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Interested and Affected Parties Comments & Responses

No. Name &
Presenting unit

Natasha van der
Berg - SACPCMP

177

Issue/ Concern

Response

Deferred Comments from Pre-Application Scoping Phase

Email dated 3 July 2024:

1. lamjustfollowing up on this — any outcomes that we could possibly utilise as a
story for our SACPCMP magazine?

Our next edition is the August/Sept edition with a deadline of 20 July.

Please feel free to send anything through for our consideration to publish that
may be of interest to the construction / construction health and safety / building
inspector communities.

E-mail dated 11 July 2024:
2. Dear Natasha
Hope you’re keeping well on your end!!

I run the media and marketing side of things for the airport. Please see attached
some information. Please let me know if you would like some visuals —1 do have
artist impressions.

Regards
Deidre

E-mail dated 11 July 2024:
3. Dear Deidre,
Yes — this would make a great feature in our magazine. Please send pics!

Much appreciated

Email response provided 4 July 2024:
1. Good morning Natasha
Thank you for the email.

I am referring you to Deidre herein copied who is best placed to assist
with your query.
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In-Process Scoping Phase

[30 day commenting period commencing on 24 July 2024 and up to and inclusive of 26 August 2024]

178 | DEADP EIA Admin | Email dated 23 July 2024 [In response to IAP notification email]:

1. The Directorate confirms receipt of your correspondence. 1. This comment is noted.

179 | DEADP EIA Admin | Email dated 23 July 2024 [In response to DEADP submission email]:

1. The Directorate confirms receipt of your correspondence. 1. This comment is noted.

180 | Vinod Nankhoo Email dated 23 July 2024:
1. |have no comments. 1. This comment is noted.

Not sure why this was sent to me as | am based in Durban, and we offer civil
engineering consulting services.

Thank you and wish you best of luck with this project

181 | Patrick Bond Email dated 23 July 2024 Email response provided on 23 July 2024:

1. You might remember that last December | filed an objection. I'm searching my | 1. All comments received during the pre-application phase for the proposed

files and not finding any reply. Was it considered? project were recorded and formally responded to in the Comments and
Responses report, which is available for download from our website as
part of the in-process Scoping Phase.

Please follow the link: https://phsconsulting.co.za/proposed-expansion-
of-cape-winelands-airport/

Please let me know should you require any further assistance.
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182

214

242

Sean Bradshaw -
Airports
Company South
Africa

Email dated 24 July 2024:

1.

| have tried to access the PHS website, it appears to be offline, when trying to
access via a work or private connection,

Are you able to advise?

Reply received on 24 July 2024:

2.

Ok great it is now working,

Email response provided on 24 July 2024:
1. Itested it from our side and it seems to work.

Can you please try again via the link
https://phsconsulting.co.za/proposed-expansion-of-cape-winelands-

airport/

Please confirm if you are successful to access

2. This comment is noted.

Email dated 15 August 2024:

1.

Any possibility of an extension on the deadline for responding to the In-Process
Scoping report for the CWA EIA, my colleagues are asking for an additional
week,

If you could please let me know?

Email reply received on 21 August 2024:

2.

I have received this time, thank you,

Email response provided 15 August 2024:

1. Unfortunately, no extension of timeline to provide comments on the in-
process Scoping report can be granted past the COB deadline for 26 August
2024. The timeline for the NEMA process is regulated and requires
submission of the final documentation to DEA&DP by 5 September 2024.

Please note that an additional 30-day commenting period is allowed for in
the Impact Assessment Phase of the NEMA process, and as a registered
IAP you will be notified when this period starts.

Email sent on 21 August 2024: following a phone call between the IAP and PHS
consulting:

2. Please confirm receipt of the email below.

Email dated 26 August 2024:

1.

Thank you for the opportunity to comment on the proposed expansion of Cape
Winelands Airport’s Scoping Report (DEA&DP ref:
16/3/3/6/7/2/A5/20/2209/23),

Please find attached ACSA’s comments,

If you can kindly confirm receipt,

Email response provided 26 August 2024:

1. Thank you for the comments
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Letter received via email dated 26 August 2024:

COMMENT ON PROPOSED EXPANSION OF CAPE WINELANDS AIRPORT, DEA&DP
REFERENCE NO. 1613131617121A512012209123 & DWS REF NO: WU33620

The In-Process Scoping Report dated 22nd July 2024, appendices and letter
informing I&APs of the above project, dated 23 rd July 2024, refers.

We submit the following comments related to the In-Process Scoping Report and
various appendices:

1.

1.1.

Need and viability of a second commercial international airport:

It is ACSA's understanding that this application for an EIA relates to
the development of an airport for scheduled and unscheduled
commercial domestic and international operations, the establishment
of airport infrastructure for ICAO Code 4E instrument operations and
ICAO Category 9 fire and rescue level of protection. We believe that
the first question to be answered is whether Cape Town and South
Africa needs a second commercial international airport in Cape Town.
It is important to answer the following questions which are important
to trigger a second city airport:

Response to letter:

1.1. Response from CWA: ACSA’s understanding is correct, this is
achieved by expanding an existing and licenced airport that has been
in existence and operated for the last 80 years. Following 4 years of
assessments, specialist engagements and industry consultations the
need for a second unrestricted commercial airport is evident.

A narrow lens to regional accessibility has many risks. A key risk is the
reliance on one domestic and international airport. Considering
broader air access into the region mitigates the risks associated with
relying on a single international airport. As Cape Town continues to
grow rapidly, it’s crucial to prepare for future demand proactively. A
readiness program is essential now to ensure the region can meet this
future demand, so that future leaders inherit a city equipped to
handle its growth without being left behind.

Globally competitive cities rely on unrestricted air access, which
significantly improves its competitiveness and attractiveness. It's also
important to note that almost all medium-sized cities around the world
have more than one airport to manage their growing air traffic
demands and to provide redundancy. For instance, cities like Milan
have Malpensa and Linate airports, while Washington, D.C., operates
with both Dulles and Reagan National airports. Similarly, London is
served by multiple airports, including Heathrow, Gatwick, and Stansted.
Even Windhoek, the capital of Namibia, operates two airports: Hosea
Kutako International and Eros Airport. These examples demonstrate
that a second airport can significantly enhance a city's connectivity and
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1.1.1.

Does the current airport (Cape Town International Airport) have
existing or future capacity constraints? This is also an important
criterion in the National Airport Development Plan.

resilience, contributing to its long-term growth and sustainability. Most
major cities in the world have more than one international airport.
With two major airports in the Western Cape, South Africa becomes
more accessible to both domestic and international tourism, trade
and investment.

1.1.1.

Response from CWA: The criterion as referenced by ACSA in the
National Airport Development Plan is directly related to an
international license application — which focuses solely on
providing approvals for the processing of international
passengers. This is a separate regulatory process, one which
CWA will follow when it triggers its international license
application.

For completeness of information and in the interest of
transparency CWA would however like to respond as follows:

Part 1: ACSA’s ability to deliver capacity up to 45MPPA

ACSA puts forward CTIA’s ability to deliver capacity as one of the
main arguments as to why a second airport should not exist,
when in fact this is but one consideration in a multitude of
factors that should be considered when evaluating the need for
a second airport. CWA notes ACSA’s 5-year development plan.
The basis for ACSA’s argument is that CTIA can provide further
capacity based solely on the fact that there is an airport master
plan in place which indicates that the airport can grow up to
45MPPA.

According to a publication by IATA “Airport Master Plans:
impact on capacity & efficiency, GANIS 2017 — Montreal,
Canada...

e An airport master plan is the airport’s vision of how the
ultimate development potential of the airport could be
realised

e Itis a physical representation of an airport's long-term
capital investment / business plan
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e |t will provide an indication of how capacity
enhancement may proceed over the short (0-10 year),
medium (10-20 year) and long (20+ year) terms.”

It is not fait accompli that CTIA will be able to develop the
airport to this level of capacity. To reach the capacity of
45MMPA, CTIA will require a new second parallel runway (in
addition to the new realigned runway), multiple terminal
expansions, apron development, and so forth. None of these
carry development rights or regulatory approvals at this stage.
These development programmes will be subject to
development planning and regulatory processes. The outcome
of these development planning processes will then take broader
considerations and impacts into account such as road access,
bulk services, safety, noise, informal settlements, etc.

It is therefore premature for ACSA to say that CTIA can grow to
45MPPA, when the required rights and regulatory approvals
have not been obtained to substantiate such a statement.

Part 2: Capacity can not be the sole criterion for the
assessment of a second airport

Capacity can also not be the only consideration in assessing the
need for a second airport. A complete view of CWA’s value
proposition will have to be considered. Delivering additional
capacity into the airport network, is but one. As a second airport
CWA will:

e Contribute to the City of Cape Town being more
resilient, by adding airport capacity and redundancy to
the airport system in Cape Town and the region, so that
it is not only reliant on one airport.

e Enableincreased route profitability for all airlines flying
into CTIA due to:
= Reduced fuel reserves
=  Reduced fuel consumption
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1.1.2.

Does the second airport serve a new market?

1.1.2.

= Increased payload (passenger or cargo)

=  Enable new market entrants due to increased route
profitability, making Cape Town more competitive
as a destination

=  Drive a greener economy

=  Enabling the airline industry to achieve their Net
Zero target

=  Contributing to greener skies due to reduced
carbon emission reductions

= Enable economic development and improving
social conditions during construction and for the
lifespan of the airport’s operation

=  The expansion of CWA will require a workforce for
all parts of the airport value chain, representing a
massive recruitment opportunity, i.e. there will be
large volumes of vacancies.

As such CTIA’s plans to deliver additional capacity is not a
sufficiently compelling argument as to why CWA as a second
airport should not exist.

CWA offers the following response:

Part 1: CWA’s market strategy

CWA’s market strategy is informed by research, data and
extensive industry consultations. Amongst other factors, it
delineates between regional-international and intercontinental
scheduled services. As part of the strategy, unique opportunities
have been identified. This is the basis on which CWA is willing to
make a significant investment.

CWA is mindful of disclosing the full detail of its market strategy,
because this is privileged information, but can confirm the
following:

e  General Aviation Services
e Diversion Services
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e Domestic Scheduled Services
e Regional-International Scheduled Services
o CWA as an international airport will contribute
towards the growth and retention of current
regional-international markets which are currently
underserved
o CWA as an international airport will attract new
regional-international markets which are currently
unserved
e Intercontinental Scheduled Services
o CWA as an international airport will contribute
towards the growth and retention of current inter-
continental markets which are currently underserved
o CWAasaninternational airport will attract new inter-
continental markets, which are currently unserved

Part 2: CWA’s air traffic development for scheduled
commercial traffic

The approach towards Cape Winelands Airport’'s (CWA)
introduction into the market is one of measured conservatism
with CWA expected to process 5 million passengers per annum
over 25 years. CWA is expected to have 25% market share (5
million of 20 million). This equates to CWA’s own incremental
growth of market share of a very gradual 1% per annum.

Cape Town International Airport (CTIA) currently serves as the
primary gateway to Cape Town. While CTIA is a well-established
airport, the city has enjoyed tremendous growth in tourism,
semigration and population, placing pressure on its transport
systems. Although CTIA has future expansion plans to increase
its capacity, there are multiple links in the value chain that can
only be addressed by the introduction of a second airport, which
once addressed will result in a net-gain in terms of air travel for
the region.

Considering the major capital expansion project that CWA is
embarking on, which includes a 3.5km Code F runway, the
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gradual traffic growth may seem misplaced. However, the
primary reason for CWA implementing such infrastructure is not
just about scheduled passenger growth at its own airport — it is
to specifically unlock the benefits enabled to the airline sector
by introducing a much closer alternate airport for the purposes
of diversions and fuel planning on flights inbound to CTIA from
day one of the airport opening — as the same level of runway
capability as CTIA is required in order to do so.

CWA'’s conservative and measured approach to traffic
development over the 25 years, will enable both CWA, CTIA
and other airports to adjust their business plans in keeping
with market shifts and growth by positively contributing to
CTIA’s and CWA'’s sustainability.

The introduction of CWA is about enabling and accelerating
growth of the market and not imposing limitations.

Part 3: Addressing ACSA’s position on competition. ACSA
stated that:

“We however do not support the development of CWA into an
airport which processes scheduled commercial domestic and
international traffic for the following reasons:

e We believe that the two airports will compete for the
same scheduled commercial domestic and international
traffic and will therefore not be financially sustainable. “

CWA'’s Response:

ACSA has since its establishment had the benefit of operating
CTIA for 30 years without competition.

CWA'’s position is that competition in a free-market economy is
critically important, this includes competing fairly with
competitors, customers and suppliers, alike.
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Competition benefits both businesses and consumers. It shows
companies where they need to improve; encourage
organisations to strive for greater efficiency, become more
innovative, more productive, and be better businesses, in other
words ultimately satisfying unmet demand.

It is CWA’s view that ACSA should welcome the proposed
investment into CWA as it helps to grow the SA airport network
and sector as a whole, while de-risking ACSA’s business through
private sector investment.

Part 4: Addressing ACSA’s concern relating to sustainability as
a function of lower passenger volumes. ACSA stated that:
“We however do not support the development of CWA into an
airport which processes scheduled commercial domestic and
international traffic for the following reasons:

e Due to the higher debt levels, lower passenger volumes
and planned investment programmes, the airport must
focus on sustained growth in passenger and air traffic
growth to remain sustainable. Any dilution of traffic into
CTIA will be a major risk to these planned investment
programmes and to continued investment at CTIA. “

CWA'’s Response:

The regulatory framework as outlined in the Airports Company
Act 1993, protects ACSA by granting a commercial return on
assets and thus, as long as no unnecessary investments in
infrastructure are made, the airports will always be sustainable.
This is true for all airports in the ACSA network, including Cape
Town International Airport and George Airport.

CWA explained the regulatory framework as follows:

e Sustainability of airports is not a one-dimensional issue
related to traffic volume only. In fact, it plays a minor
role. Many factors contribute to the sustainability of an
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airport. The most important factor is the matching of
infrastructure investments and operational
requirements to the traffic demand.

More than 80% of an airports input costs are usually of a
fixed nature following an investment in infrastructure.

CTIA’s latest infrastructure investments date to
approximately 2010 with no major investments since. It
has been 13 years, which means that most of CTIA’s
capital costs have already been paid for by (or recovered
from) users and that it finds itself in an earn out phase,
i.e. where the returns in excess of cost are being
collected. This should be true even if the impact of
COVID-19 is taken into account. The ACSA revenue
model is based on airport charges that remunerate the
ACSA asset base (which include CTIA) at a commercial
rate of return. This means that the CTIA invested asset
base will always be remunerated as long as infrastructure
investments are driven by traffic demand for CTIA
airport.

The impact that CWA will have on CTIA traffic demand
will be reflected in the demand forecasts for CTIA. The
demand forecasts determine future infrastructure
development plans. CWA and CTIA will develop its
unique traffic demand profile over time based on the
needs of airport users. Each airport’s response may
therefore be different to satisfy those demands. This
would be for the benefit of all airport users, i.e. airlines,
passengers, cargo operators, etc.

As mentioned above, revenue is not an indicator of
performance or sustainability. The argument is that over
time, the assets to be remunerated through airport
charges reduces in value (through depreciation) and thus
lower and lower revenues are needed to allow the
airport to earn commercial returns.
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1.1.3.

Is there Government support for a second international airport, noting
the associated investments, equipment and human resources
required by aviation regulation and services like SACAA and ATNS and
government agencies like SARS (including Customs), Border
Management Authority (BMA) (including Department of Home
Affairs, Port Health, Agriculture, Environment), SAPS, and bulk
infrastructure requirements like roads, water, electricity, sewer to
support a second commercial international airport.

1.1.3.

e Traffic growth is not a contributing factor to ACSA’s
airports’ sustainability. The ACSA funding model as
determined by the economic regulator ignores traffic
volumes (it was mentioned above that traffic volume is
an input to infrastructure investment plans only) but
rather determines a revenue requirement based on
ACSA’s asset base. Traffic volume has an impact on unit
pricing only and only if ACSA invests in inefficient assets.

As long as ACSA optimises its funding model by investing in
assets that are needed (from its own specific demand) it can
never be unsustainable.

The regulatory framework cannot be refuted. While ACSA
continues to raise the concerns over dilution of traffic into CTIA
and the major risk it would pose to their planned investment
programmes and continued investment at CTIA, the regulatory
framework as outlined in the Airports Company Act 1993,
protects ACSA by granting a commercial return on assets and
thus, as long as no unnecessary investments in infrastructure
are made, the airports will always be sustainable.

This is true for all airports in the ACSA network, including Cape
Town International Airport and George Airport.

With the introduction of CWA, ACSA will have the opportunity
to more efficiently allocate their capital expenditure in other
business priorities at CTIA or across the ACSA network, investing
in other parts of the country in need of the investment.

CWA response: We confirm that CWA has secured written
support from both the City of Cape Town and the Premier of the
Western Cape, who recognize the significant economic and
infrastructural benefits of the proposed development. CWA is
actively engaging with national authorities to ensure compliance
with aviation regulations and services, while adopting a phased
approach to address these requirements in line with
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1.2.

1.3.

It is common knowledge that a major airport expansion and new flight
paths will bring associated environmental impacts and new noise
zones around this airport. It will therefore impact the public and the
need must thus be carefully considered and justified.

The National Airport Development Plan, Section 1 1.3.1 has the
following requirements for the application for the designation of an
airport as an international port of entry is as follows:

international standards. Additionally, CWA is working with
municipal and provincial agencies to ensure bulk infrastructure
needs are met, and is collaborating with customs, immigration,
and security agencies to integrate seamless operational
frameworks. With the backing of local and provincial
government, CWA remains confident that the development will
not only meet regulatory standards but also drive economic
growth and connectivity for the Western Cape. CWA is
committed to following a structured stakeholder engagement
with all spheres of government. CWA is committed to consulting
and engaging all relevant stakeholders and authorities as CWA
advances its various applications and has been doing so since
2021.

As a private international airport CWA understands that it will
cover the costs associated with government agencies like SARS
(including Customs), Border Management Authority (BMA)
(including Department of Home Affairs, Port Health and
Agriculture) providing services at the airport.

CWA is committed to following all the necessary processes and
will ensure that it remains compliant.

1.2. The comment is noted. The EIA process includes a Noise Impact
Assessment, which will be circulated to all registered I&APs during
the Impact Assessment commenting period.

1.3. Theinternational licence application is a separate regulatory process
to that of the EIA. CWA is aware of both the process and
requirements as set out in the international application guideline and
will comply accordingly.
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It is important for the EAP to demonstrate the status of these various
important steps in the application process. It is also essential that the
EAP firstly considers that CTIA has sufficient capacity to accommodate
additional domestic and international flights and has approved
projects to further increase capacity. We will further substantiate this
statement in our response.

Section 5.2 of the Draft Scoping Report speaks to the need and
desirability of the proposed upgrade to CWA, and the expected
doubling of air travel into Cape Town by 2050 (from about 10 million
passengers per annum (mppa) to approximately 20 mppa as a

1.4. Theinternational licence application is a separate regulatory process
to that of the EIA. CWA is aware of both the process and
requirements as set out in the international application guideline and
will comply accordingly.

As it relates matters of capacity, please refer to 1.1 and 1.1.1 above.

1.5. CWA response: CWA will address ACSA’s comments in two parts:

Part 1: ACSA’s comment on having sufficient capacity
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1.6.

justification for a second airport. ACSA has an approved Network
Strategy, CTIA masterplan and CAPEX permission application process
which forecasts growth and enables the development of the airport
and additional capacity by 2050 to 23.6 million passengers per annum.
The airport will thus have sufficient capacity to meet this forecasted
demand. It is important to disclose and consider in the CWA EIA that
Airports Company South Africa has an approved 5-year Permission, a
10-year Development Plan and a ultimate masterplan. The new ACSA
airport charges (tariffs) were gazetted in government notice 2269 of
2nd January 2024, which was informed by the CAPEX Permission. The
former Minister of Transport, Ms Sindisiwe Chikunga, also announced
the commencement of the CTIA major capacity projects at a media
briefing on the 5th of March 2024. These projects include the
commencement of the New ReAligned Runway (NRR) and terminal
expansion projects, as well as additional terminal buildings, air
bridges, aircraft parking bays, and airfield circulation enhancements,
amongst other investments. Key areas of the international terminal
will also be upgraded to increase capacity. This therefore means that
CTIA can accommodate forecasted passenger volumes of 23.6 million
passengers per annum by 2050.

