed with the initial findings but provided
further comments. For example, the findings were considered by a few
respondents as reasonable and thorough, but it was felt that wider
considerations had not been sufficiently reflected. In addition to existing
mitigation such as the EU ETS, and the ICAO development of a global
market-based measure for international aviation, this included local airport
policies and initiatives, such as those on noise and surface access. It was
also felt that the assessment did not recognise the extent to which forecast
growth may be accommodated through existing infrastructure and aircraft
movement, for example in higher load factors. It was suggested that factors
such as these should be given greater consideration in order to provide a
more nuanced and complete picture of the likely effects. Concern was also
raised that due regard be given to the actions undertaken in the aviation
sector that demonstrate the industry‟s commitment of working towards the
goals of Sustainable Aviation.
62. It was also requested that specific consideration be given to how the
proposed policy could incentivise modal transport shift on routes where air
and rail provide strong competition, and that the subsequent impact on CO2
emissions should be modelled. In addition, this would give a more solid basis
for considering the various policy options, including those developed to more
fully address the impact on rail.
63. Mitigation was also raised as an issue from a number of respondents who
stated that they did not agree with the findings. One respondent considered
the information included was inadequate as they believed that if air travel was
actively discouraged then mitigation would not be required. It was also noted
by another that the assessment presumed the legislation that currently exists
is applied effectively and considered that too much responsibility for regulating
impacts was left to the aviation industry. This view was mirrored by a
respondent who considered the findings reasonable but expressed concern
that mitigation such as climate neutral growth or sustainable fuels may be
used to minimise the likely impacts.
64. Other views expressed included that the assessment was so narrowly
focused that the initial findings section did not consider, in their view, the
important effects that might arise. The challenges of calculating with certainty
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the impacts of emissions at atmosphere and the fact that the initial findings
did not reflect the assessment of alternative 3 were also noted. A few
responses reiterated a view that they did not support the policy proposals for
the APD replacement tax due to the environmental impacts associated with
aviation travel.
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VIEWS RECEIVED FROM THE CONSULTATION
AUTHORITIES
65. The SEA process has a number of distinct stages: Screening, Scoping,
Environmental Assessment and the production of an Environmental Report
and Post Adoption Statement. At each stage, there is a requirement to
consult with the three Statutory Consultation Authorities. These are Historic
Environment Scotland, Scottish Natural Heritage and the Scottish
Environment Protection Agency.
66. The following paragraphs summarise their views on the SEA Screening and
Scoping Report.
67. All three Statutory Consultation Authorities agreed that significant
environmental effects were likely to arise as a result of the policy proposals,
and supported the development of the assumptions, assessment questions
and the three proposed reasonable alternatives to the policy. They also
supported the proposal that all the SEA Topics12 would be considered in the
assessment process, the findings of the early assessment work and the
proposed consultation period for the Environmental Report.
68. It was advised that caution would need to be exercised with regard climatic
factors and the potential impact on this area, as aviation is separated into
“domestic” (i.e. within the UK) and “international” travel, both of which will be
subject to the APD replacement tax. Additional sources of information relating
to the proposed evidence base, or corrections of references used in the
report, were also submitted.
69. The Consultation Authorities suggested that the potential implications of any
modal transport shift, and effects arising from any significant shift in tourism
patterns, would benefit from consideration in the assessment. The latter was
viewed as relevant given the role airports play as a gateway for onward travel,
generating consequential effects that may be realised far beyond these key
transport hubs. Furthermore, it was noted that these effects could be either
positive or negative in nature.
70. The relevance of information, such as on Scottish airports and businesses in
the Scottish tourism and services sector, was questioned. The Consultation
Authorities viewed these as economic assets rather than environmental
receptors for inclusion in the assessment.

12

It is a requirement that SEA consider a range of SEA topics, these include, climatic factors,
population and human health, air quality, water and biodiversity, flora and fauna, amongst others:
http://www.gov.scot/Topics/Environment/environmental-assessment/sea/SEAGuidance
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