With regards to unmet market demand, e.g page 28 of 340 of the
Comments & Responses Report Appendix 30 and various other
statements on the market demand, it is not clear where the additional
demand will emanate from. Due to the high upfront costs to start
flights to a new destination or country, carriers are very careful to
make sure that sufficient demand for new flights exists. As indicated
above, no evidence exists of new markets which challenge the need
for, and desirability of a second airport in the Cape Town Metro
especially where CTIA will accommodate all forecasted scheduled
domestic and international traffic. The NADP states that "An
application for international status of an airport should be
accompanied by a comprehensive feasibility study with specific
emphasis on economic and financial viability and sustainability. In

1.6.

With reference to matters of capacity please refer to responses
provided in 1.1 and 1.1.1.

Part 2: The ACSA long-term traffic forecasts and associated
development plans are dynamic and flexible

The economic regulator grants a tariff to fund a particular ACSA-
developed capex plan. The tariff decision is dynamic and accounts for
changes in the capex plan over time. This means that the plans are
not fixed due to market shifts and environmental factors.

The plans are determined through the constructive engagement
process with airlines and are dynamic. It changes over time as traffic
demand, technology and other market drivers change. This includes
the introduction of airport infrastructure outside of the ACSA
network, such as the CWA development.

The ACSA development plans or capex plans, are a function of market
and industry inputs. The development plans are co-created together
with the airlines and must be dynamic enough to respond to market
changes. The permission period is 5 years for review every 3 years,
allowing for traffic forecasts and development plans to be updated as
required.

As it relates matters of new markets and unmet demand, please
refer to 1.1.2 above.

The international licence application is a separate regulatory process
to that of the EIA. CWA is aware of both the process and
requirements as set out in the international application guideline and
will comply accordingly.

As it relates matters of capacity, please refer to 1.1 and 1.1.1 above.
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1.7.

particular, an applicant should be able to demonstrate: The presence
of significant unmet market demand for international air services and
its ability to meet such demand"; therefore a key criteria is to meet
unmet market demand. Airports Company South Africa confirms that
we do not have capacity constraints and have approved projects to
meet future demand.

The CTIA ultimate masterplan includes the development of a second
parallel runway and associated infrastructure. CTIA can thus
ultimately develop to 45 mppa. Therefore, using capacity and demand
as a reasoning to justify the need and desirability of the proposed
CWA is factually incorrect. The EAP cannot ignore these projects and
masterplans in determining the viability of CWA by stating that there
is unmet demand. Page 28 and 29 of the Comments and Responses
Report, Appendix 30, also states "CWA's industry consultation has
shown that there is unmet demand". ACSA is not aware of this unmet
market demand and it is important that the EAP demonstrates where
this unmet demand is, because it is an important trigger and
motivation criteria in this EIA.

1.7. Response from CWA:

Part 1: ACSA’s ability to deliver capacity up to 45MPPA

ACSA puts forward CTIA’s ability to deliver capacity as one of the main
arguments as to why a second airport should not exist, when in fact
this is but one consideration in a multitude of factors that should be
considered when evaluating the need for a second airport. CWA
notes ACSA’s 5-year development plan. The basis for ACSA’s
argument is that CTIA can provide further capacity based solely on
the fact that there is an airport master plan in place which indicates
that the airport can grow up to 45MPPA.

According to a publication by IATA “Airport Master Plans: impact on
capacity & efficiency, GANIS 2017 — Montreal, Canada...

e An airport master plan is the airport’s vision of how the
ultimate development potential of the airport could be realised

e [tis a physical representation of an airport's long-term capital
investment / business plan

e [t will provide an indication of how capacity enhancement may
proceed over the short (0-10 year), medium (10-20 year) and
long (20+ year) terms.”

It is not fait accompli that CTIA will be able to develop the airport to
this level of capacity. To reach the capacity of 45SMMPA, CTIA will
require a new second parallel runway (in addition to the new
realigned runway), multiple terminal expansions, apron
development, and so forth. None of these carry development rights
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or regulatory approvals at this stage. These development
programmes will be subject to development planning and regulatory
processes. The outcome of these development planning processes
will then take broader considerations and impacts into account such
as road access, bulk services, safety, noise, informal settlements, etc.

It is CWA’s understanding that some of these developments are
reliant on the acquisition and consolidation of all vacant land to the
east of the current airport envelope and to the west of Symphony
Way. In and during these processes the relocation of a number of
large informal settlements have to be done with the relevant
authorities.

It is therefore premature for ACSA to say that CTIA can grow to
45MPPA, when the required rights and regulatory approvals have not
been obtained to substantiate such a statement.

Part 2: Capacity is not the sole criterion for the assessment of a
second airport

Capacity is not the only consideration in assessing the need for a
second airport. A complete view of CWA's value proposition will have
to be considered. Delivering additional capacity into the airport
network, is but one. As a second airport CWA will:

e  Contribute to the City of Cape Town being more resilient, by
adding airport capacity and redundancy to the airport system
in Cape Town and the region, so that it is not only reliant

airport.
e Enable increased route profitability for all airlines flying into
CTIA due to:
J Reduced fuel reserves
. Reduced fuel consumption
. Increased payload (passenger or cargo)

e Enable new market entrants due to increased route
profitability, making Cape Town more competitive as a
destination
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e Drive a greener economy

o Enabling the airline industry to achieve their Net
Zero target
. Contributing to greener skies due to reduced

carbon emission reductions
e Enable economic development and improving social
conditions during construction and for the lifespan of the
airport’s operation

. The expansion of CWA will require a workforce for
all parts of the airport value chain, representing a
massive recruitment opportunity, i.e. there will be
large volumes of vacancies.

As such CTIA’s plans to deliver additional capacity is not a sufficiently
compelling argument as to why CWA as a second airport should not
exist.

Part 3: CWA’s market strategy

CWA'’s market strategy is informed by research, data and extensive
industry consultations. Amongst other factors, it delineates between
regional-international and intercontinental scheduled services. As
part of the strategy, unique opportunities have been identified. This
is the basis on which CWA is willing to make a significant investment.

CWA is mindful of disclosing the full detail of its market strategy,
because this is privileged information but can confirm the following:

e General Aviation Services
e Diversion Services
e Domestic Scheduled Services
e Regional-International Scheduled Services
o CWA as an international airport will contribute towards
the growth and retention of current regional-international
markets which are currently underserved
o CWA as an international airport will attract new regional-
international markets which are currently unserved
e Intercontinental Scheduled Services
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1.8.

Page 28 of 340: CWA incorrectly states that "as a designated airport
(it) will generate its own traffic, facilitating domestic and international
scheduled airline services and performing a complementary role to
the existing Cape Town International Airport and the region by
providing an injection of needed capacity (specifically during peak
hours)". A major investment in a second commercial domestic and
international airport, to attract scheduled domestic and international
traffic, only becomes viable when additional capacity is required. It is
therefore important that the EAP first recognizes and confirms that
CTIA has sufficient capacity and will invest and grow as air traffic and
passenger volumes increase. The EAP must recognize these facts and
use this information when considering the "need and desirability" of
CWA, and to address the question of why a second airport is required.
Please see attached map of the CTIA site and the ultimate masterplan
in Figure 1 below.

o CWA as an international airport will contribute towards
the growth and retention of current inter-continental
markets which are currently underserved

o CWA as an international airport will new inter-continental
markets, which are currently unserved

1.8. CWA Response: “as a designated airport CWA will generate its own

traffic, facilitating domestic and international scheduled airline
services and performing a complementary role to the existing Cape
Town International Airport and the region by providing an injection
of needed capacity (specifically during peak hours)”

The above statement is substantiated based on the following:

e CWA concluded a comprehensive business strategy and plan
which was informed by numerous market intelligence,
stakeholder inputs, risk analysis and mitigation plans and
included amongst plans, a detailed financial plan.

e Asan outcome of the business strategy, a full market strategy
was developed.

e In accordance with the business plan, the economic and
financial feasibility and viability for CWA indicates that the
Cape Winelands Airport is economically viable and financially
feasible and demonstrates long-term sustainability.

e In addition, the airport would contribute to and significantly
enhance environmental sustainability.

As it relates matters of capacity, please refer to 1.1 and 1.1.1 above.

Role of Cape Winelands Airport

The aviation sector is broad and complex, with multiple unique and
heterogenous sub-sectors. It is globally accepted that multiple airport
operators can serve different and overlapping roles.

Complementary role as General Aviation Hub
General aviation is key market and integral part of CWA’s business strategy.
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There are other airfields within 30km of CWA, however each are already at or
near their maximum hangar capacity, with short runways suitable for only a
small portion of the sector and face significant barriers to expansion due to
various factors (location, size, zoning, availability of land). The expansion of
CWA will provide much needed relief.

CWA will therefore be the only airport in the region other than CTIA with the
infrastructure capable of serving the broader General Aviation (GA) sector —a
sub-sector that is currently faced with significant capacity shortages rendering
the industry unable to serve the ever-increasing demand. With CWA, the GA
sub-sector can finally consolidate at one airport in an environment conducive
to growth, stimulating further economic activity.

In addition to an independent GA traffic forecast that was conducted for CWA,
CWA held extensive engagements with GA operators from across the country
to gauge the interest and support from industry. It was concluded that there
is an overwhelming shortage of GA capacity and facilities within Cape Town
across the GA sector. CWA's plans have therefore been informed by industry
and are a direct response to demonstrated demand.

The CWA will play a major role in consolidating general aviation in the region.

Complementary role as Diversion Airport

The decision to apply for an ICAO Code 4F instrument operations and ICAO
Category 9 fire and rescue level of protection with a 3.5km runway follow
extensive industry consultations with airlines and airline associations. This
level of infrastructure and services are required by the airline operators in
order to use Cape Winelands Airport as an alternative destination airport in
the event of diversions. From the specialist studies it is clear that such
capability and capacity will reduce operating costs by up to 5% per flight for
current services operating into Cape Town International Airport. The savings
in cost is as a direct result of a reduction in fuel uplift and fuel burn, the latter
then having a further positive impact by reducing carbon emissions up to 5%
per flight.

Globally, the airline industry is challenged to achieve Net Zero by 2050. The
existence of Cape Winelands Airport will enable a 5% reduction in carbon
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emissions for every flight flying into CTIA. It will allow Cape Town to be ahead
of the curve in being an attractive destination for those users that do not only
value lower costs but also environmental considerations — an increasing trend
amongst global travellers. Through this CWA will also align to the aspirations
as set out in the National Airport Development Plan (NADP).

Projected indications are that the cumulative savings or value being retained
on an annual basis exceeds R1 billion per annum when considered and
calculated across all of the airlines.

The specialist studies completed confirm that the further development and
expansion of the Cape Winelands Airport will significantly contribute in
providing real relief for the airline operators in terms of costs and route
profitability. Airline margins are very low, 2-5%, a 5% reduction in the
operating costs of a route therefore will make a meaningful impact, not only
in retaining current airlines but also in attracting airlines where the business
case have been marginal to date.

The savings have been verified as real and significant and will be a key
contributing factor in ensuring growing and sustainable air access into the
region, much needed to mirror the growing population and economic activity
in Cape Town and the Western Cape.

These benefits accrue with airlines continuing to fly into Cape Town
International Airport, i.e. as a diversion airport, CWA does not take away any
of Cape Town International Airport’s traffic.

Another key benefit associated with CWA as a diversion airport accrues to the
passenger, with the CWA as the diversion airport being located in the same
city as the destination airport (CTIA), i.e. currently when aircraft are diverted
from CTIA, passengers find themselves in a different city. With the existence
of CWA as a diversion airport, passengers will have the immense of diverting
to an airport in the same city only 25km away from their intended destination.

Scheduled Services

Considering the major capital expansion project that CWA is embarking on,
which includes a 3.5km Code F runway, the gradual traffic growth may seem
misplaced. However, the primary reason for CWA implementing such
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infrastructure is not just about scheduled passenger growth at its own airport
— it is to specifically unlock the benefits enabled to the airline sector by
introducing a much closer alternate airport for the purposes of diversions and
fuel planning on flights inbound to CTIA from day one of the airport opening —
as the same level of runway capability as CTIA is required in order to do so.

The infrastructure described above, comes into being through an innovative
and fresh way of creating world class infrastructure in a manner that also has
minimum impact on the airlines and passengers from a tariff and cost
perspective.

This same infrastructure can and will be used to build scheduled services over
time in and out of Cape Winelands Airport. The approach towards Cape
Winelands Airport’s (CWA) introduction into the market is one of measured
conservatism with CWA expected to process 5 million passengers per annum
over 25 years. CWA is expected to have 25% market share (5 million of 20
million). This equates to CWA’s own incremental growth of market share of a
very gradual 1% per annum.

CWA'’s conservative and measured approach to traffic development over the
25 years, will enable both CWA, CTIA and other airports to adjust their
business plans in keeping with market shifts and growth by positively
contributing to CTIA’s and CWA's sustainability.

Complementary role as a Reliever Airport

CWA, as a reliever airport will perform multiple functions, from relieving
congestion at CTIA during times of temporary increased activity or providing
redundancy to the City of Cape Town in times when the airport is closed for
an extended period of time. As a reliever airport:

e CWA will improve the attractiveness of the city to host major events by
providing additional airport capacity. When the city bids for a mega event,
air access is always a key consideration and with added airport capacity it
could be the difference between being the winning bidding city or not.
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e CWA will contribute toward continuity of economic activity (trade and
tourism) in the event of an extended closure at CTIA.

e CWA could provide additional temporary or permanent capacity during
peak periods (slot constraint times and peak seasons noting the seasonal
nature of visitor trends)

e CWA will offer redundancy in the event of catastrophic fires, structural
failures, fuel or power supply interruptions etc, etc

Add to that the benefits of having a second airport, as is the case with most
major prospering cities, ensuring full redundancy in the event of a failure of
infrastructure, services or systems at any one of the airports. Regular failures
have been experienced at CTIA in recent times ranging from fuel supply,
availability of runway and power failures. On each occasion the impact on both
the airlines and passengers are significant, this in terms of disruption, costs
and inconvenience.

It is clear that the relationship between CTIA and CWA is complementary in
that as a first step CWA allows to grow the market substantially and on a
sustainable basis.

The two main airports CTIA and CWA can in terms of their respective master
plans, co-exist and integrate with smaller surrounding airfields, the
consolidated picture essentially representing the Cape Town and Western
Cape integrated Air Access Master Plan.

Competition
ACSA has since its establishment had the benefit of operating CTIA for 30 years
without competition.

CWA'’s position is that competition in a free-market economy is critically
important, this includes competing fairly with competitors, customers and
suppliers, alike.

Competition benefits both businesses and consumers. It shows companies
where they need to improve; encourage organisations to strive for greater
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1.9.

The Scoping Report argues that the airport will be built with private
funds and will therefore not be a cost to the taxpayer or public. While
the airport itself may be funded privately, the airport needs a wide
range of services from government to function. These government
services like SARS (including Customs), Border Management Authority
(BMA) (including Department of Home Affairs, Port Health,
Agriculture, Environment), SAPS, and bulk infrastructure
requirements like roads, water, electricity, sewer to support a second
commercial international airport, will be funded by the taxpayer and
it is therefore important to consider whether the investment in a new
international airport is required and whether the state can adequately
resource this new airport.

efficiency, become more innovative, more productive, and be better
businesses, in other words ultimately satisfying unmet demand.

It is CWA’s view that the proposed investment into CWA should be welcomed
as it helps to grow the SA airport network and sector as a whole, while
contributing toward a sustainable city.

Response by EAP: The comment is noted. The EAP also notes the masterplan
on which the CTIA capacity and growth statement is based. In Terms of NEMA
the development rights are not in place for the full scope of the masterplan,
therefor it does not form part of the scope of assessment.

1.9. CWA Response: The CWA expansion will not be a burden on the state
or the taxpayer. On the contrary, CWA will contribute to the fiscus
during construction and ongoing operations as various taxes and
levies will become payable or accrue to the National Government and
the City of Cape Town. The fiscus will benefit from individual and
company taxes, individual taxes and levies, VAT and import duties.

The airport expansion will make a significant financial contribution to
the City of Cape Town and South African fiscus through:

e Increase in gross geographic product (GGP)

e Increase in household income

e Rates and services to the City of Cape Town

e Employment Opportunities

e New Business Sales

In addition, it is CWA’s intention that government services be
procured on a cost recovery basis so that the taxpayer is not
impacted.
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A diversion airport:

Section 5.2 of the Draft Scoping Report argues that it is necessary to
build a second airport for diversions and considers the status of CWA
as an alternative diversion airport and the associated environmental
savings. We raised comments on this on page 29 and 30 of the
Comments and Responses report, Appendix 30, under Section 3.5:

"In terms of diversions, international airlines designate optimal
airports on route and ACSA has four airports within its network that
can easily accommodate wide body diversions into CTIA, these being
OR TIA, KSIA, BFIA and UIA. The coastal airports of George and CDSIA
also serve as domestic diversion airports".

The EAP's response to this was the following: "ACSA does not consider
diversion distance(s) in their list of diversion criteria. Distance to an
alternate airport for a diversion is a direct determinant of the quantum
of reserve fuel to be carried on board each flight. Changing the
declared alternative airport from ORTIA/FA OR to CWA/FA WN (for
example) results in a substantial reduction in possible diversions
distance, from 1271km to 25km".

Our response to this is as follows:

The EAP recognizes in their report "App-28-CWA-Diversion-Airport-
Analysis Excerpt-3.pdf' that airlines select different diversion airports
as an alternate diversion airport and that domestic airlines select other
domestic airports like CDSIA airport in Ggeberha as an alternate
diversion airport to CTIA. In terms of diversions, international airlines
designate optimal airports on route and ACSA has four airports within
its network that can easily accommodate wide body diversions into
CTIA, these being OR Tambo International Airport (ORTIA), King Shaka
Intemational Airport (KSIA), Braam Fischer International Airport (BFIA)
and Upington International Airport (UIA). The coastal airports of

2.1

As it relates to infrastructure requirements, CWA plans to be
predominantly self-sufficient and off the grid to limit the reliance on
City resources.

CWA response:

Part 1: Current diversion airports within the ACSA network

Diversion airports for wide body operations:

ACSA states that “it has four airports within its network that can easily
accommodate wide body diversions into CTIA, these being OR Tambo
International Airport (ORTIA), King Shaka International Airport (KSIA),
Braam Fischer International Airport (BFIA) and Upington
International Airport (UIA).”

Airlines perform their own technical and commercial assessment
around which alternates are viable and preferred, which includes
factors such as:

. Runway & taxiway length, width and strength

. Aerodrome operational hours

. Ground-handling capability and handling agreements
. Navigational aids

. Weather

. Apron parking space

. Crew duty time limits

. Cost and availability of accommodation for pax & crew

Considering the above factors, ORTIA is in fact the preferred alternate
for flights destined for CTIA even though it is not the closest, and
therefore it is not an “over-exaggeration” to use ORTIA as the
baseline for diversion distance.

A recent example of this was the incident on 29 July 2024 whereby
the loss of power to the runway lights at CTIA caused several
domestic and international flights to divert to ORTIA. During this
incident and per ACSA’s own announcements at the time, every
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George Airport (GRG), Chief Dawid Stuurman International Airport
(CDSIA) and King Phalo Airport (KPA) also serve as domestic diversion
airports. The ACSA masterplan makes provision for the upgrade of
domestic coastal airports to ICAO Code 4E airports, which will be able
to accommodate international widebody flights. GRG and CDSIA will be
upgraded by 2030 and KPA will be upgraded by 2040.

However, in their response to our comments, CWA assumes that
airlines use ORTIA as alternate airport (a worst-case scenario) and
makes reference to a distance of 1271 km (CTIA to ORTIA) vs 25km
(CTIA to CWA). As mentioned in ACSA's previous response, airlines
select different airports for diversions. The distance from CTIA to GRG
is 349km, the distance from CTIA to CDSIA is 659km and CT IA to UIA is
667km. The example of using the distance from CTIA to ORTIA (1271
km), is therefore an over exaggeration of the diversion distance, and
potential fuel savings. The "alternative airport and environmental
savings" study needs to consider the existing possible diversion
airports to determine a more realistic environmental savings.

Itis also important to note that diversions to alternate airports are also
mostly temporary and that passengers do not disembark from the
aircraft before the aircraft continues on its journey to the original
destination airport, in line with the Foreign Operators Permit.

single wide-body aircraft diverted to ORTIA only, which is
contradictory to ACSA’s comment that using ORTIA as the baseline
for assessment in Appendix 28 is an “over exaggeration”.

Diversion airports for domestic operations:
ACSA states that “the coastal airports of George and CDSIA also serve
as domestic diversion airports.”

For domestic diversions, as per Appendix 28, CWA has in fact used
CDSIA as the baseline diversion alternate, as recommended by ACSA.

As it relates to both international and domestic diversions, CWA has
also corroborated the above with domestic and international airline
carriers, and therefore for reasons mentioned above, the study
performed on fuel, payload and environmental savings is based on
data and consultations and is indeed realistic.

Part 2: ACSA’s future plans to upgrade the domestic coastal airports
to accommodate international widebody flights for diversions

ACSA states that “The ACSA masterplan makes provision for the
upgrade of domestic coastal airports to ICAO Code 4F airports, which
will be able to accommodate international widebody flights. GRG and
CDSIA will be upgraded by 2030 and KPA will be upgraded by 2040.”

In this instance the expansion of the CWA subject to regulatory
approvals will come onstream before 2030 and 2040 respectively and
deliver a closer alternate airport for CTIA, only 25 km away. This will
result in a significantly closer diversion alternate, which leads to less
diversion fuel being required and therefore less weight carried;
resulting in the fuel, payload and environmental savings.

Given this, the introduction of CWA as the diversion airport, allows
ACSA to reposition their initial plans of upgrading the coastal airports
to ICAO Code 4E. ACSA can instead more efficiently allocate capital to
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Security of JETAI fuel supply:

We included the following comment in the first scoping report: "CWA
must also indicate what or where alternative supplies of JET Al fuel will
be sourced from, noting that if CWA is dependent on current existing
sources of fuel, it may exacerbate current fuel supply and storage
issues in the region.

The EAP then provided the following response: "Fuel supply, including
the supply of Jet A-I fuel will be secured through supply agreements,
which naturally include confidentiality clauses, standard to Aviation
industry practices. With CWA expanding the market and providing its
own storage, the buying power of Cape Town as a region will improve
which will actually alleviate fuel supply and storage issues in the region,
not exacerbate issues".

We disagree with this response to our comment and respond as
follows:

CTIA receives a daily supply of JETAI fuel to meet the demand for JETAL
The bulk of the fuel supplied to CTIA comes from a single refinery in
Cape Town. CTIA has experienced challenges with the continuity of

other business priorities in their coastal airports or across their
network of airports.

. The solution results in a win-win scenario for all roleplayers: ACSA,
the airlines, the passengers and CWA.

Knowing the above, and should ACSA decide to still proceed with the
upgrades for the coastal airports, even with CWA in existence, it does
not change the fact that these airports are a substantial distance
away from CTIA compared to the proposed CWA (25km) and thus
environmental, fuel and payload savings enabled by CWA would still
apply. It would offer the passengers a far less favourable solution as
they will land in a different city as opposed to landing the city of their
destination.

3. Response by CWA:

Addressing Supply Chain Concerns

We understand that CTIA currently faces challenges with the continuity of Jet
A-1 fuel supply, given its reliance on a single refinery in Cape Town. CWA has
thoroughly considered these factors and is committed to ensuring that our
operations do not exacerbate existing supply chain issues.

Alternative Supply Sources:

CWA is actively exploring and securing multiple supply agreements with
various suppliers, both locally and internationally. These agreements are
intended to diversify our fuel sources, thereby reducing the dependency on
any single refinery or supply chain. This diversification strategy is central to
our plan to enhance the overall resilience of the regional fuel supply network
and to open up new supply chain opportunities which will enhance
competition in the region.

Storage Capacity and Buffer Stock:

The storage facilities at CWA are being designed not only to meet our
operational needs but ultimately also to contribute to the region’s overall fuel
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JETAI supply and the production of JETAI supply from the refinery,
which is sometimes insufficient to meet all the demands of CTIA,
especially during peak periods. A secondary airport with a significant
demand for JETAI will split the supply chain, add complexity and place
additional JETAI supply demands and logistic requirements on the
refinery and fuel suppliers, which will negatively impact the supply and
storage priority currently in place for CTIA. The storage of JETAI mainly
serves to create a buffer stock to be used in the event of production or
logistic disruptions. The CWA EIA should therefore demonstrate how
the overall risks associated with security of fuel supply will be
addressed, so as not to further exacerbate the current supply
challenges.

storage capacity. By increasing the storage infrastructure, we aim to create
additional buffer stock that can be utilized in case of any disruptions in the
supply chain, potentially even alleviating pressure on CTIA during peak
demand periods.

Supply Chain Management:

We are aware of the complexities involved in splitting the supply chain
between two significant airports. To mitigate this, we are implementing
advanced supply chain management strategies to ensure that fuel demand is
met efficiently without placing undue strain on the current single refinery in
Cape Town and logistics operations

Transportation of Fuel:

CWA is well positioned to, over the medium to long term, have all bulk aviation
fuel moved via the existing and adjacent active rail line running into both the
ports of Cape Town and Saldanha Bay. This will avoid CWA having to, as in the
case of CTIA, having to truck fuel via public roads.

Collaborative Approach:

CWA is committed to working with CTIA, ACSA, and other stakeholders to align
our fuel supply strategies as far as possible, within the ambit of the law. We
believe that through collaboration, we can enhance the region’s fuel security
and address any potential challenges proactively to the benefit of all
roleplayers.

To conclude, CWA remains dedicated to ensuring our development enhances
the region’s aviation infrastructure without compromising existing operations,
and we are confident that it will demonstrate our commitment to not only
securing CWA’s fuel needs but also contributing positively to the region’s
overall fuel supply stability, growing supply capability and increasing aviation
fuel supply chain competitiveness.
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4.1.

4.2.

Regulatory Approvals Process:

Cape Winelands Airport (CWA) is proposing to upgrade from a General
Aviation Category 1 airfield to an airport with scheduled and
unscheduled commercial domestic and international operations, with
airport infrastructure for ICAO Code 4E instrument operations and
ICAO Category 9 fire and rescue level of protection. This is a significant
transformation of the air transport sector, not only in Cape Town, but
also to South African airspace in general, and requires careful
consideration. It is often stated in marketing and media releases that
CWA proposes to be the Lanseria of Cape Town which is 25 km apart
from CWA. As with many large cities worldwide with multiple airports,
the location of Lanseria Airport in the West in relation to OR Tambo
International Airport (ORT IA) in the East with a separation distance of
59.5 km, was meticulously planned and supported by approved
planning frameworks; with operating procedures in place by the
regulator to ensure careful airspace management and safety.

True competition amongst airports within the same City is a
misnomer. Despite JFK operating alongside Newark, or Heathrow
operating alongside Gatwick, Stansted and London City, it is still the
civil aviation regulator who issues licenses to operate and rationalizes
the traffic on the airport operations and designates specific airports
for specific types of traffic (such as domestic, regional or long haul),
be they government owned or private, to ensure overall sustainability
and viability of both airspace and airport capacity. In most Cities in the
world, there is one major international hub airport and smaller
secondary airports to accommodate required demand and located to
serve a particular clearly differentiated market.

4.

CWA Response:

4.1. Asupplementary study and simulation were initiated in response to
the EIA comments and will be included in the impact assessment
phase of the EIA. The purpose of the study is to further validate and
reaffirm that:

e FAWN and FACT can operate independently and safely with,
considering both CTIA runways, 01/19 and its new realigned
runway (NRR) runway configuration (s).

e FACT arrival and departure tracks over FAWN will have sufficient
distance to permit independent operations between the two
airports.

e Aircraft arriving and departing FACT permit sufficient vertical
separation for aircraft to depart and arrive FAWN. Arriving and
departing aircraft for the respective airfields can be separated
laterally and vertically well within accepted industry norms and
standards.

e FAWN's compatibility with FACT, emphasising its strategic
importance rooted in alignment with GANP and NAMP.

4.2. CWA Response: It is not clear what ACSA means with “true
competition”.

The aviation sector is broad and complex, with multiple unique and
heterogenous sub-sectors. It is globally accepted that multiple airport
operators can serve different and overlapping roles. Please refer to
1.8, where CWA'’s role is clearly articulated.

ACSA should welcome the proposed investment into CWA as it helps
to grow the SA airport network and sector as a whole, while de-risking
ACSA’s business through private sector investment.

The regulatory framework as outlined in the Airports Company Act
1993, protects ACSA by granting a commercial return on assets and
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4.3.

We understand that an Environmental Impact Assessment (EIA) is but
one of a series of regulatory hurdles as highlighted in the NADP. The
regulators may impose operating restrictions on CWA, such as
handling international / regional / scheduled carriers, operating
curfews and airspace capacity constraints. These restrictions could
change the need and desirability of CWA, and should be considered as
risks, the magnitude of which should be assessed via the EIA process.
The business case and EIA assumes that the CWA will attain
international license status. As an example, the socioeconomic
benefits and financial viability of an international airport with
unrestrained capacity will display a very different risk / benefit profile
to an airport that is restricted to handling general aviation only. The
EAP should formally consider the implications of CWA not receiving an
international license in the scoping report. This will change the scope
and viability of the project, and the projected impact outcomes.

4.3.

thus, as long as no unnecessary investments in infrastructure are
made, the airports will always be sustainable. This is true for all
airports in the ACSA network, including Cape Town International
Airport and George Airport.

Competition in a free-market economy is critically important, this
includes competing fairly with competitors, customers and suppliers,
alike. SA competition laws prohibit agreements or behaviour that
damages competition or companies abusing dominant market
positions.

Competition benefits both businesses and consumers. It shows
companies where they need to improve; encourage organisations to
strive for greater efficiency, become more innovative, more
productive, and be better businesses, in other words ultimately
satisfying unmet demand.

As it relates matters of CWA’s market strategy, please refer to 1.1.2
above.

Response by EAP: At this junction no restrictions have been imposed,

therefore the EIA is assessing the scope as per the applicant’s
intent. All EIAs assess the business case as per current status quo. No
restrictions have been imposed therefore it’s not applicable at this
point of the EIA. The NEMA EIA process stands separate to the
International Licence Application, therefore the EIA needs to deal
with the assessment of the “worst case” scenario being the full
scheme. The EIA deals with the current scope and to date there are
no indication that operating restrictions will be imposed.
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4.4,

It is important to note that since the commencement of this EIA, the
proposed upgrading of CWA to a scheduled commercial domestic and
international airport has never been considered in government policy,
the National Aviation Development Plan (NADP) and the City of Cape
Town Metropolitan Spatial Development Framework (MSDF). A
second or secondary city airport in the greater Cape Town area has
also not been formally considered in policy or strategy, since it has
long been established that Cape Town International Airport (CTIA) has
capacity to expand and meet demand for the foreseeable future.

4.4. CWA Response: It is factually incorrect to state that the CWA

proposed upgrading has never been considered in government policy
or the National Airport Development Plan (NADP) as a specific
development would never be included in policy. A development can
however be aligned to policy and CWA is strongly aligned to
government policy and the NADP.

In terms of infrastructure development, the White Paper on National
Civil Aviation Policy (2017), recognises the importance of
modernising and expanding airport infrastructure. It emphasises the
need for well-maintained airports to accommodate growing air traffic
demand. The policy recognises the environmental impact of airports
and encourages sustainable practices, noise reduction, and eco-
friendly airport designs.

CWA is strongly aligned to the vision of the South African airport
network as set in the NADP.

“The vision for a South African airport network includes that it...

* Has sufficient capacity to handle air traffic, passenger, and
freight volumes

* Is integrated into the strategic transport network, spatial
development and land use planning

* Isable to balance and meet the needs of airport users

* s financially sustainable

* Complies with safety, security and environmental regulation,
including noise and emissions

* Optimises contribution to socio-economic development and
meeting government’s wider objectives, both directly and
indirectly through airport precinct development, and thereby
helps to position South Africa competitively both on the
continent and globally

* Is responsive to changing technologies”

The NADP also identifies critical gaps, which through the expansion
of CWA will be addressed.
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The City of Cape Town Metropolitan Spatial Development Framework
(MSDF) is created in terms of the Municipal Planning By-law (MPBL).
Section 99 of the MPBL puts it in context “the proposed use or
development of land must comply with or be consistent with the
municipal spatial development framework, or if not, a deviation from
the  municipal  spatial  development  framework  must
be permissible.” The MSDF is a policy document providing guidelines
as stipulated in the MPBL. Policies are not laws. Policies provide
general guidelines, not rules that must be followed and may not be
departed from. While it is generally the case that development
proposal must adhere to policy normes, it is entirely permissible for
those norms to be departed from provided that the departure is
reasonable and justified by context-specific considerations.
Ultimately, the City’s duty is to evaluate a development proposal on
its own terms and assess its compliance with the requirements set
out in Section 99 of the MPBL. To that end, the City cannot fetter its
discretion by blindly or rigidly applying policies without due regard
for the exigencies of a particular situation.

It is not possible for long-term spatial strategies to anticipate all
initiatives by the private sector in all sectors in a free and competitive
marketplace, as opposed to a State-controlled economy which is not
market-driven. At best it can provide principles, goals and targets in
broad terms.

The City of Cape Town in its comments dated 23 August 2024 stated
correctly that “1.21.3 The MSDF focuses on matters relating to land
use and the long- term spatial planning and does not include
operational details associated with the operations of both airports
and in particular, the proposed CWA to cater for scheduled
commercial aircraft operations. This is outside of the MSDF policy
guidance because it is effectively outside the mandate of the City to
stipulate the appropriateness of such land uses ...” Thus, ACSA’s
expectations of the content and the status of the MSDF is misplaced.
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4.5.

4.6.

In our comments submitted in December 2023, we stated that Cabinet
decided in 1998 to rationalize the Ports of Entry. This decision
restricted the number of international airports to ten. The response
to this by the EAP was that this decision was made more than two
decades ago, and that the decision is outdated and needs to be
revised. While this decision was taken more than two decades ago, it
does not retract from the fact that it remains current policy, is legally
binding and valid. In addition, according to the NADP, applications for
an international airport must be submitted to the Cabinet for
consideration.

ACSA is in full support of additional independent commercial airports
operating in addition to ACSA airports. South Africa has more than 100
licensed aerodromes. We appreciate and support how the
introduction of additional airports into the network can result in
market efficiencies, improved customer satisfaction and services, and
lower prices. However, this support extends only where this makes
practical and economic sense, underpinned by the need for additional
capacity informed by traffic forecasts that trigger new airport
developments, and are backed by sound planning principles and an
airport development framework that unfolds to support traffic
forecasts and capacity demand.

4.5.

4.6.

Alignment with all levels of spatial planning from National to District
will be addressed in the process going forward.

This comment is noted by the EAP. Furthermore, the international
license application is a separate regulatory process, one which CWA
will follow when it triggers its international license application.

CWA response:
Sustainability of ACSA airports

As long as ACSA, as a fellow developer and operator of airports,
optimises its funding model by investing in assets that are needed
(from its own specific demand) it can never be unsustainable.

Based on the regulatory model and in keeping with the regulatory
framework as outlined in the Airports Company Act 1993, which
protects ACSA by granting a commercial return on assets and thus, as
long as no unnecessary investments in infrastructure are made, the
airports will always be sustainable.

This is true for all airports in the ACSA network, including Cape Town
International Airport and George Airport.

CWA'’s Sustainability

e CWA concluded a comprehensive business strategy and plan
which was informed by numerous market intelligence,
stakeholder inputs, risk analysis and mitigation plans and
included amongst plans, a detailed financial plan.
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As an outcome of the business strategy, a full market strategy
was developed.

In accordance with the business plan, the economic and
financial feasibility and viability for CWA indicates that the Cape
Winelands Airport is economically viable and financially feasible
and demonstrates long-term sustainability.

In addition, the airport would contribute to and significantly
enhance environmental sustainability.

CWA'’s value proposition extends beyond delivering additional
capacity into the airport network

Capacity is not the only consideration in assessing the need for a
second airport. A complete view of CWA’s value proposition will have
to be considered. Delivering additional capacity into the airport
network, is but one. As a second airport CWA will enable the
following market efficiencies, improved customer satisfaction and
services, and lower prices:

Contribute to the City of Cape Town being more resilient, by

adding airport capacity and redundancy to the airport system in

Cape Town and the region, so that it is not only reliant airport.

Enable increased route profitability for all airlines flying into

CTIA due to:

e  Reduced fuel reserves

e Reduced fuel consumption

e Increased payload (passenger or cargo)

Enable new market entrants due to increased route

profitability, making Cape Town more competitive as a

destination

Drive a greener economy

e Enabling the airline industry to achieve their Net Zero
target

e Contributing to greener skies due to reduced carbon
emission reductions
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CTIA's New Realigned Runway:

The EAP scoping reports persists in stating that the New Re-aligned
Runway (NRR) at CTIA is still under consideration. This project was initially
put on hold due to the reduced ATM and passenger volumes, and the
uncertainty and reduced sustainability of the aviation industry because of
the COVID19 pandemic. This was reasonable to ensure that we do not
invest in a costly asset that it not required by industry, because it will result
in higher tariffs. Airports invest in capacity at the right time to meet future
demand to maximize returns on assets that benefit the industry. We have
previously stated that we will recommence with these projects as soon as
the traffic volumes return.

As stated earlier, ACSA has received approval for the CTIA major projects
and already has a positive Environmental Authorisation for the New
Realigned Runway and is starting the detailed design process. Air Traffic
Navigation Services (ATNS) has been formally engaged to recommence
airspace design work. Construction is planned to commence by 2026 and

e  Enable economic development and improving social conditions
during construction and for the lifespan of the airport’s
operation
e The expansion of CWA will require a workforce for all parts

of the airport value chain, representing a massive
recruitment opportunity, i.e. there will be large volumes of
vacancies.

As such CWA believes that it has demonstrated that the introduction
of CWA into the network will result in market efficiencies, improved
customer satisfaction and services, and lower prices. It makes
practical and economic sense and it has been demonstrated that both
CTIA and CWA can co-exist and remain sustainable.

CWA affirms its commitment to collaborating with ACSA and to
working with ACSA and all industry roleplayers for the benefit of the
flourishing aviation industry in South Africa.

Please refer 1.8, which clearly articulates CWA’s role.

5. CWA response: A supplementary study and simulation were initiated
in response to the EIA comments and will be included in the impact
assessment phase of the EIA. The purpose of the study is to further
validate and reaffirm that:

e FAWN and FACT can operate independently and safely with,
considering both CTIA runways, 01/19 and its new realigned
runway (NRR) runway configuration (s).

e FACT arrival and departure tracks over FAWN will have sufficient
distance to permit independent operations between the two
airports.

e Aircraft arriving and departing FACT permit sufficient vertical
separation for aircraft to depart and arrive FAWN. Arriving and
departing aircraft for the respective airfields can be separated
laterally and vertically well within accepted industry norms and
standards.

Page 36 of 324




the realigned runway is expected to be operational by 2028/9. This project
is proceeding and is NOT simply still under consideration as interpreted by
CWA.

In light of the above, it is imperative that any airspace design planned by
CWA incorporates this NRR project and associated flight paths, noise
contours and glide slopes already considered in the approved NRR EIA. The
CWA EIA specialist studies erroneously considers the current "old" runway
orientation in its detailed analysis and not the New Re-aligned Runway at
CTIA. This is fundamentally flawed.

CWA has submitted a preliminary study that says that airspace will remain
independent and that there will be no impact on CTIA's operations and
capacity due to CWA's operations. However, until detailed design work is
completed, we cannot confirm that there will not be an impact on CTIA.
We remain concerned that the work undertaken by CWA does not fully
consider the NRR nor does it consider the second parallel runway, and that
it does not formally conclude that there will be no impact on the flight
paths serving CTIA.

CTIA's Second Parallel Runway:

As stated in our initial comments in December 2023, CTIA's Master Plan
includes a second runway. (Refer to Figure 1 above). This Master Plan has
been approved by the Department of Transport. On page 36 of 340 of the
Comments & Responses Report, it states that "CWA will not be considering

e FAWN's compatibility with FACT, emphasising its strategic
importance rooted in alignment with GANP and NAMP.

The NACO CONOPS report, that was developed for the environmental
impact assessment (EIA) demonstrates how the FAWN procedures
could be adapted to merge with FACT traffic routes in the short term.
The concept IFP designs are feasible and demonstrate the capability
of PANS-OPS design criteria to achieve solutions to complex airspace
designs. ATNS contributed to the development of the CONOPS, as
the designated ANSP, they have not identified any airspace
constraints to capacity with both airports in operations.

As capacity demands on airspace grow, the route structure can be
adapted to separate the routes laterally. The adoption of vertical and
lateral separation can be developed within the capability of the PBN
requirements post 2030 and as described with respect to the ICAO
Global Air Navigation Plan (GANP) and the South African National
Airspace Master Plan.

Examples of near-airport environments in high-capacity airspace
provide sufficient evidence that the close proximity of FAWN to FACT
should not impact the current and future aspirations of both airports.

CWA believes that it has the potential to be pivotal to South Africa's
aviation landscape, setting new standards for excellence with
unprecedented scalability.

Response from EAP: The quoted statement is a response from the
EAP, the sentence structure should have been “CWA EIA will not
consider...”. The EAP is independent, we understand that the second
parallel runway requires Environmental Authorisation first, therefore
in terms of NEMA no development rights are in place. The CTIA
second parallel runway is only an intent, it is not a given or a fix and
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the second parallel runway when impacts are assessed as part of the EIA
process" on the basis that it has "no development rights". This statement
is a concern because the EAP must independently consider all inputs. The
decision on which potential impacts to consider and which to ignore rests
with the independent EAP and Competent Authority, and not CWA.

The second parallel runway must be considered for the following reasons:

6.1.

6.2.

6.3.

It is a well-known fact that CTIA has had a second runway in its long
term planning for the CTIA precinct for more than 25 years; this has
been shared with both the City of Cape Town Municipality and
Western Cape Government over the past decades. The position and
layout of Symphony Way Road on the east of the airport is testament
to this fact, as it's unusual alignment wraps around the southern end
of the second runway (See Figure 1 above: CTIA masterplan
highlighting the two new runways and Symphony Way).

Also note that the second runway position was disclosed in the EIA
for the New Realigned Runway. The position and orientation of the
first NRR was carefully considered because of the future second
parallel runway. The second parallel runway was therefore part of
the public and stakeholder consultation process, even though there
was no requirement to trigger an EIA process because it is only
required in future.

The Western Cape Government and the City of Cape Town do not
make provisions for securing development rights of projects
earmarked for long term development. EIA rights are also limited to
no more than 10 years at most. Securing of development rights for
long term future projects is not feasible. Regardless of whether
formal development rights exist or not, the independent EAP must
consider the impact of CWA on the future development of CTIA as a
primary current approved airport. It does not make sense to continue
with an EIA for a new development without formally considering the
future development of a current approved international airport. It
does not make sense to ignore the future CTIA development plans,
approve the CWA airport and then in future realise that it
compromises the full development of the current airport. This full

it is subject to long timeframes, restrictions and change that could
result in many variables. However, the impact of the CWA application
on airspace that include the CTIA, does form part of the EIA process
and the specialist brief is guided by the NEMA protocols. We further
understand that CWA is engaging with ACSA to resolve this matter.

The second parallel runway is not approved, the EIA will deal with
existing rights.

This is only an intent that could potentially realise only in 25 years
from now, challenges of land occupation, accessibility and unrest
could influence the feasibility of the intent to develop a second
parallel runway.

The CWA does not “ignore” the intent, however as explained the
intent does not reserve rights. The airspace specialist will consider all
realistic airspace aspects in line with the required NEMA protocols.
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7.

ultimate masterplan of CTIA must be recognized and a detailed
analysis and study must be conducted on the impact of CWA. The EAP
must include this second runway in the CWA EIA, most importantly
in the socio-economic and airspace design reports of the EIA.

ACSA's Revenue Model:

With regards to ACSA revenue, page 32 of 340 of the Comments & Responses
Report Appendix 30: The EAP responds to say in bullet 6 that "traffic groMh is
not a contributing factor to ACSA's airports' sustainability" and that "the
economic regulator ignores traffic volumes", and that "as long as ACSA
continues to invest in assets that are needed... it can never be unsustainable."

This is incorrect because traffic volumes always impact on sustainability. Whilst
it is generally true under the current revenue model that lower traffic volumes
can lead to higher tariffs, this is inevitably passed on to the airlines. This then
reduces their profitability and growth prospects. As a regulated airport
operator, ACSA is required to operate sustainable airports by ensuring that
sufficient ATM and passenger volumes are maintained and increased for the
regulated asset base that either exists or is planned. This will ensure that airlines
and airports can operate efficiently and sustainably for the benefit of the public.
Since the New Realighed Runway and other major capex projects have
regulatory approval, we are now investing in future capacity to accommodate
future ATM and passenger volumes. We have forecasted ATM and passenger
volumes and started an investment programme which does not consider the
impact of CWA.

The EAP must consider the potential loss of ATM and Passenger growth at CTIA
because of the CWA development and proposed future developments and
investments. The EAP also needs to consider the dilution of an existing and
future asset base at CTIA, and the associated implications of higher tariffs or
costs for the industry operating into CTIA. This is important, because the
arguments about the financial benefits of CWA will be negated by the dilution
of the efficient use of current and future assets at CTIA.

“n

CWA response: The statement “"traffic growth is not a contributing
factor to ACSA's airports' sustainability" and that "the economic
regulator ignores traffic volumes", and that "as long as ACSA
continues to invest in assets that are needed... it can never be
unsustainable" is correct and is substantiated by the regulatory
framework as outlined in the Airports Company Act 1993 which
protects ACSA by granting a commercial return on assets. The
regulatory framework cannot be refuted.

As long as no unnecessary investments in infrastructure are made,
the ACSA airports will always be sustainable. Tariffs will only rise if
ACSA invests inefficiently, in other words over-invests in
infrastructure. The regulatory framework ensures that ACSA’s traffic
forecast is reviewed periodically . This is to ensure that the traffic
forecast is relevant, current and informed by the latest industry and
market shifts. This periodic review of the traffic forecast should
ensure that ACSA does not invest in infrastructure that is not needed.
As long as ACSA does not over-invest or build what is not needed,
higher costs (tariffs) will not be passed on to the airlines.

It is concerning to note this statement “We have forecasted ATM and
passenger volumes and started an investment programme which
does not consider the impact of CWA” which leads one to believe that
ACSA is not taking into account shifting environmental factors such
as new market entrants, in this instance the proposed expansion of
CWA. Greater consideration for shifting market conditions will ensure
that ACSA efficiently invests in required infrastructure that matches
the demand, also noting that the CTIA capex programme can be
adjusted. This will ensure that ACSA does not negatively impact the

Page 39 of 324




8.

Appendix 19: CONOPS Page 11 of 13 Study:

8.1. The CONOPS Study does not include a declaration of independence for the

various authors contributing to the report. Whilst Appendix 17 (Civil
Aviation Baseline) does include a declaration of interest, CWA should
deploy a similar principle in the CONOPS report.

As an Interested and Affected Party, ATNS should be invited and requested
to register as an I&AP, and to provide an independent, detailed response
on potential airspace conflicts and restrictions. From the list of comments
and responses received, it does not appear that ATNS has been
automatically registered as an I&AP and provided input in terms of the
ATNS Act 45 of 1993. Their input has. only been included as a paid
consultant as part of a specialist report.

Page 46 of the Comments document states that "ATNS contributed to the
development of the CONOPS, as the designated and acknowledged ANSP,
they have not identified any airspace constraints to capacity with both
airports in operations." It is however important to recognize that an ATNS
individual was contracted to provide advice to CWA. However, we cannot
see any formal comments from ATNS as an organization and independent
I&AP.

Neither DOT nor the SACAA Aerodrome and Airspace departments have
provided any comments to this proposed development, and we wish to
emphasize that in any parallel engagements between CWA and industry
stakeholders (that may exclude the EAP), that these key stakeholders are
reminded to include formal comments within the EIA process. (We note
only the SACAA's Environmental Department has provided comments, but
it needs to be confirmed if this department is representing all SACAA
interests or just aviation environmental protection).

8.1.

airlines, the travelling public and the industry at large by passing on
unnecessary high costs to them.

This is a technical business model argument; the CWA business plan
indicates that CWA can co-exist with CTIA.

Response by EAP: The CONOPS report forms part of the
supplementary suite of studies and does not have to comply to the
content requirements in terms of any specific protocol or Appendix 6
of NEMA, therefor it is unclear on what basis ACSA makes the
request.

ATNS has been included as an I&AP from the start of the Pre-
application Scoping Phase of the EIA. To date no comments from
ATNS has been received.

ATNS, DOT and SACAA have been included as an I&AP from the start
of the Pre-application Scoping Phase of the EIA. I&AP’s can provide
comments during the public commentary periods, but it is not
mandatory for them to do so. Comments from SACAA has been
received and included in the C&R.

Page 40 of 324




8.2. Page 14 of the CONOPS study states that "keeping CWA's IFR traffic
outside or below CTIA airspace will not be possible". This effectively means
that air traffic will in fact impact on CTIA's airspace and traffic, despite
assurances by CWA to the contrary.

8.3. Pages 47 — 51 of the CONOPS study still predominantly focuses on
impacts to CTIA's current runway 01-19, when in fact this runway will be
re-aligned as discussed above. Page 68 — 69 continues to state that "CTIA
is currently investigating a re-alignment of its main runway". Please see
paragraph 5 above. It is important to update the reports to confirm that

8.2. CWA Response: CWA traffic will share the Cape Town Terminal

Airspace (TMA) with CTIA traffic, but it will not impact operations
within the CTIA Control Zone (CTR). Airspace is a national asset. The
terminal airspace in the Cape Town area exists for the protection of
all air traffic. As the airspace is a national resource, all traffic is
managed by air traffic control according to established ICAO
Standards and Recommended Practices. The terminal airspace in the
Cape Town area is designed to ensure the safety and efficiency of all
flights within its boundaries.

A supplementary study and simulation were initiated in response to
the EIA comments and will be included in the impact assessment
phase of the EIA. The purpose of the study is to further validate and
reaffirm that:

e FAWN and FACT can operate independently and safely with,
considering both CTIA runways, 01/19 and its new realigned
runway (NRR) runway configuration (s).

e FACT arrival and departure tracks over FAWN will have sufficient
distance to permit independent operations between the two
airports.

e Aircraft arriving and departing FACT permit sufficient vertical
separation for aircraft to depart and arrive FAWN. Arriving and
departing aircraft for the respective airfields can be separated
laterally and vertically well within accepted industry norms and
standards.

e FAWN's compatibility with FACT, emphasising its strategic
importance rooted in alignment with GANP and NAMP.

8.3. Please refer to section 5 above. The CONOPS will be updated to

incorporate the re-aligned runway.

Page 41 of 324




9.

the New Realigned Runway has now received the necessary approvals as
formally communicated by the former Minister of Transport. All airspace
design work, economic and viability studies must therefore fully consider
the New Realigned Runway 18/36.

Additional responses to Appendix 30: Comments & Response Report

9.1.

9.2.

TAAM Simulation: Page 51 of 340: In our original comments submitted in
December 2023, we stated that a TAAM simulation must be performed
confirming that all future airspace demand can be accommodated. This is
areasonable request and should be studied in the CWA EIA if it realistically
wants to assess the impact of its operations on airspace capacity.

The response to this request recorded by the EAP was that CWA proposes
further engagements as part of ongoing consultations between CTIA and
CWA. The engagements between CTIA and CWA did partially address this
requirement, but the assumptions behind the simulation are not detailed.
The New Realigned Runway and second parallel runway at CTfA was not
specifically addressed in the "airspace study". CWA must conduct a TAAM
Simulation or equivalent simulation/study as one of its specialist studies in
its EIA to determine ultimate airspace capacity and efficiency.

Airspace Capacity and Independent Operations: Page 53 of 340: In our
original comments submitted in December 2023, we stated that an initial
review of the reports indicates that there are likely to be dependencies
due to the proximity of CTIA and CWA airspace. A more detailed study
should be conducted.

The response to this request recorded by the EAP was that "it has been
demonstrated how the two airports can function operationally without
any dependency" and that "the interaction between the air routes to and
from the two airports has been described and any concern that there may
be regarding adverse co-existence has been discussed." Also, "there is no
basis for allegations of airport dependency, additional flight tracks, delays,

9.1. CWA response: A fast time simulation to demonstrate and validate
operations of the future airspace will be conducted.

Requiring concept flight procedures to be demonstrated through
fast-time simulations before completing any design work is
inconsistent with the ICAO Document 9992 guidelines for airspace
design. ICAO Document 9992 outlines a structured, phased approach
to airspace design, ensuring that each phase builds on the previous
one to achieve an optimized outcome. Fast-time simulation and
validation of concept designs are intended to take place during phase
three of the process, specifically within activities 11 and 13. At this
point, the airspace design is sufficiently developed, allowing for
realistic simulations that accurately reflect the intended operational
environment. The proper sequence ensures that simulations are used
effectively to validate and refine designs, in line with best practices
and international standards, ultimately leading to safer and more
efficient airspace management.

9.2. CWA Response: A supplementary study and simulation were initiated
in response to the EIA comments and will be included in the impact
assessment phase of the EIA. The purpose of the study is to further
validate and reaffirm that:

e FAWN and FACT can operate independently and safely with,
considering both CTIA runways, 01/19 and its new realigned
runway (NRR) runway configuration (s).

e FACT arrival and departure tracks over FAWN will have sufficient
distance to permit independent operations between the two
airports.
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holding, additional emissions, capacity constraints, safety degradation,
higher fuel burn, as was demonstrated in the NLR Fast Time Simulation".

The studies to date have been limited to conceptual work and ACSA's
concerns regarding independent airspace have not been adequately
addressed because the studies do not fully consider the New Realigned
Runway and the future second parallel runway. It is assumed that the
above-mentioned NLR Fast Track Simulation only took the existing
operations into account, and not CTIA's New Realigned Runway and the
future second parallel runway.

It is important that CWA completes design work, including computer
simulations which fully consider the NRR and consider the potential impact
of a second new runway in future. This will allow all interested and
affected parties to fully understand the future implications for CTIA.

Should a detailed study indicate that it is not possible to achieve
completely independent airspace operations, then any approval to
proceed with CWA}s development proposal must include a condition that
restrictions shall be imposed on CWA's airspace operations and not CTIA's
airspace operations, since CTIA is an existing approved international
airport with regulatory approval for its expansion plans.

ACSA notes CWA has commenced various engagements and formed task
committees to seek approval via NASCOM (National Airspace Committee).
It is at NASCOM that many of the technical concerns ACSA has that fall
outside of the EIA process, can be discussed and resolved.

ACSA appreciates the opportunity to comment on the proposed CWA
development, and trusts that these comments will be addressed in the EIA.

e Aircraft arriving and departing FACT permit sufficient vertical
separation for aircraft to depart and arrive FAWN. Arriving and
departing aircraft for the respective airfields can be separated
laterally and vertically well within accepted industry norms and
standards.

e FAWN's compatibility with FACT, emphasising its strategic
importance rooted in alignment with GANP and NAMP.

It is not foreseen that it will not be possible to achieve independent
airspace operations between FACT and FAWN.

NASCOM and its sub structures are fully engaged.

183

Meroline Ockhuis
- CoCT Air Quality
Management

Email dated 24 July 2024:

1. Noted, as received. AQM will provide our comment via the City’s competent
Department for EIA’s.

1.

This comment is noted.
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184 | Timothy Irvine - Email dated 24 July 2024: Email response provided on 24 July 2024:
Mc!rningstar 1. The link does not work to your website. Could you assist with copies of the |1. |tried access to the website from our side and it seems to be working.
Flying Club documentation? . . .
Please try again on https://phsconsulting.co.za/proposed-expansion-of-
cape-winelands-airport/
Email sent to CWA dated 24 July 2024: .
Please confirm once you are successful.
2. lcan’t access the website for the reports and the emails bounce back.
Can you facilitate access?
Reply received on 24 July 2024:
3. Thanks 3. This comment is noted
| got access on the link
185 | Bert van Email dated 24 July 2024:
Koer.f,v.eld B S_p°t 1. Many thanks for your “Correspondence”. The planning seems to be at advanced |1. This comment is noted.
On Civil Services stage. ....landside and airside ...
| wish you all the best with this endeavour, this will surely put Durbanville , the
airport, on the MAP .
186 | Fahldie Damon - Email dated 23 July 2024:
HLQ Recycle 1. I'm willing to participate in the project as I'm looking forward to be part of the | 1. This comment is noted.
project. As I'm looking at other fields of work we're we can create Job creation.
I'm also doing recycling to help and educate the people in the waste sector as
there is to much waste which can be used and provide income for the less
fortunate. So what use are doing is good so | wount back out from the data base
use provide.
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https://phsconsulting.co.za/proposed-expansion-of-cape-winelands-airport/
https://phsconsulting.co.za/proposed-expansion-of-cape-winelands-airport/

Development
Facilitation

included in the documents available for download. Please could you indicate
which documents must be read together for the application for a WUL and the
deadline for comments on the WULA?

Section 41(4)(a) of the National Water Act, 1998 (Act No. 36 of 1998) (“NWA”)
states that:

“(4) Aresponsible authority may, at any stage of the application process, require
the applicant —

(a) to give suitable notice in newspapers and other media —
(i) describing the licence applied for;

(ii) stating that written objections may be lodged against the
application before a specified date, which must be not less
than 60 days after the last publication of the notice.” (own
emphasis).

187 Vanessa Stoffels - Email dated 24 .IUIy 2024:
Department of 1. The message below refers to your application for the rezoning of a property | 1. This comment is noted.
Infrastructure (Application No - 30717-1) submitted to the Western Cape Government on
23.07.2024
Related: Proposed Expansion of Cape Winelands Airport
The matter is receiving attention and further communication will be addressed
to you as soon as circumstances permit.
188 | Charl Starke - Email dated 24 July 2024: Email response provided on 24 July 2024:
Grootfontein 1. Please register me as an IAP for this project. 1. You will be registered as an IAP for the proposed project.
Airfield (FAGF)
| own Grootfontein Airfield (FAGF) within two km of Winelands
189 | AdriLa Mevyer - Email dated 24 July 2024: Email response provided on 24 July 2024:
Directorate: 1. Your email of 23 July 2024 refers. | note that a WULA Technical Report is | 1. The 60 days for comment on the WULA technical report will be completed

as 30 days within the Scoping Phase and 30 days within the Impact
Assessment Phase of the application in order to accommodate the
requirements of the “One Environmental System” application process.
This is in agreement with DWS.

Therefor you are welcome to comment on the WULA technical report
within this 30-day period or to collate your comments on the WULA for
the next round of 30 days within the Impact Assessment Phase. If you
comment on the WULA technical report within this 30-day Scoping
period, you are also welcome to amend these during the next 30 days
commenting period based on additional information becoming available
should you so wish.

The WULA technical report included as Appendix 31 with the Scoping
report, indicates which documents should be read with it — the
Freshwater Ecological report is included as Appendix 8 to the Scoping
report; the Hydropedological report is included as Appendix 34 to the
Scoping report; the Geohydrological for Scoping is included as Appendix 2
to the Scoping report; and the Geohydrological report in support of a
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We therefore believe that the WULA must be subjected to a commenting period
of 60 days. Please confirm the deadline for comments on the WULA and the
documents that must be consulted.

Ideally, 1&APs should be notified of the 60-days commenting period for the
WULA and the associated documents to consult.

Please further note that the DDF will only collate comments on the WULA and
AEL application (once available for comments).

Reply dated 29 July 2024:

2.

Many thanks for the response to my email query. | suspect the components
would only want to provide comments at the end of the EIR phase. | will
however ask them to provide prelim comments on the mentioned specialist
assessments and Technical Report during the scoping phase, with our final
comments to be provided at the EIR phase.

Note that Shehaam Brinkhuis is leaving our Dept. on Wednesday, which leaves
only 1 official and 1 manager at our Pollution & Chemicals Management
Directorate responsible for commenting on EIA and WUL applications. | don’t
think Shehaam'’s post will be filled soon (if at all).

WULA has been appended to the WULA technical report as Appendix A
(you will see it is one download). This was done in order to minimise the
amount of document duplication where both the Scoping report and the
WULA technical report refers to the same documents.

Notification of the WULA and the commenting period was included in the
IAP notification for the Scoping report.

Please let me know if | can assist with anything else

190 | JP Matthee - Email dated 24 July 2024:

Prime OHS 1. Received and noted thank you. 1. This comment is noted.

Management
191 | Milna Blignaut - Email dated 29 July 2024: Email response provided on 29 July 2024:
& Orsmond Aerial What is required to register us as an interested party? | do not see aformon | 1. Information on how to register is in the CWA Background Information
216 | Spray (PTY)LT the website. and how to comment document (page 7) at
& https://phsconsulting.co.za/proposed-expansion-of-cape-winelands-
233 airport/
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Reply dated 29 July 2024:
2. As per Page 7 of the link below:

| understand that we have to review the document and submit our written
comments (Before 26th August 2024) to you.

Will we then be registered as an interested party?

Email response provided on 29 July 2024:

2. You can choose to be registered now and to provide comment later or
be registered as an IAP when you provide the comment.

Everyone who provides comment is automatically registered as an
IAP.

Email dated 20 August 2024:
1. ltrustyou are well.
Please register Orsmond Aerial Spray (Pty) Ltd as an interested party.

Kindly let me know what information you require for this registration.

Email response provided by EAP 20 August 2024:
1. Thank you for the email.

We will register Orsmond Aerial Spray (Pty) Ltd as an interested party
with the information provided.

Email dated 26 August 2024:
1. |trustyou are well.

Herewith Westelike Provinsie Oesbespuiting Maatskappy commentary.

Letter received via email dated 26 August 2024:
1. Introduction

As a company providing essential aerial application services to farmers within
the proposed airport's control zone (CTR), we wish to highlight specific
concerns regarding airspace control and the potential impact on our
operations. Our services are vital to the agricultural sector in this region, and
any changes in airspace regulations could significantly affect our ability to
operate safely and efficiently.

2. Current Operations

Our company conducts aerial application flights from ground level up to 500
feet above ground level (AGL). These operations are conducted from farmers'
airstrips that fall within the proposed CTR, and they are crucial to the

Email response provided by EAP 26 August 2024:

1. lacknowledge receipt of your email and the contents thereof.

Response to letter by CWA:

Concerns of the crop spraying and agricultural sectors and their operations
are well appreciated and understood, as some of the current CWA
operators are crop sprayers themselves. CWA notes that engagements
with the crop spraying sector have also commenced and are ongoing.
Although the proposed airport development and associated airspace could
impact on agricultural operations, it is the intent of CWA to create special
operational procedures and control measures to safely incorporate these
operations into the area. To this end, the Concept of Operations (ConOps)
document which has been published alongside the EIA is a crucial high-
level requirements document outlining the planned activities and airspace
utilisation at the airport and surrounds. The initial ConOps deliberately
focuses on broad concepts rather than specific details to maintain
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agricultural productivity of the area. Our flights are weather-dependent,
meaning they can only be performed during favorable conditions. On a typical
day, we might conduct up to 40 flights, with operations spanning from sunrise
to sunset. Several of the agricultural fields we serve are located in close
proximity to the proposed runway centerlines, making these operations
particularly vulnerable to changes in airspace management.

3. Potential Impacts

3.1. Airspace Restrictions: The establishment of the new airport and its associated
CTR will likely impose restrictions on low-altitude flights within the zone. This
could severely limit our ability to operate in the affected areas, particularly
along the runway centerlines. The imposition of these restrictions without
adequate consideration of agricultural aviation needs may result in reduced
efficiency, increased operational costs, and potential risks to both aerial
applicators and other airspace users.

3.2. Increased Traffic and Safety Concerns: The introduction of a new airport will
increase air traffic within the region, raising concerns about the safety of our
low-altitude operations. The proximity of our flight paths to the proposed
runway centerlines exacerbates the risk of mid-air conflicts, especially during
takeoff and landing phases of aircraft using the airport.

3.3. Weather Dependency: Our operations are highly weather-dependent,
meaning that any delays or restrictions caused by increased air traffic or
airspace control measures could result in missed opportunities to conduct
essential agricultural flights. This would not only impact our operations but
also the agricultural output of the region.

3.4. Communication and Coordination: Effective communication and coordination
with air traffic control (ATC) will be essential to ensure the safety of our
operations. However, the increased complexity of managing diverse airspace
users, incfuding both commercial and agricultural aviation, could lead to
delays and misunderstandings that may jeopardize safety.

Our company is committed to maintaining safe and efficient aerial application
services for the agricultural community. We believe that with thoughtful planning
and cooperation, the construction of the new airport can proceed without unduly
compromising our ability to serve local farmers. We look forward to working with

flexibility as the project evolves. This flexibility is vital for adapting to
changes and addressing stakeholder concerns, including those related to
crop spraying, as they arise. Where specific details are not included, it does
not signal any intention to abandon or diminish the rights or privileges of
stakeholders in the final design process.

In parallel and following the ConOps, CWA has embarked on an airspace
development process within with the formal National Airspace Committee
(NASCOM) channels, where the concerns and user requirements of all
aviation stakeholders, including agricultural aviation, are being
considered. The airspace development process being followed is in fact the
internationally recognised and accepted ICAO Document 9992 approach
(International Civil Aviation Organisation Manual on the use of
Performance Based Navigation in Airspace Design). This ensures that all
operational aspects, such as agricultural aviation, are thoughtfully
considered.

CWA is thankful for your comments and commitment to working together,
and too believes that with thoughtful planning and cooperation,
appropriate measures can be put in place to accommodate both the
airport’s and agricultural aviation’s operations.
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the relevant authorities to develop airspace control measures that accommodate
both the airport's operations and the needs of agricultural aviation.

&

Natasha Bieding -
DEADP
Directorate:
Development
Management
(Region 1)

via email please.

Email from CoCT dated 1 August 2024:
2. Our earlier telephonic conversation refers.

This email serves to record that a request was made for an extension to
provide comment on the CWA expansion Scoping Report.

As indicated by yourself telephonically, no extension can be provided for the
submission of comment.

192 | Michelle Lockey Email dated 31 July 2024: Email response provided 31 July 2024:
1. Could you please add the following as interested parties: 1. The below will be added as I&APs for the proposed project.
Desmond Lockey
Michelle Lockey
193 | Clarissa Fransman | Email from CoCT dated 23 July 2024: Email response provided to CoCT on 23 July 2024:
?13 ;ICOCT Spatidal 1. The Scoping Report indicates that a Comments and Responses Report is 1. Thank you for the email.
anning an appended as Appendix 30, however appendices on PHS’s website only has up
i ’ As di lephonically, th i ill being | h
& Environment until Appendix 28. Could you kindly forward the missing Appendix 29 and 30 s discussed telephonically, the website was still being loaded when
226 | Directorate you started your download.

All the information has been loaded now and should be available for
you to download.

Please let me know should there be any problems

Email response provided to CoCT on 1 August 2024:

2. | confirm that no extension of timeline to provide comments on the in-
process Scoping report can be granted past the COB deadline for 26
August 2024. The timeline for the NEMA process is regulated and
requires submission of the final documentation to DEA&DP by 5
September 2024.

Please note that an additional 30-day commenting period is allowed for
in the Impact Assessment Phase of the NEMA process, and as a
registered IAP you will be notified when this period starts.
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Email dated 15 August 2024:

1.

Herewith follows a notification pertaining to your client's Scoping and EIA
application, i.e.: 16/3/3/2/A5/20/2046/24

PROPOSED EXPANSION OF THE CAPE WINELANDS AIRPORT ON PORTION 10 OF
FARM 724, REMAINING EXTENT OF FARM 724, PORTION 23 OF FARM 724,
PORTION 7 OF FARM 942, REMAINING EXTENT OF FARM 474, PORTION 3 OF
FARM 474 AND PORTION 4 OF FARM 474, FISANTEKRAAL, DURBANVILLE

It has come to this Directorate's attention that the City of Cape Town will be
submitting their comments on the draft Scoping Report late, i.e. likely outside
the 30-day commenting period with respect to the draft Scoping Report.

In light of the above, this Directorate hereby request that the pending comment
from the City of Cape Town be included and addressed during the EIA phase.
This Directorate trust that all will be in order.

Email response provided to CoCT on 15 August 2024:
1. Thank you for the email.

We acknowledge receipt of your communication and contents thereof.

Email from CoCT dated 23 August 2024:

1.

Trust you are well.

Please find attached letter for your attention.

Email to Natasha.Bieding@westerncape.gov.za dated 23 August 2024:

2.

Trust you are well.
For your information (I erroneously did not include you In the original email)

Letter received from CoCT via email dated 23 August 2024:

3.

Your email correspondence, dated 23 July 2024, the accompanying Notification
letter dated 17 July 2024 and the Draft Scoping Report (dated July 2024),
pertaining to the proposed expansion of the existing Cape Winelands Airport on
Portion 10 of Paarl Farm 724, Remainder of Paarl Farm 724, Portion 23 of Paarl
Farm 724, Portion 7 of Paarl Farm 942, Remainder of Paarl Farm 474, Portion 3
of Paarl Farm 474 and Portion 4 of Paarl Farm 474, Fisantekraal, refer.

Email response provided to CoCT on 23 August 2024:

1. Thank you for the letter and | take note of the content.

2. The communication to Natasha Bieding is noted.
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a. Itisrecorded that an extension to provide City of Cape Town (the
City) comment on the circulated Draft Scoping Report was
requested telephonically with subsequent email correspondence
dated 1 August 2024, and was denied.

b. The City hereby advise you that due to the strategic impact of this
application on the City’s policy and infrastructure, the comment
on the circulated Draft Scoping Report is currently under
consideration by the executive of the City.

c. As such, the City comment will reach you on or before 29 August
2024. The City will, however, ensure that the comment is not
delayed beyond this date.

Myezo
Sustainable
Development
NPO

1.

| hope that all is well with you. Thank you for the email. We reached some
time ago to Cape Winelands Airport seeking to be included in Corporate Social
Responsibility endeavours that pertain to ecological restoration and
indigenous environmental stewardship. We are a very young organization that
seeks to create green ecological footprints and by that generate carbon
credits which can be used to enhance green corridors in the Cape Winelands
townships. We believe in the removal of invasive species and replanting
indigenous tree and fynbos as part of our initiative of promoting biodiversity
which not only is linked to environment health, but also to human health. Your
guidance, assistance and inclusion to Cape Winelands airport initiative can be
well received - as we have often been neglected by bigger players for years. |
have attached some of the work that we do in our communities in the Paarl
and Wellington areas.

194 | Maruwaan Moses | Email dated 1 August 2024: Email response provided on 1 August 2024:
-SACO 1. Could you kindly confirm if there’s any access control, CCTV or guarding 1. The proposed project is currently in the NEMA application process and
requirements in the pipeline for the proposed expansion? detail of access control, CCTV or guarding requirements are not available
as yet. You are welcome to visit the CWA website to register as a
supplier.
You have been registered as an I&AP for the proposed project.
195 | Khahliso Lefatsa - | Email dated 2 August 2024: Email response provided on 2 August 2024:

1. Thank you for the email and we take note of your comments.

The proposed project is currently out for 30 days comment as part of
the in-process Scoping Phase.

Please make use of the CWA website to register as a proposed supplier.
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The following documents were attached to the email and have been included as
Appendix A (C195):

e  Myezo Sustainable Development NPO overview document
e Tree planting with Myezo advertisement

Local Resident

1.

I would like to register myself as an affected and interested party.

| reside in Nerina, Durbanville. We are approximately 11km from the Cape
Winelands Airport.

My main concern is being on the flight path of landing planes. The hours the
planes would be allowed to take off and land. This would all contribute to the
increase of noise pollution of where | live.

Additional concerns would be traffic in the area leading to the airport, all
roads are single lane traffic currently. Being an international airport, this
would increase traffic considerably.

196 | Frans de Jongh - Email dated 2 August 2024: Email response provided 3 August 2024:
Local Resident 1. lam writing to formally register as an Interested and Affected Party (I&AP) for | 1. You will be registered as an I&AP for the proposed project.
gZia?lzo;);ZT_ Expansion of Cape Winelands Airport. Please find my contact The in-process Scoping Phase public participation period of 30 days from
' 24 July up to and inclusive of 26 August 2024 is currently running.
Name: Frans de Jongh Please consult our website at https://phsconsulting.co.za/proposed-
Email:_ expansion-of-cape-winelands-airport/ for further information on how to
comment and documents to comment on.

phone: I
| would like to stay informed and involved in the public participation process
for this project.
Thank you for your attention to this matter.

197 | Julius Kisielius - Email dated 3 August 2024:

Email response provided 3 August 2024:

1. Thank you for your email. You will be registered as an I&AP for the
proposed project and your comments will be recorded and responded to
in the Comments and Responses report.

Response by EAP:

A Noise impact Assessment and Traffic Impact Assessment for part of the
EIA Phase for the proposed project and all registered I&APs will be
notified of the commenting period and the opportunity to consider and
comments on these studies.

Page 52 of 324



https://phsconsulting.co.za/proposed-expansion-of-cape-winelands-airport/
https://phsconsulting.co.za/proposed-expansion-of-cape-winelands-airport/

198 | Natasha Bieding -
DEADP
Directorate:
Development
Management,
Region 1

Email dated 5 August 2024:

1. Please find attached this Directorate’s correspondence regarding Proposed
Expansion of the Cape Winelands Airport on Portion 10 of the Farm No. 724,
Remaining Extent of the Farm No. 724, Portion 23 of the Farm No. 724, Portion
7 of the Farm No. 942, Remaining Extent of the Farm No. 474, Portion 3 of the
Farm No. 474 and Portion 4 of the Farm No. 474, Fisantekraal, Durbanville.

Letter received via email on the 5th of August 2024:

ACKNOWLEDGEMENT OF RECEIPT OF THE APPLICATION FORM FOR
ENVIRONMENTAL AUTHORISATION, THE DRAFT SCOPING REPORT (“SR”) AND THE
PLAN OF STUDY (“POS”) SUBMITTED IN TERMS OF THE NATIONAL
ENVIRONMENTAL MANAGEMENT ACT, 1998 (ACT NO. 107 OF 1998) (“NEMA”) AND
THE ENVIRONMENTAL IMPACT ASSESSMENT (“EIA”) REGULATIONS, 2014 (AS
AMENDED) FOR THE PROPOSED EXPANSION OF THE CAPE WINELANDS AIRPORT ON
PORTION 10 OF THE FARM NO. 724, REMAINING EXTENT OF THE FARM NO. 724,
PORTION 23 OF THE FARM NO. 724, PORTION 7 OF THE FARM NO. 942, REMAINING
EXTENT OF THE FARM NO. 474, PORTION 3 OF THE FARM NO. 474 AND PORTION 4
OF THE FARM NO. 474, FISANTEKRAAL, DURBANVILLE

1. The Application Form (dated 19 July 2024), the Screening Tool Reports (dated
31 May 2023 and 9 April 2024), the Site Sensitivity Verification (“SSV”) Report
(dated 13 October 2023 - updated 15 July 2024), the Project Schedule (dated
16 July 2024), the draft SR and POS (dated 22 July 2024) as well as the
supporting documentation, received by this Directorate via electronic mail
correspondence on 23 July 2024, refer.

2. This letter serves as an acknowledgement of receipt of the aforementioned
documents by this Directorate.

3. This Directorate will provide comments on the draft SR and POS and
supporting documentation within the prescribed timeframes and advise you
accordingly.

4. Based on the information provided by you, this Directorate notes that the
proposed development comprises the phased expansion of the existing Cape
Winelands Airport, inclusive of the following Precincts:

1. This comment is noted

Response to letter by EAP:

1. This comment is noted.

2. This comment is noted.

3. This comment is noted

4. The comment is noted.
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4.1. Precinct 1: Airside Precinct Development, comprising of the construction

4.2.

4.3.

of the following:

4.1.1. A primary runway with an orientation of 01-19, a length of
approximately 3.5km and a runway zone width of approximately
570m;

4.1.2. Airside systems;

4.1.3. Aircraft parking aprons;

4.1.4. Airside service roads;

4.1.5. Airport security fence;

4.1.6. Refurbishment of a secondary cross runway with an orientation of
14-32 and a length of approximately 700m; and
www.westerncape.gov.za Department of Environmental Affairs and
Development Planning 2

4.1.7. Construction and installation of associated infrastructure for bulk
electrical supply.

Landside Precinct Development, comprising of the construction of the
following:

4.2.1. A Passenger Terminal Building;

4.2.2. A ‘Very Important Person Processing Facility; and

4.2.3. Commercial developments, including inter alia a terminal plaza with
a landmark hotel building, aviation museum, amphitheatre, offices,
and ‘MICE’ developments, hangars, aviation clubs, an aviation
training centre, workshops, light manufacturing, logistics,
warehousing and food processing.

General Aviation Precinct, comprising of the construction of the
following:

4.3.1. General aviation areas;

4.3.2. A business aviation area(s);

4.3.3. FBO (Fixed Base Operators) facilities;

4.3.4. A General Aviation kerbside refuelling station;
4.3.5. A clubhouse; and

4.3.6. Grass parking areas.
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4.4. Services Precinct, comprising of the construction of the following:

4.5.

4.4.1.
4.4.2.
4.4.3.
4.4.4.

4.4.5.
4.4.6.

Addit
const

4.5.1.
4.5.2.
4.5.3.
4.5.4.

4.5.5.
4.5.6.
4.5.7.
4.5.8.
4.5.9.

4.5.10.
4.5.11.
4.5.12.
4.5.13.
4.5.14.
4.5.15.
4.5.16.
4.5.17.
4.5.18.
4.5.19.
4.5.20.
4.5.21.
4.5.22.
4.5.23.

Aircraft rescue and firefighting (ARFF) services;

Airport maintenance;

Ground support equipment (GSE);

Maintenance and staging, cargo, aircraft maintenance, repair and
overhaul (MRO) and aircraft fuel facilities;

Airport operations centre; and

Solar Photovoltaic and a biodigester.

ional developments and components, comprising of the
ruction of the following:

A petrol service station;

A hotel;

Access, egress and an internal vehicular road system;
Drop and go facilities which will allow passengers to drop passengers
off close to the passenger terminal building;

Car rental facilities;

Vehicular parking (multi-storey parking, at-grade parking);
Pedestrian walkways;

Substations;

Billboards (indoor and outdoor, static and electronic);
Droneport and vertiports;

Gardens;

Public transport facilities;

Carpark/VTOL;

Final approach and take-off infrastructure;

AVGAS station;

Substation;

Remote Digital Control Tower;

Fuel facilities;

Aircraft rescue and firefighting facilities;

Cargo facility;

Airport maintenance facilities;

An MRO facility, including apron and taxiway;

A catering building;
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5.

4.5.24. An airport operations centre; and
4.5.25. An air traffic control centre

Applicable Listed Activities

5.1.

5.2.

5.3.

5.4.

Having considered the information contained in the Application Form,
this Directorate confirms that the proposed development constitutes the
following Listed Activities in terms of the EIA Regulations, 2014 (as
amended):

5.1.1. Listed Activities 9, 10, 12, 13, 16, 19, 24, 25, 26, 28, 48, 56 and 61 of
Listing Notice 1 of the EIA Regulations, 2014 (as amended);

5.1.2. Listed Activities 1, 4, 7, 15, 27 of Listing Notice 2 of the EIA
Regulations, 2014 (as amended); and

5.1.3. Listed Activities 1 2, 3, 4, 12, 18 and 19 of Listing Notice 3 of the EIA
Regulations, 2014 (as amended).

You are hereby advised that only those Listed Activities applied for in
terms of the EIA Regulations, 2014 (as amended) will be considered for
authorisation.

Due to the nature and scale of your proposed development, please be
informed that should it be determined at any point in time that other
Listed Activities in addition to the above are also triggered by the
proposed development, this Directorate must be duly informed so that a
written way forward can be determined and confirmed by the Competent
Authority.

The onus is on the applicant to ensure that all the applicable Listed
Activities are applied for and assessed as part of the Scoping and EIA
process. Failure to include any applicable Listed Activity may invalidate
the application.

Water Use License Application (“WULA”)

6.1.

6.2.

It is indicated in the abovementioned Application Form that a WULA will
be required for the development proposal.

In light of the above your attention is drawn to the following:

5.1. The confirmation of the listed activities in the Application Form is
noted.

5.2. The comment is noted.

5.3. The EAP takes note of this requirement.

5.4. The comment is noted.

6.1. The statement is correct.
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8.

6.2.1. You are advised that the Standard Operating Procedure (“SOP”)
between the Department and the National DWS, which came into
effect on 1 July 2017, must be complied with.

6.2.2. In terms of the Agreement for the One Environmental System
(Section 50A of the NEMA and Sections 41(5) and 163A of the
National Water Act, 1998 (Act No. 36 of 1998) (“NWA”")) the
processes for a WULA and for an EIA must be aligned and integrated
with respect to the fixed and synchronised timeframes, as
prescribed in the EIA Regulations, 2014 (as amended), as well as the
WULA Regulations of 2017.

6.2.3. The required water use application request must be submitted to
the National DWS. Proof of the submission of the WULA to the
National DWS must be included in in all subsequent reports.

Heritage Resources

7.1.

7.2.

7.3.

It is noted that the development proposal triggers Section 38(1) of the
National Heritage Resources Act, 1999 (Act No. 25 of 1999) (“NHRA”).

It is further noted that a Notice of Intent to Develop (“NID”) was
previously submitted to Heritage Western Cape (“HWC”) and feedback
was provided, as per there correspondence (dated 23 November 2023).

Based on the correspondence from HWC (dated 23 November 2023), you
must adhere to the following requirements:

7.3.1. HWC must form and remain part of the key authorities to be
consulted during application processes.

7.3.2. All relevant requirements as per the correspondence (dated 23
November 2023) from HWC must be met, including, inter alia, the
compilation of a required Heritage Impact Assessment.

7.3.3. The Record of Decision (“RoD”) and/or comments obtained from
HWC must be appended to the final report submitted for decision-
making to this Directorate.

Confirmation of Availability of Municipal Services Service confirmation letters
from the selected service providers for water supply, solid waste removal,

8.

6.2. The comment is noted. The EIA and WULA processes are integrated
in terms of the “One Environmental System” and proof of
submission of the WULA to DWS will be included in all future reports.
The project plan submitted with the AEA illustrates the integration
of authorisation processes in terms of timelines.

The WULA process has been initiated with DWS and preliminary
information submitted on the e-wulaa system. Two pre-consultation
meetings have been held with DWS.

7.1. Noted
7.2. Noted
7.3.

7.3.1. HWC is part of the State Departments consulted as part of the
required PPP for the Scoping Phase and will remain as such.

7.3.2. The EAP takes note of this requirement

7.3.3. The EAP takes note of this requirement.

The EAP takes note of this requirement.
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effluent disposal and treatment as well as electricity must be provided with the
submission of the final Scoping Report, or if not possible, the draft and final EIA
Reports to this Directorate.

Screening Tool, Protocols, Site Sensitivity Verification and Specialist
Assessments

9.1. Screening Tool Report

9.1.1. This Directorate notes that two (2) Screening Tool Reports (dated 31
May 2023 and 9 April 2024) have been provided.

9.1.2. The following specialist assessments were identified in the
Screening Tool Reports (dated 31 May 2023 and 9 April 2024,
respectively):

9.1.2.1. An Agricultural Impact Assessment;

9.1.2.2. An Archaeological and Cultural Heritage Impact Assessment;
9.1.2.3. A Palaeontological Impact Assessment;

9.1.2.4. A Terrestrial Biodiversity Impact Assessment;

9.1.2.5. An Aquatic Biodiversity Impact Assessment;

9.1.2.6. An Avian Impact Assessment;

9.1.2.7. A Civil Aviation Assessment;

9.1.2.8. A Defense Assessment;

9.1.2.9. Noise Impact Assessment;

9.1.2.10. A Traffic Impact Assessment;

9.1.2.11. Geotechnical Assessment;

9.1.

9.1.1.

9.1.2.

The original screening tool report (31 May 2023) was based on
the placement of all seven the affected farm boundaries as the
site footprint, and the placement of the development footprint
within this site footprint. The Infrastructure/Transport
Services/Airport/Runways/Landing Strip/Helipad -
Commercial sector classification was chosen. The screening
tool report was rerun (9 April 2024) with the same affected
footprint. No changes were noted between the two screening
tool reports, but both reports are included as proof.

The list of specialist studies identified in the Screening tool
reports is acknowledged. Please note that the outcome of the
HIA will determine the level of heritage related specialist
studies.
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9.1.2.12. A Socio-Economic Impact Assessment;
9.1.2.13. A Plant Species Assessment; and

9.1.2.14. An Animal Species Impact Assessment.

9.2. The Protocols

9.2.1. The “Procedures for the Assessment and Minimum Criteria for

Reporting on identified Environmental Themes in terms of Sections
24(5)(a) and (h) and 44 of the National Environmental Management
Act, 1998, when applying for Environmental Authorisation” (“the
Protocols”) were published on 20 March 2020 (Government Notice
No. 320 as published in Government Gazette No. 43110 on 20 March
2020) and the Protocols are applicable to your proposed
development.

9.2.2. Be advised that the Protocols must be complied with for every new

application that is submitted after 9 May 2020.

9.2.3. It was noted from the Environmental Assessment Practitioner’s

(“EAPs”) motivation included in the abovementioned Application
Form, that all of the specialist studies as per the abovementioned
Screening Tool Reports will be conducted, except for the Defense
Assessment.

9.2.

9.2.1. The comment is noted

9.2.2. The comment is noted and will be complied with
9.2.3. The comment is noted. The site rates as MEDIUM in terms of
Defence due to its proximity to a Military and Defence Site to
the southwest of the site, the Goedverwacht communications
base approximately 4km as the crow flies southwest of CWA.
ATNS has conducted an Obstacle Assessment Report (OLS) and
in association with NACO, an Airspace CONOPS to understand
the transition from CWA current uncontrolled airspace to a
controlled airspace with instrument procedures in place. The
study confirms that the CWA and immediate surrounds are not
used for any defence operations and that it is currently a
private airport operating under a specific radar frequency. It
further confirms that the proposed airspace procedures
required for the expansion at CWA do not interfere with
military airspace based on publicly available information. The
study further indicated that there will not be a need for new
communication system frequencies, and that frequency
interference with existing defence installation and radar
systems is unlikely. Considering the proposed VHF
Omnidirectional Range (VOR) and Very High Frequency Data
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9.2.4. Further to above, it is detailed in the abovementioned Application
Form that the following specialist studies will additionally
conducted/form part of the application process:

9.2.4.1. An Air Quality Impact Assessment;
9.2.4.2. A Visual Impact Assessment;

9.2.4.3. A Geohydrology Impact Assessment;
9.2.4.4. An Archaeological Baseline Assessment;

9.2.4.5. A Climate Change Impact Assessment;

Broadcast (VDB) proposed for the expansion of the CWA these
mechanisms will only be beneficial for any defence installation
if required. Although detail regarding SANDF and SAAF
installations are not known to the public the intent is not to
pinpoint or highlight is. By knowing the dynamic of radar and
the requirement for operational effectiveness the preliminary
assessment regarding the proposed CWA development
indicated that it is highly likely that the proposed expansion will
have a low impact on defence installations. Based on the
information obtained via the OLS and additional Airspace
studies the EAP recommends that the rating be LOW and no
further specialist studies required.

The SANDF, the SAAF and NASCOM was included as IAPs on the
project and consultation on this position is ongoing in order to
gather input regarding further requirements. During the pre-
application Scoping report public participation, no comments
were received that counters the EAP’s position.

The need for a Glint and Glare assessment with relation to the
Solar PV has been identified and will be included in the formal
EIA process.

9.2.4. The list of additional studies is noted.

Page 60 of 324




9.3.

9.2.4.6. A Terrestrial Biodiversity Offset study;

9.2.4.7. A Freshwater offset study;

9.2.4.8. A Hydropedological study;

9.2.4.9. A Glint and Glare study; and

9.2.4.10. A Major Hazardous Installation risk assessment.

9.2.5. In light of the above, please note that specialist studies/compliance
statements conducted during the application phase must meet the
requirements of the Protocols by the time the draft reports are
submitted to the Competent Authority.

9.2.6. Appendix 6 of the EIA Regulations, 2014 (as amended) must be met
for certain specialist studies, where no Protocol exists.

Site Sensitivity Verification and Specialist Assessments

9.3.1. According to the Protocols, before commencing with a specialist
assessment, the current use of the land and environmental
sensitivity of the site under consideration identified by the Screening
Tool must be confirmed by undertaking a SSV. The outcome of the
SSV must be recorded in the format of a report.

9.3.2. This Directorate notes that the outcome of the SSV has been
recorded in the format of a report.

9.3.3. The motivation for not conducting any specialist studies, as
identified in the Screening Tool Report, is noted. However, please
note that should any authority that have jurisdiction in respect of
any aspect of the proposed development request that further
specialist studies be conducted, and where the request is supported
by this Directorate, this must take precedence.

9.3.4. Furthermore, should it be determined during the Scoping and EIA
application process that other specialist studies would be required
in addition to those mentioned above, then the applicable
requirements in terms of the Protocols and/or Appendix 6 of the EIA
Regulations, 2014 (as amended) must be met.

9.3.

9.2.5. The comment is noted.

9.2.6. The comment is noted.

9.3.1. The requirement is noted.

9.3.2. The comment is noted

9.3.3. The requirement is noted

9.3.4. The requirement is noted.

9.3.5.
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9.3.5. Please note that this Directorate’s comments on the
abovementioned SSV Report are, as follows:

9.3.5.1. Please ensure that the following studies meets the
requirements of the applicable Protocol and associated
environmental theme (if considered as full specialist study) —

9.3.5.1.1. Agricultural Impact Assessment;

9.3.5.1.2. Terrestrial Biodiversity Impact Assessment;
9.3.5.1.3. An Aquatic Biodiversity Impact Assessment;
9.3.5.1.4. An Avian Impact Assessment;

9.3.5.1.5. A Civil Aviation Assessment;

9.3.5.1.6. Noise Impact Assessment;

9.3.5.1.7. A Plant Species Assessment; and

9.3.5.1.8. An Animal Species Impact Assessment.

9.3.5.2. Please ensure that the following study meet the requirements
of the Appendix 6 of the EIA Regulations, 2014 (as amended)
or the relevant SANS Codes / Industry Standards —

9.3.5.2.1. An Archaeological and Cultural Heritage Impact
Assessment;

9.3.5.2.2. A Palaeontological Impact Assessment
9.3.5.2.3. A Traffic Impact Assessment;
9.3.5.2.4. Geotechnical Assessment;

9.3.5.2.5. A Socio-Economic Impact Assessment;
9.3.5.2.6. An Air Quality Impact Assessment;
9.3.5.2.7. A Visual Impact Assessment;

9.3.5.2.8. A Geohydrology Impact Assessment;

9.3.5.2.9. A Climate Change Impact Assessment;

9.3.5.1. The requirement is noted and will be complied with.

9.3.5.2. The requirement is noted. The following response email
was sent to DEADP on 8 August 2024

Our conversation yesterday afternoon regarding point
9.3.5.2 in the attached letter refers.

The draft Scoping report distinguishes between
specialist reports and technical reports. The specialist
reports comply with either the protocol (if identified in
the Screening tool) or in absence of an applicable
protocol (or where studies were commissioned in
addition to those of the Screening tool) the outline and
content complies with Appendix 6 of the NEMA Regs.

Technical reports provide background information to the
proposed project and do not necessarily comply with the
protocol requirements or Appendix 6 of NEMA.

The following reports from your list in 9.3.5.2 are
technical reports that do not comply with the
requirements of Appendix 6 of NEMA but do comply
with the relevant SANS Codes / Industry Standards:
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9.3.5.2.10.
9.3.5.2.11.
9.3.5.2.12.
9.3.5.2.13.

A Freshwater Offset study;
A Glint and Glare study;
A Major Hazardous Installation risk assessment; and

Terrestrial Biodiversity offset study.

9.4. Geotechnical report (point 9.3.5.2.4)

9.5. Freshwater OU'set study (point 9.3.5.2.10)

9.6. Glint and Glare study (point 9.3.5.2.11)

9.7. Major Hazardous Installation risk assessment
(point 9.3.5.2.12)

9.8. Terrestrial Biodiversity offset study (point
9.3.5.2.13)

Please note no Palaeontological Impact Assessment
(point 9.3.5.2.2) was completed or is planned as the
rating on the Screening report was LOW and the EAP
motivated for no further specialist study in the SSV. The
Archaeological and Cultural Heritage Impact Assessment
(point 9.3.5.2.1), Traffic Impact Assessment (point
9.3.5.2.3.), Socio-Economic Impact Assessment (point
9.3.5.2.5.), Air Quality Impact Assessment (point
9.3.5.2.6.), Visual Impact Assessment (point 9.3.5.2.7.),
Geohydrology Impact Assessment (point 9.3.5.2.8.),
Climate Change Impact Assessment (point 9.3.5.2.9.) will
comply to the requirements of Appendix 6 of the EIA
Regs, 2014.

Also note the Hydropedological study (Appendix 34 to
the Scoping report) was requested by DWS and
completed in lieu of the WULA, and information from it
was included in the Scoping report as background.
Therefor it does not have to comply to Appendix 6 of
NEMA in terms of layout and content.

If we receive any request for clarification on the above
from an I&AP we will immediately respond and relay the
same message.

We will also revisit the SR and ensure clarity in this
regard if required.
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10.

11.

Guidelines

You are advised that when undertaking the Scoping and EIA process, you must
take into account the applicable Guidelines, including the Guidelines developed
by this Department. This Department’s Guidelines can be downloaded from
this Department's website. In particular, the Guidelines that may be applicable
to the proposed development include, inter alia, the following:

10.1. Guideline for the Review of Specialist Input in the EIA process (June 2005)
10.2. Guideline for Environmental Management Plans (June 2005)

10.3. Guideline on Alternatives (March 2013)

10.4. Guideline on Need and Desirability (March 2013)

10.5. In addition to the above, you must consult the National Biodiversity Offset
Guideline (dated 23 June 2023), issued under Section 24) of the NEMA for
further details regarding the biodiversity offset requirements.

Scoping Report (“SR”) Requirements

11.1. The SR must contain all the information outlined in Appendix 2 of the EIA
Regulations, 2014 (as amended) and must also include the information
requested in this letter. Failure to submit any information prescribed in
Appendix 2 of the EIA Regulations, 2014 (as amended) may result in the
application for Environmental Authorisation being refused.

11.2.In accordance with Regulation 21 of the EIA Regulations, 2014 (as
amended), this Directorate hereby stipulates that the final SR must be
submitted to this Directorate for decision within 44 days from the date of
receipt of the application by this Directorate, as calculated from 23 July
2024.

11.3.1If the final SR is not submitted within the prescribed timeframe, the
application will lapse in terms of Regulation 45 of the EIA Regulations,
2014 (as amended) and your file will be closed. Should you wish to pursue
the application again, a new application process would have to be

10. The requirements 10.1 to 10.5 are noted and will be complied with.

11.
11.1.The requirement is noted and will be complied with.

11.2. The requirement is noted and will be complied with. Planned
submission date of the final SR is 6 September 2024.

11.3. The comment is noted.
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12.

13.

14.

initiated. A new Application Form would have to be submitted and the
prescribed application fee would have to be paid.

Plan of Study (“PoS”) Requirements

A PoS for EIA, which sets out the approach to the EIA in accordance with
Appendix 2 of the EIA Regulations, 2014 (as amended), must be compiled and
submitted together with the SR. The Environmental Assessment Practitioner
(“EAP”) must also ensure that the aspects indicated in the PoS and which will
be assessed by specialists are representative of the issues and concerns raised
by Interested and Affected Parties (“I&APs”) during the scoping process.

Exemptions

This Directorate notes that you do not intend to apply for exemption from any
of the requirements of the Public Participation Process, as stipulated by
Regulation 41, from any other provisions contained in the EIA Regulations, 2014
(as amended) or the NEMA. Please note that should you fail to meet a
requirement of the NEMA or the EIA Regulations, 2014 (as amended), and if no
exemption from that provision was applied for, your application for
Environmental Authorisation may be refused.

Public Participation Process (“PPP”)

14.1.The SR and PoS and EIA Reports must be subjected to a PPP that complies
with Chapter 6 of the EIA Regulations, 2014 (as amended) and must take
into account any applicable Guidelines published in terms of Section 24J
of the NEMA, this Department’s Circular EADP 0028/2014 on the “One
Environmental Management System” and the EIA Regulations, 2014 (as
amended), as well as any other guidelines developed by this Department.
Note that the public participation requirements are applicable to all
proposed sites.

14.2.In addition to the above, the EAP must submit one electronic copy of the
SR and PoS to this Directorate for a minimum commenting period of thirty
(30) days. The SR and PoS must be made available to all relevant State
Departments and/or Organs of State that administer laws relating to a
matter affecting the environment, for a minimum commenting period of
thirty (30) days.

12. The POS is included as Section 11 of the Scoping report.

13. The comment is noted. No exemptions were applied for.

14.
14.1.The requirement is noted and will be complied with. The SR and POS
PPP was from 24 July up to and inclusive of 26 August 2024, with all
requirements in terms of the Guideline on PPP, The EIA Regs, the
Department’s Circular EADP 0028/2014 on the “One Environmental
Management System” complied with.

14.2.The EAP submitted the electronic copy of the SR, POS and all
supporting documentation to the Directorate on 23 July 2024 for a
30-day commenting period up to and inclusive of 26 August 2024.
The SR, POS and all supporting documentation was also made
available to all relevant organs of state for the same commenting
period.
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14.3. This Directorate herewith further provides the following comments:

14.3.1.Your attention is drawn to Circular 0027 of 2021 regarding the
electronic administration of EIA applications. The Directorate:
Development Management (Region 1 and 2) will continue with the
electronic submission of correspondence and has for this reason
established a dedicated e-mail address for the submission of all
correspondence to the Directorates. For the Cape Town office, the
e-mail address is DEADPEIAAdmin@westerncape.gov.za.

14.3.2.This new electronic means of working is effective from 1 February
2022 and all general EIA queries, correspondence, applications,
non-applications and reports must be e-mailed to the
aforementioned email address.

14.3.3.Please ensure that where electronic copies cannot be accessed by
Interested and Affected Parties (“I&APs”), alternative access to
copies of the Reports are made available.

14.3.4. E-mail notification to 1&APs is strongly supported. However, other
means of notification for those I&APs will be required, where no e-
mail addresses are available, or where the likelihood of success of
this electronic correspondence is expected to be low.

14.3.5.Where I&APs are unable to access electronic copies of the reports,
a hard copy of the report must be made available. Alternatively, the
EAP will be required to engage with 1&APs, with respect to
alternative methods of accessing electronic copies of the Reports.

14.3.6.1t is hereby requested that documents be submitted in pdf. format
and not as scanned, as far as possible. Documents should also be
saved as separate documents, as opposed one consolidated pdf.
document being submitted.

14.4.The EAP must notify this Directorate in writing of the date the SR and PoS
and EIA Reports were submitted to the relevant State Departments
and/or Organs of State and clearly indicate whether such State

14.3.
14.3.1. The comment is noted, and this email address was used by
the EAP for submission.

14.3.2. Therequirement is noted and will be complied with.

14.3.3. Therequirement is noted. A hard copy of the SR, POS, WULA
and supporting documentation was placed at the Fisantekraal
library for the 30-day commenting period.

14.3.4. Registered I&APs that provided e-mail addresses were
notified by email, and where no email addresses were available
and cellular numbers were provided, a sms was sent to each
registered I&AP. Site notices were also placed at the site and in
the Fisantekraal library. An advert was also placed in the
Tygerburger.

14.3.5. A hard copy of the SR, POS, WULA and supporting
documentation was placed at the Fisantekraal library for the
30-day commenting period.

14.3.6. All documents were submitted as pdf and compressed
where possible to decrease the file size. Each Appendix to the
SR, the SR and the BID were saved as separate documents.

14.4.The SR and POS were submitted for comment to relevant State
Departments, and they were notified of the commenting period as
required by Section240 of the NEMA.

Page 66 of 324




14.5.

14.6.

Departments and/or Organs of State were notified of the commenting
period in terms of Section 240 of the NEMA.

It is imperative that State Departments and/or Organs of State be in
possession of the Reports when the EAP issues them with the notice in
terms of Section 240 of the NEMA. Please note that the EAP is responsible
for such consultation. Therefore, it is requested that the EAP include
proof of such notification to the relevant State Departments and/or
Organs of State in terms of Section 240(2) and (3) of the NEMA in the SR
and EIA Reports, where appropriate.

In terms of good environmental practice, you are encouraged to engage
with State Departments and/or Organs of State early in the EIA process to
solicit their inputs on any of their requirements to be addressed in the EIA
process. Please note that this does not replace the requirement of making
the SR and PoS and EIA Reports available to State Departments and/or
Organs of State, as stipulated above. The following State Departments
and/or Organs of State must be consulted during the application process,
as part of the PPP:

14.6.1. CapeNature;

14.6.2. HWGC;

14.6.3. City of Cape Town;

14.6.4. Western Cape Government: Infrastructure;

14.6.5. Western Cape Government: Economic Development and
Tourism;

14.6.6. Western Cape Government: Department of Agriculture;
14.6.7. This Department’s Air Quality Management Directorate;
14.6.8. This Department’s Waste Management Directorate;

14.6.9. This Department’s Pollution and Chemicals Management
Directorate;

14.6.10. National DWS;

14.5. The requirement is noted and will be complied with. The SR and
POS were submitted for comment to relevant State Departments,
and they were notified of the commenting period as required by
Section240 of the NEMA. A download link to the documentation
for comment was also provided in the communication.

14.6. The comment is noted.

CapeNature, HWC, CoCT, Western Cape Government:
Infrastructure, Western Cape Government: Economic
Development and Tourism; Western Cape Government:
Department of Agriculture; DEA&DP Directorate Air Quality;
DEA&DP Directorate Waste Management; DEA&DP Directorate
Pollution and Chemicals Management; National DWS; National
Department of Agriculture, Land Reform and Rural Development;
Eskom; The South African Civil Aviation Authority; The South
African National Defence Force; The South African Air Force; The
National Airspace Committee are included as I&APs for the
proposed project. Engagement has been taking place through
meetings, correspondence and direct engagement by specialists.
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15.

14.6.11. National Department of Agriculture, Land Reform and Rural
Development;

14.6.12. Eskom;

14.6.13. The South African Civil Aviation Authority;
14.6.14. The South African National Defence Force;
14.6.15. The South African Air Force; and

14.6.16. The National Airspace Committee.

14.7.Further to the above, given the nature and scale of your proposed
development, the following authorities must be consulted during the
application process, as part of the PPP:

14.7.1. Swartland Municipality;
14.7.2. Cape Winelands District Municipality; and
14.7.3. West Coast District Municipality.

14.8.This Directorate further hereby request that Airports Company South
Africa (“ACSA”) (Cape Town) similarly be consulted, as part of all PPP
undertaken.

14.9. A register of I&APs must be opened and maintained. The said register
must be submitted to this Directorate. The EAP must record and respond
to all comments received. The comments and responses must be
captured in a ‘Comments and Responses Report’ and must include a
description of the PPP followed. This report must be included in the public
participation information attached to the final SR and PoS and EIA Reports
to be submitted for a decision.

Environmental Management Programme (“EMPr”)

15.1.In accordance with Section 24N of the NEMA and Regulation 19 of the EIA
Regulations, 2014 (as amended), this Directorate hereby requires the
submission of an EMPr. The contents of such an EMPr must meet the
requirements outlined in Section 24N (2) and (3) of the NEMA (as
amended) and Appendix 4 of the EIA Regulations, 2014 (as amended).

15.

14.7. The requirement is noted. Swartland Municipality, Cape Winelands
District Municipality, and West Coast District Municipality have been
included as I&APs for the proposed project.

14.8. ACSA has been included as I&AP for the proposed project. CWA is
also engaging directly with ACSA.

14.9. Aregister has been opened and is maintained and will be submitted
to DEA&DP.

All comments received are recorded and responded to in the
Comments and Responses report, inclusive of a description of the
PPP followed. The C&R will be included in the PPP information that
will be submitted with the final SR and EIA reports.

15.1. The requirement is noted and will be complied with.
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15.2.The EMPr must address the potential environmental impacts of the
proposed expansion throughout the project life cycle, including an
assessment of the effectiveness of monitoring and management
arrangements after implementation (auditing). The EMPr must be
submitted together with the EIA report. When compiling the EMPr, this
Department’s Guideline for Environmental Management Plans (June
2005), available on this Department’s website, must be taken into
account as well as Appendix 4 of the EIA Regulations, 2014 (as amended).

16. Alternatives

16.1. Be advised that in terms of the EIA Regulations, 2014 (as amended) and
the NEMA the investigation of alternatives is mandatory. All alternatives
identified must therefore be investigated to determine if they are feasible
and reasonable. In this regard it must be noted that this Directorate may
grant authorisation for an alternative, as if it has been applied for or may
grant authorisation in respect of all or part of the activity applied for, as
specified in Regulation 20 of the EIA Regulations, 2014 (as amended).
Alternatives are not limited to activity alternatives, but include layout
alternatives, design, activity, operational and technology alternatives.

16.2.You are hereby reminded that it is mandatory to investigate and assess
the option of not proceeding with the proposed activity (i.e., the “no-go”
option) in addition to other alternatives identified. Every EIA process must
therefore identify and investigate alternatives, with feasible and
reasonable alternatives to be comparatively assessed. If, however, after
having identified and investigated alternatives, no feasible and
reasonable alternatives were found, no comparative assessment of
alternatives, beyond the comparative assessment of the preferred
alternative and the option of not proceeding, is required during the
assessment. What would, however, be required in this instance is proof
that the investigation was undertaken and motivation indicating that no
reasonable or feasible alternatives other than the preferred option and
the “no-go” option exist.

17. Need and Desirability

In terms of the EIA Regulations, 2014 (as amended), when considering an
application, this Directorate must take into account a number of specific

15.2. The requirement is noted and will be complied with.

16.
16.1. The requirement is noted and will be complied with.

16.2. The requirement is noted and will be complied with.

17. The requirement is noted and will be complied with.

Page 69 of 324




18.

19.

20.

21.

considerations including, inter alia, the need for and desirability of any
proposed development. As such, the need for and desirability of the proposed
activity must be considered and reported on in the SR and PoS and EIA Reports.
The SR and PoS and EIA Reports must reflect how the strategic context of the
site in relation to the broader surrounding area, has been considered in
addressing need and desirability.

Collapsing of Scoping and EIA Report

Please be advised that the Scoping and EIA Phases of the EIA process are two
distinctly separate phases each having its own requirements and reports to be
submitted. This Directorate will not accept any SR and PoS and EIA Reports
where the process or information of the two phases were collapsed into a
single process or report.

Mandatory Plan of study for EIA

You are hereby reminded that a plan of study for EIA, which sets out the
approach to the EIA of the application in accordance with Appendix 2(2)(i) must
be compiled and submitted together with the Scoping Report.

Project Schedule

Your Project Schedule (submitted together with the Application Form), is
hereby acknowledged and largely appears in order with regards to the
allocated timeframes relevant to your application. Please be reminded to
adhere to the legislated timeframes regarding your application submitted in
terms of the NEMA and EIA Regulations, 2014 (as amended).

NEMA Principles

In addition to the above, you must clearly show how the proposed development
complies with the principles contained in Section 2 of the NEMA and must also show
how the proposed development meets the requirements of sustainable
development.

22.

Social and Gender Considerations You are reminded that the social context of
the proposed development must always be considered. This includes the
impact that the development proposal may have on the prevalence of

18.

19.

20

21.

22

The comment is noted.

The requirement is noted and will be complied with.

. The comment is noted.

The requirement is noted and will be complied with.

. The requirement is noted and will be complied with. The additional
considerations will be included in the Socio-economic Impact Assessment.
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23.

24.

25.

26.

HIV/AIDS, Sexually Transmitted Infections (“STI”) and Tuberculosis (“TB”), as
well as equity and gender related concerns.

Climate Change

23.1.The SR and PoS and EIA Reports must report on the potential impacts on
climate change. One of the objectives of the Western Cape Provincial
Spatial Development Framework published by this Department is to
minimise the consumption of scarce environmental resources such as
water, fuel, building materials, mineral resources, electricity, and land. To
this effect and as part of the efforts to reduce the effects of climate
change, you must, as part of the EIA process, identify energy efficient
technologies that could be implemented for the proposed development.

23.2. Considering that South Africa is a water scarce country and that many
catchments in the Western Cape are already water stressed, you must
also consider implementing the use of water saving devices and
technologies for the proposed development.

Kindly quote the abovementioned reference number in any future

correspondence in respect of the application.

It is prohibited in terms of the NEMA for a person to commence with a Listed
Activity unless the Competent Authority has granted an Environmental
Authorisation for the undertaking of the activity. A person convicted of an
offence in terms of the above is liable for a fine not exceeding R10 000 000 or
to imprisonment for a period not exceeding 10 years, or to both such fine and
imprisonment.

This Directorate reserves the right to revise or withdraw its comments and
request further information from you based on any information received.

23.

24.

25.

26.

23.1.The POS for the Climate Change Impact Assessment has been
included with the SR along with additional information on Climate
Change in sections 5.3, 9.13 and 11.4.12 of the SR.

Energy efficient technology is being investigated as part of the EIA
process.

23.2. Water saving, reuse and recycling initiatives form part of the
proposed project and will be included in the SR, WULA and EIA
reports.

The requirement is noted and will be complied with.

The comment is noted

The comment is noted.

199

Dinah Gibbon -
Africana
Engineering (Pty)
Ltd

Email dated 5 August 2024:

1.

Please have a look at the attached proposal and related docs for commentary.
Look forward to hearing from you soon.

The following documents were shared and have been included as Appendix B (C199):

e  Dube-External-Newsletter-Q4-2024.pdf
e Dubetradeport-Spike-Airfreight-volumes.pdf

Email response provided 5 August 2024:

1.

Thank you for the email and the WhatsApp sent.

You will be registered as an I&AP for the proposed project and your
submission captured.
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e IPAP2014.pdf

e Newly-launched-Dube-TradeZone-2-attracts-R1.8-billion-in-early-
investment.pdf

e Policy SEZ.pdf

e  SEZ-brochure_2021.pdf

200 | Dinah and Guy
Gibbon - Africana
Engineering (Pty)

Ltd

Email dated 5 August 2024:

Ditto [Refer comment no 199, additional attachments were provided]

The following documents were shared and have been included as Appendix C (C200):

e Gibbon-TPC7a-PAPER ACCEPTANCE SAEEC2011

e EIA Delta

e Energy Efficiency Paper

e Draft Environmental Impact Assessment Report- proposed Dube Tradeport
Trade Zone 2 located between Tongaat and the King Shaka International
Airport in Kwazulu-Natal

e Africana Engineering - CWA proposal [the content of this letter is provided
below]

Letter received via email on the 5th of August 2024:

1.

We have been noticing with interest the establishment of a second airport in CT
precinct having been through similar process with KSIA from about year 2000
to the official handover in 2010.

At the time | was working for Palace Consulting Engineers in Durban involved
first with Moses Mabhida Stadium which was a challenge to design continuous
power supply before being involved with llembe Consortium in the design,
construction and final handover of KSIA.

Unfortunately, my involvement with KSIA and Dube Trade port was cut short
due to expediency in completion of the Foskor Mining South Pit Project from
2008 — 2010 then with EML/EIS Zambia.

Suffice to say regarding KSIA it interesting that there was a pic of the then Ben
Schoeman former transport minister around 1973 riding in his wheel chair on

Email response provided 5 August 2024:
1. Thank you for the email and the WhatsApp sent.

You will be registered as an I&AP for the proposed project and your
submission captured.

EAP Response:

1. This comment is noted.
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the old La Mercy runway which ran for 30 odd years serving microlights before
the EIA process began in earnest. Myself, with Wally Meyer & June Viljoen
commenced with petitioning for the new airport proposal around 2003
managing to get local Durban council approval around the same time so that
the EIA could get underway. Actually, the biggest hurdle thereafter besides the
famous barn swallow story was convincing ACSA. The cost and the move from
Durban South to Durban North was prohibitive. However, through much local
govt participation and the fact that the Reunion airport was confined between
the Mondi channel in the north and Toyota Prospecton site in the south entailed
a problem with any runway extension to handle large body aircraft.

Eventually the EIA process got underway around 2004-2005 while | worked for
a company called Tank from CT selling cable accessories. Incidentally, all my
colleagues at the time people from Siemens etc. categorially said the new
airport will never happen? 30 years is a long time but once the “parts” fall into
place it is just a matter of getting likeminded people to participate much like
CWA? | attended a number of EIA sessions from La Mercy to Ballito to mt
Edgecombe and recall one objection such as “aircraft noise pollution while
playing golf? Eventually | think most of the people in the north welcomed the
airport as not having so far to travel? The story of the barn swallows were
particularly interesting as these birds in their millions migrate between the UK
and SA very year and the engineers used a radar system to detect their presence
early in the mornings and late evenings when they roost in the Mt Moreland
area south of the proposed runway. This was one of the last objections we
addressed with technology which is interesting and is addressed later in my
commentary.

INTRODUCTION

4.

Around 2010 | completed my time at Foskor with the successful operation of
south pit and overland conveyor —see my paper to SAEEC2011 attached around
R630m later! | took up an appointment in Zambia and we successfully
completed PFC — power factor correction installations for most of the country
as Zesco imposed surcharges on poor power factor industries. We also built
2*50MW HFO Warsila power stations in Ndola to handle Zambia’s power
shortfall particularly as of now with El Nino — encountering one of the country
worst drought phenomena. While addressing the power shortage myself with

2. This comment is noted.

3. This comment is noted.

4. This comment is noted.
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Zutari handled much of the COC — certificates of compliance following the
successful EIA process of the Delta/Gulfstream project.

Anyway, long story short when | read of the pending CWA project, | had to make
some contribution in the prospect of being involved with the project.

COMMENTARY

5.

Having been through the EIA process for KSIA and Dube Trade Port | would like
to offer the following:

5.1.

5.2.

5.3.

5.4.

5.5.

5.6.

5.7.

5.8.

I notice very limited airport diversification perhaps chicken farming and
biodiversity?

Perhaps there is a need to diversify somewhat to counter the proximity
of CTIA?

| am aware there is Atlantis EPZ is not too far away would not want to
compete directly.

My thinking is considering unrelated items to include in the CWA project
such as high valued agricultural goods such as wine, exotic fruits and
produce with high technology process to market — something similar to
the lessons learnt at KSIA —ULD’s and Capespan PCL.

On another wicket consider IT related developments inclusive of training
in IT Digital related technologies. Much like IT University — Belgium
University campus in Tswane.

| believe these two situated not far from renowned universities of CT and
Stellenbosch can also benefit from technological developments
emanating from these institutions.

These opportunities should not result in too much land required and
scares resources.

| have included some appendices on SEZ details and benefits for the
stakeholders.

5.1.

5.2.

5.3.

5.4.

5.5.

5.6.

5.7.

5.8.

The chicken farming is an adjacent landuse by adjacent landowners
and does not relate to the operations of CWA. Biodiversity and
impacts on it are assessed as part of the EIA process for the proposed
project.

The comment is noted.

The comment is noted.

The comment is noted.

CWA has developed a comprehensive IT strategy that will include IT
digital related technologies. Engagements with surrounding
universities form part of CWA'’s stakeholder engagement plan. The
objective being to identify areas of collaboration.

CWA has developed a comprehensive IT strategy that will include IT
digital related technologies. Engagements with surrounding
universities form part of CWA’s stakeholder engagement plan. The
objective being to identify areas of collaboration.

The comment is noted.

The comment is noted.
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5.9. | believe it would be beneficial to add some more interest to the airport
precinct and deviate from being solely in competition with CTIA.

5.10.Remember too the area | believe is much more conducive to CTIA in
creating a people development area which the former is unable to
achieve. That being its opportunity to rise!

PROPOSAL

6.

7.

As per attached | have set up a new business around 2021/22 — Africana
Engineering (Pty) Ltd with some like-minded colleagues now established in
Zambia with all the project portfolios as per our co profile & website and am
busy building an official residence in Knysna to be in close proximity to CT. By
the way | spent most of my school days in CT then at UCT before progressing
to Durban.

My goal now is move back into SA with the latest GNU as | believe now it the
right time to move forward much like we did prior to the FWC 2010!
Opportunity is now there and we have like-minded people in government to
assist with the process of getting CWA and surrounding precinct off the ground!
Remember us ex-pats made sure we had enough votes to make the changes!

PROPOSED BLOCK DIAGRAM OF OPERATIONAL LINKAGES

6.

7.

5.9. CWA will not be solely in competition with CTIA. As a second airport
in Cape Town, CWA will play a significant complementary role to
CTIA by offering airport redundancy in Cape Town, contributing to
the growth of the air traffic into the region and stimulating
additional economic growth and development. CWA will also be the
planning alternate (diversion airport) for CTIA. This will yield
tremendous benefits to the airline industry e.g. operational cost
reductions, carbon emission reductions, increased fuel efficiencies
and additional revenue opportunities.

5.10. Socio economic development is a key priority for CWA and forms
part of CWA's overall sustainability framework.

This comment is noted.

The proposed operational linkages are noted.
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CONCLUSION

8.

We are prepared to offer our service to explore and make contact with the
relevant authorities within CWA Aero and other corporate bodies to investigate
and appoint people to establish or position the company in reaching its near
term to long term objectives to make CWA a success.

Should you or CWA Aero require our service we will make them available for
you so we can explore and appoint the right people to make these issues listed
above a reality.

8. Thank you for taking the time to provide comments. Please make use of
the CWA website to register as a proposed supplier.

Engineering (Pty)
Ltd

Hi it was comments on EIA process should be about 11 attachments in total
thanks
Okay, let me know if any gaps? Thanks

201 | Dinah and Guy Email dated 5 August 2024: Email response provided 5 August 2024:
Gibbon - Africana Ditto [Refer comment no 199, additional attachments were provided] 1. Thank you for this second email and the whatsapp sent.
Engineering (Pty)
Ltd The following documents were shared and have been included as Appendix D You will be registered as an I&AP for the proposed project and your
(C201): submission captured.
e Africana Engineering - Company Profile
WA | Dinah Gibbon - WhatsApp received on 5 August 2024: WhatsApp response provided 5 & 6 August 2024:
1 Africana

1. Thank you for the reply, will make sure to capture those.

2. Thank you for all the submissions. They have been acknowledged via
email and captured.
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- SACAA

1.

Kindly find attached comments from the South African Civil Aviation Authority
for the proposed expansion of the Cape Winelands Airport.

Letter received via email on 6 August 2024:

1.

We acknowledge receipt of email dated 07 November 2023. The South African
Civil Aviation Authority (CAA) is an agency of the Department of Transport
(DoT). The Civil Aviation Act 13 of 2009 provides for the establishment of the
CAA as a stand-alone authority mandated with controlling, promoting,
regulating, supporting, developing, enforcing and continuously improving
levels of safety and security throughout the civil aviation industry. The CAA
exercises this mandate through the Civil Aviation Regulations (CARs).

The screening tools indicates that the proposed development has high
sensitivity toward civil aviation which may have major/negative impacts to
aviation infrastructure and activities within the airport.

Please see our comments below:
3.1. Biodiversity impacts

It must be noted that in future aircraft movement and operation will have
an impact on birds and/or wildlife can augment the number of aircraft
bird/wildlife strikes. Under the CARs the holder of the aerodrome license
must assign trained personnel accountable for developing and
implementing the bird/wildlife strike prevention programme (CAR Part
139.02.19)

3.2. Maintenance programme

202 | M.J. de Wit- Email dated 6 August 2024: Email response provided 6 August 2024:
Signal Gun 1. Please register as a interested & affected party. Please see my contact details 1. We will register you as an I&AP for the project: Proposed Expansion of
below. Cape Winelands Airport.
203 Pamela Madondo Email dated 6AUgU5t 2024:

1. This comment is noted.

EAP Response:

1. This comment is noted.

2. The observation is acknowledged.

3.1. The comment is noted. CWA will be implementing a bird/wildlife
strike prevention programme. A specialist was appointed to advise
on this as well.

3.2. The comment is noted. CWA will be implementing a comprehensive
maintenance programme to ensure that ensure that the surfaces of
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In future the aerodrome license holder must ensure that the surfaces of
all movement areas including pavements with runways, taxiways, and
aprons and adjacent areas are inspected and their conditions monitored
regularly as part of an aerodrome preventive and corrective maintenance
programme (CAR Part 139.02.23)

3.3. Projected Future Aircraft Noise/ Emissions Complaints

In must be noted that the increase capacity of aircraft movement may
result in noise complaints from residents who will be residing in close
proximity to the proposed site. Under the CARs, the holder of an
aerodrome license must be responsible for handling aircraft noise
complaints related to the aerodrome (CAR Part 139.02.23)

4. Please do not hesitate to contact our office for any clarifications.

all movement areas including pavements with runways, taxiways,
and aprons and adjacent areas are inspected and its conditions
monitored regularly as part of CWA’s aerodrome preventive and
corrective maintenance programme.

3.3. A noise impact assessment is conducted to understand the
potential noise impacts. CWA is committed to implementing a noise
monitoring programme. This will include dealing with the handling
of aircraft noise complaints related to CWA.

Naidoo

1. Hope allis well

My wife and | would like to register to give input on the environmental impact
concerns of the new Cape Winelands Airport development.

Please would you let us know how we can go about getting involved in the
public feedback.

1.

204 | Frans van der Email dated 8 August 2024: Email response provided 8 August 2024:
Walt - Q52000 1. Please could you register me as Interested and Affected Party to the EIA process | 1. Thank you for your email
Plus (Quantity for the Airport.
Surveyors & You will be registered as I&AP for the proposed project.
Project Looking forward to hearing more about the process and project.
Managers)
205 | Carl Lourenz Email dated 8 August 2024: Email response provided 12 August 2024:

Thank you for your email.
You will be registered as I&AP for the proposed project.

Please refer to the in-process Scoping report and attachments available on
our website at link https://phsconsulting.co.za/proposed-expansion-of-
cape-winelands-airport/ for information on the project. The document
titled “CWA Background information and how to comment” provides
detail on how to provide comment on the proposed project. Please note
the comment period closes COB 26 August 2024.
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206 | Monique Pierce —
Local Resident

Email dated 9 August 2024:

1. We are home owners in Mikpunt, Klipheuwel - and as such an "interested and
affected" party in the CWA project. Looking at the documentation and the land
area that this project will encompass, it is clear that it is in extremely close
proximity to our community of smallholdings.

Mikpunt is a peaceful rural area, where people enjoy country life away from
traffic. An airport such as the CWA will have an extreme negative impact on
every resident here in as far as environmental factors and quality of life goes.
The noise from the air traffic will cause constant stress to animals and people
alike, it will disrupt our ecosystems, not to mention the devaluation of property
prices because nobody who wants a rural lifestyle such as this wants to live near
an airport.

It means more people, more cars, more trucks, which equals more noise, and
with all of that also more crime. Durbanville and surrounds are already
burdened by a criminal element that sprouts from Fisantekraal and Klipheuwel,
which is drawing more criminal elements from further away with every passing
year. More cars and more trucks mean more road congestion.

This project will forever change this community's quality of life, and not
necessarily for the better. No amount of impact studies will change this.

Email response provided 12 August 2024:
1. Thank you for your email.

We take note of and will record your comments and will register you as an
I&AP for the proposed project.

EAP Response:

1. The Scoping and EIA process identifies potential impacts from the
proposed project, assesses the anticipated impacts and proposes
mitigation. The proposed project is currently in the in-process Scoping
Phase, and includes a Socio-Economic Impact Assessment, a Traffic Impact
Assessment, a Noise Impact Assessment, Freshwater Ecological Impact
Assessment, Faunal and Avifaunal Impact Assessment. Therefore, the
impacts mentioned will be assessed in the EIA Report.

207 | Mark Bellingan -
Parasky aerial
work

Email dated 9 August 2024:

1. Thisis an integral part of general aviation and your proposal will be not only in
the way but will affect many aspects of current aviation in a negative way.

I am opposed to this project

Email response provided 12 August 2024:
1. Thank you for your email.

Your comments are noted, and you will be registered as an I1&AP for the
proposed project.

CWA Response:

Thank you for your email dated 9 August 2024. Please be assured that the
CWA development team is committed to thoroughly assessing all potential
effects on current aviation activities. Our goal is to integrate the needs of
the general aviation community into the project design to minimize
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disruptions and ensure that the project supports the broader aviation
ecosystem.

As described in the National Airspace Masterplan (NAMP), airspace is
considered a national asset. The design and use of airspace are guided by
an integrated approach that seeks to combine the different airspace
requirements of various users in a manner that satisfies their diverse
needs. We are following the ICAO Document 9992 airspace change
process, which allows for the careful consideration of all stakeholders'
rights and responsibilities. This process ensures that the needs and
concerns of general aviation operators like Parasky Aerial Work are fully
observed and addressed.

Your feedback is valuable, and we will continue to engage with you and
other stakeholders to address concerns and find ways to mitigate any
potential negative impacts of the project.

We would love to schedule a meeting with you to dive into the ICAO
Document 9992 process and explore how Parasky can actively participate
in shaping this exciting development. Your insights are invaluable, and this
is a fantastic opportunity for Parasky to help influence the future of the
CWA project. Let’s collaborate to ensure your needs and the broader
general aviation community are fully represented.

Thank you for taking the time to share your views.

208 | Ziandikbek

Email dated 9 August 2024:

1.

My concerns with the development is as follows:

morningstar airport is almost completely left out of this report even
though they are as large as fash opperations wise and a destination for
rotax maintenance.

-"Stellenbosch is a small VFR airfield. Which can only be used by club
members" this is a blatant lie as the airfield is used by everybody no
membership is required.

Their is no clear indication of how the vfr trafic would be affected with the
change of use at Fawn specificly from Fash to fad69 and from famorning
to fad 69 for the training/ recreational flights.

Email response provided 12 August 2024:

1.

Thank you for the email. Your comments will be recorded, and you will be
registered as an I&AP for the proposed project.

CWA Response: We acknowledge receipt of your comment dated 9 August
2024, and appreciate the information regarding the flying activities and
related structures at Morningstar, and Stellenbosch and the expected
impact on VFR Traffic, as included for the Airspace Concept of Operations
(Conops) report associated with the Cape Winelands Airport (CWA)
Environmental Impact Assessment (EIA).

We understand the concerns raised about the Conops report in addressing
the General Aviation (GA) activities in the vicinity of the proposed airport,
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Thanks for hearing our concerns.

specifically the omission of Morningstar and Stellenbosch as significant
sources of GA traffic.

The Cape Winelands Airport airspace design and change process is being
conducted in strict accordance with ICAO Document 9992. This ensures
that all rights and responsibilities of affected role players are fully
observed, providing a structured and transparent approach to the airspace
change process. We will gladly share the ICAO methodology with you.

Inclusion of Morningstar Airport in the Report

We acknowledge your concern regarding the omission of Morningstar
Airport from the report. Morningstar’s significance, particularly in terms
of its operational scale and role as a destination for maintenance, has been
noted. A reassessment of the airspace and traffic considerations will
include a more detailed evaluation of Morningstar Airport’s operations.
This will ensure that all relevant aspects of General Aviation (GA) activity,
including Morningstar, are comprehensively addressed in the final report.

Clarification on Stellenbosch Airfield Usage

We regret any possible confusion caused by the statement regarding
Stellenbosch Airfield (FASH). You are correct that FASH is not restricted to
club members only and is open to all aviators who wish to use the facility.
This will be accurately reflected to highlight the accessibility and
operational status of Stellenbosch Airfield.

Impact on VFR Traffic

Your concern about the impact of the airspace change on VFR traffic,
particularly for training and recreational flights between FASH
(Stellenbosch), FAWN, FAD69, and Morningstar, is valid. The EIA process is
considering the potential impacts on VFR operations. We are following the
ICAO Document 9992 airspace change process, which includes a
comprehensive assessment of traffic volumes, nature of operations and
how these changes may affect VFR traffic. This ensures that all rights and
responsibilities of affected role players are fully observed. A detailed
analysis of VFR routing and how it will be managed under the new airspace
structure will be included in the final report.
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Thank you again for your valuable input. We are committed to ensuring
that the CWA development takes into account all stakeholder concerns
and results in a safe and efficient airspace design. We remain committed
to an open and transparent process where the concerns and interest of all
stakeholders are observed.

Local Resident

1. As aregistered I&AP for this project | would like to know why | did not receive
notification of the Draft Scoping Report and Public Participation Process for
which comment is due on 26 August?

Email reply provided 13 August 2024:

209 | Basil Kilian - Bk Email dated 12 August 2024: Email response provided 12 August 2024:
& Airport Services |1 Thanks | have received your email. | will take a look at the documents and revert [ 1. Thank you for the confirmation Basil
234 to you.
Email dated 26 August 2024: Email response dated 26 August 2024:
1. With regards to your Report on the Scoping and EIA of Cape Winelands. Thanks | 1. Thank you for the email.
for all th inf i h ilabl . N . . .
or all the updated information you have made available to everybody The proposed project is currently in the in-process Scoping Phase.
| have gone thr'ough t'he areas that | am' |n.terested' in and have ended up with The Noise Impact Assessment with associated noise contours will be
only one question. | did not see any preliminary Noise contours that could have ; . .
. ; . . . available to all registered 1&APs during the Impact Assessment Phase for
been plotted from the Baseline Noise readings. Have | missed something or . . o . .
. . . comment, and as a registered I&AP you will be notified when this period
misinterpreting some data? Please advise. Thanks.
starts.
Email reply dated 26 August 2024:
2. Thanks Amanda
210 | Barbara Gale - Email dated 13 August 2024:

Email response provided 13 August 2024:
1. Thank you for your email.

You were sent a notification email at 13:59 on 23 July 2024 (please see
proof attached).

Please let me know if you would like me to resend the email to you.
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1.

Dearest Gmail sent it to Spam. | have rescued it and have everything | need.
Thank you, so sorry for any inconvenience caused.

211 | Timothy Irvine -
Morningstar

Flying Club

Email dated 13 August 2024:

1.

Please find comment and input from Morningstar Flying Club attached.

Could you kindly confirm receipt.

Letter received via email on 13 August 2024:

1.

We refer to your email dated 23 July 2024 and more particularly the Appendix
19 Airspace Conops report that has been made available.

We refer further to our letter dated 7 December 2023 when the club notified
you of our interest as an interested and affected party. The Morningstar Flyers
Association NPC (reg no. 2014/267363/08) is the non profit organization more
commonly known as the Morningstar Flying Club. In that letter we advised that
we have in excess of 500 members and were particularly interested in safe
appropriate passage from Morningstar to the East of Cape Winelands.

This letter raises concerns relating to the Airspace Conops report. Due to the
absence of relevant information in the report, these comments cannot be
viewed as complete or exhaustive and we reserve the right to comment more
fully as and when relevant information is made available.

The Conops report does not address the original concerns raised when we noted
that we are an interested and affected party. We believe the Conops report is
materially deficient in a number of respects. Valid and considered outcomes
cannot be derived from the report. The report in its current form is likely to
create an unsafe environment.

Identification of Morningstar as a significant source of GA traffic.

Email response provided 13 August 2024:

1. Thank you for your comments and | confirm receipt of your email

CWA Response to letter:

1. CWA acknowledges receipt of your letter dated 13 August 2024, and
appreciate the detailed information regarding the flying activities and
related structures at Morningstar as included for the Airspace Concept of
Operations (Conops) report associated with the Cape Winelands Airport
(CWA) Environmental Impact Assessment (EIA).

CWA understands the concerns raised about the Conops report in
addressing the General Aviation (GA) activities in the vicinity of the
proposed airport, specifically the omission of Morningstar as a significant
source of GA traffic. Your emphasis on the volume of activity at
Morningstar and its potential impact on the safety and efficiency of
airspace management is fully noted and will be addressed during the
stakeholder engagement process that we have embarked upon.

The Cape Winelands Airport airspace design and change process is being
conducted in strict accordance with ICAO Document 9992. This ensures
that all rights and responsibilities of affected role players are fully
observed, providing a structured and transparent approach to the airspace
change process.

2. Morningstar's Role as a GA Activity Hub
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It is noted that Stellenbosch and Ysterplaat have been specifically identified in
the report. Morningstar has not been identified as a place of significant GA
activity, which it is. It is classified in the general classification of ‘minor airfields’
and in the context, this is not factually correct. It is highly likely to be the busiest
GA airfield within the identified radius.

To ensure all relevant considerations are taken into account the report requires
a full and detailed assessment of surrounding GA activities. It is highly likely that
Morningstar has more GA activity than Stellenbosch and more activity than
Ysterplaat, yet unlike the other two airfields, Morningstar is not identified as
material and is therefore not properly considered in the report.

Subject to a proper assessment being undertaken, it will be noted;

- Morningstar has in excess of 500 active members.

- It has two active training schools.

- It is the same distance from Cape Winelands (13NM) as Ysterplaat and
Stellenbosch.

- The airfield has 89 hangars with another 12 in the process of being
constructed.

- It houses in excess of 230 light aircraft.

- It has a significant number of aircraft movements.

The size of the general aviation (GA) community at Morningstar warrants that
the GA activity that is generated from this airfield should be given due
consideration.

Insufficient to no information on GA activity.

We are concerned that the report does not sufficiently detail the significant
amount of GA activity that operates within the affected area, and much of it is
from Morningstar. With no accurate assessment of the GA activity no valid and
safe assessment can be made of the impact of proposed changes.

This material deficiency in the report means that any conclusions or finding
derived from this report are likely to be inaccurate and based off insufficient
information to be able to make appropriate and safe recommendations.

We appreciate the detailed statistics provided on Morningstar’s activity,
including the number of active members, aircraft, hangars, and training
schools. We will ensure a reassessment of the GA activity at Morningstar,
and a more comprehensive analysis will be conducted to accurately
reflect its significance.

Inclusion of GA Activity Data

Your concern about the insufficient information on GA activity within the
report is valid. We will work to gather more detailed data on GA operations
within the affected airspace, particularly from Morningstar, to ensure that
the safety and operational considerations are based on accurate and
comprehensive information. This will include a thorough risk assessment
of the GA activities and their interaction with the proposed controlled
airspace.
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Consideration of VFR Traffic

The report refers to VFR traffic corridors and consideration of VFR traffic routes
which “may” be developed.

The report does state, “VFR traffic in the area must be considered as it plays an
important role in the safety of flight operations. This includes the consideration
that some of the traffic will be training flights by unexperienced pilots.”

The report identifies the issue, which is a clear and obvious safety concern to
not only GA traffic but also to scheduled traffic operating within the new
proposed airspace. Having identified the risk, the report does nothing to
address it.

By not knowing the size of the GA community and traffic it cannot address
the issue as no appropriate risk assessment can be made and valid safe
conclusions reached.

By increasing controlled airspaces with admittedly non professional and
student pilots operating in the immediate area, a hazard is being created.
This is a significant safety concern which is not addressed.

There is reference to GA traffic on the east going to the GA area. The extent
of the traffic routing from the West to the East and vis versa is not identified
or addressed.

The approach of the report to the creation of new controlled airspaces
appears to be that the IFR routing are being established first and only then
VFR traffic routes “may” be considered.

To be truly safe and duly considered it is our contention that VFR routes
need to be fully considered at the same time as the IFR routes. The GA
traffic is present, is material and needs to be fully identified and considered
at inception.

In the absence of due consideration having being given by the report we
remain concerned that around the edges of controlled airspace and on VFR
passages, ifindeed created, they may be narrow and constricted and create
congestion points with non - sophisticated aircraft, with the bare minimum
of instrumentation, piloted by non-professional pilots and student pilots.

The report does not fully identify, quantify or appreciate the risks that have
been created by the creation of new and adapted airspaces.

Consideration of VFR Traffic

The importance of considering Visual Flight Rules (VFR) traffic, especially
for training flights by less experienced pilots, is acknowledged. We agree
that VFR routes should be carefully planned alongside Instrument Flight
Rules (IFR) routes to prevent congestion and ensure safety. The report will
be revised to include a more detailed analysis of VFR traffic, with specific
attention to the routing between the West and East of the proposed
airspace, as well as the potential hazards around controlled airspace
boundaries.
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5.

Kindly acknowledge receipt of our comment and advise of the future steps in
the process enabling us to interact accordingly.

Gathering Design Requirements for Future Airspace and Flight
Operations

Cape Winelands Airport (CWA) has embarked on a formal process to
gather design requirements for the future airspace and flight
operations at CWA. Engagements with affected stakeholders are
ongoing to ensure that all concerns are fully understood and the
impact of these activities are appropriately considered in future
airspace changes. An iterative process of consultation and
amendment of design criteria is followed. As you are aware, we have
had one engagement already, more engagements will follow until
the full ICAO airspace Change process has been concluded. This
process includes:

. Identification of Morningstar as a Significant Source of
GA Trafficc A full and detailed assessment of
surrounding GA activities will be conducted to ensure
all relevant considerations are taken into account.
Traffic volumes to and from Morningstar will be
accommodated in the final airspace design.

. Comprehensive Traffic Assessment: A study will be
conducted to assess the nature of flights, aircraft types,
duration of flights, and traffic density associated with
Morningstar. The final airspace design  will
accommodate the target flight density and volume from
Morningstar.

. Existing Morningstar Concern: Paragraph 6 below lists
a current summary of the concerns and proposed
actions to appropriately address the various items of
concern. As stated above, the list that is provided is part
of ongoing discussions, and will be updated as we
progress the airspace design project. More information
on the process that is followed will be shared during our
next face-to-face meeting.

Future Steps
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Your ongoing involvement in the process is valued, and we will ensure
that all relevant information is shared with you as it becomes
available. The next steps will include further engagements to
addresses the concerns you have raised, followed by an opportunity
for further comment and interaction.

Thank you for your continued engagement in this process. We remain
committed to ensuring that the development of the Cape Winelands
Airport is conducted with the highest safety standards and in full
consideration of all stakeholders.

Summary of existing Morningstar airspace design requirements

"

Design-
RAnforences
1 To-ensur e alelewnt eons idesatinns-ars taken DRAMS-1z

e quire sadulland-det sile [

Qriginators | References Concerna HMitigations Dutputs
u-'\rnl'=_=.'.a|-' MSie [ 18entification of

1 DetermineMS-assaciated: =
F2,008. gt

Aupirst
20249

al designcan
argetvolumes at

" g, abrcratt
tratfic-pensity, stce

ENS Africa

212 | Stephen Levetan -

Email dated 13 August 2024:

1.

I am in the process of considering some of the plethora of documents made
available on your website relating to the DSR phase. My initial observation is
that most of the specialist scoping reports remain the same as those furnished
in the pre-application phase and only some minor changes were made and the
dates changed. Having regard to your responses to my client’s comments on the
pre-application DSR and specialist reports, | would have expected to see
reference in the updated specialist scoping reports to those comments.

| shall deal with this appropriately in the comments that will be supplied by 26
August.

The purpose of this e-mail is to enquire why the poultry study was not included
at this stage. Surely a draft scoping report by the appointed specialist should
have been included. Please explain why nothing has been stated or supplied in
this regard and also when such report will be made available for public

Email response provided on 14 August 2024:
1. Thank you for your email.

The Plan of Study in the Scoping report identifies the requirement for a
Poultry Biosecurity and Health Impact study which will be completed and
circulated for comment in the Impact Assessment Phase.

| am looking forward to receiving your comments on the 26th August.
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comment. Here too, | shall deal with this in the comments to be made so that
the competent authority can be made aware of this crucial missing
study/assessment.

215 | Derek Lord
Rikus Erasmus
Stellenbosch

Flying Club

&

Email dated 19 August 2024:

1.

Thank you for your communication regarding the Proposed Expansion of Cape
Winelands Airport and the associated Public Participation Process.

We wish to note that, despite the indications as notarised in Appendix E of
Appendix 30, the contents of Appendix 19 remain unchanged. We appreciate
your attention to this matter and look forward to any necessary clarifications.

Furthermore, we want to express our deep commitment to full engagement in
the Cape Winelands Airport Task Force (CWATF). We consider our participation
crucial and are eager to contribute constructively to the forthcoming
discussions.

We look forward to the next engagement

Email response provided by EAP 24 August 2024:
1. Thank you for the email.
The contents thereof are noted and will be recorded.
Response by CWA:
CWA appreciates your commitment to fully engage on this matter.

The initial ConOps (Appendix 19) deliberately focuses on broad
concepts rather than specific details to maintain flexibility as the
project evolves. This flexibility is vital for adapting to changes and
addressing stakeholder concerns, including those related to general
aviation, as they arise. Where specific details are not included, it does
not signal any intention to abandon or diminish the rights or
privileges of stakeholders in the final design process. The ConOps is,
however, being evolved over time and will include additional general
aviation concerns in the next revision.

In parallel and following the ConOps, CWA has embarked on an
airspace development process within with the formal National
Airspace Committee (NASCOM) channels, where the concerns and
user requirements of all aviation stakeholders, including Stellenbosch
Flying Club, are being considered. The airspace development process
being followed is in fact the internationally recognised and accepted
ICAO Document 9992 approach (International Civil Aviation
Organisation Manual on the use of Performance Based Navigation in
Airspace Design). This ensures that all operational aspects, such as
general aviation, are thoughtfully considered.

It is noted that further fruitful engagements have taken place
between parties, as recently as 23 August 2024.
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217 | Marriette Kemp - | Email dated 19 August 2024: Email response provided 20 August 2024:
Local Resident 1. | am a concerned Uitzicht resident and many of the people in the area and | 1. Thank you for the email.
surrounds s against the airport, for legitimate reasons The proposed project is currently within the in-process Scoping Phase with
What avenues can we pursue and how many signatures will a petition require public participation closing on 26 August 2024.
. . 119
to prevent the airport from being build: The Scoping report and supporting documentation is available on our
website at download link https://phsconsulting.co.za/proposed-
expansion-of-cape-winelands-airport/ or in hard copy at the Fisantekraal
library.
Please direct your comments to me for recording and responses within the
Comments and Response report.
218 | Janet Matthee - | Email dated 20 August 2024: Email response provided 20 August 2024:
Local Resident 1. lam opposed to the new airport in Fisantekraal for the following reasons: 1. Thank you for your email. You will be registered as an I&AP for the
e the noise level will increase proposed project and your comments recorded.
e the .alr qu.allty will decrease Wh.ICh will negatively affect the health of The mentioned issues will be assessed by specialist reports to be made
the inhabitants of the surrounding area . .
available in the EIA phase.
e the traffic will increase which will lead to longer driving time
My house is in | I ERERE
219 | Jan & Heidi | Email dated 22 August 2024: Email response provided on 22 August 2024:
Neethling 1. Please can you register my husband and | as an Interested and affected 1. Thank you for the email. You will be registered as I&AP for the proposed
parties? project.
Email reply dated 22 August 2024:
2. Thank you for your confirmation response
220 | Ettienne Email dated 22 August 2024: Email response provided on 22 August 2024:
Brunsdon 1. Dear Amanda, please note that | wish to be registered as an interested and | 1. Thank you for the email. You will be registered as an I&AP for the
affected party on the above project, will you please action accordingly? proposed project.
Email reply dated 22 August 2024:
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2. Thank you very much, Amanda.

Enjoy your day then.

Udec Engineering

1. Please find attached my Comments on the Cape Winelands airport
development.

Please acknowledge receival of this mail and when feedback to my questions
should reach me.

Please also furnish me a contact E-mail for Mr Rob Hersov if possible.

Letter received via email dated 22 August 2024:

1. 1 would like to comment and be added as a I&AP.

221 | Pieter De Villiers Email dated 22 August 2024: Email response provided 22 August 2024:
1. |found your details on our community group. We were told that we can register | 1. Thank you for the email. You will be registered as I&AP for the proposed
with you should we have any objections to the new airport being built. | have project.
objections. Please ad me to the list of objectors
222 | Danie Pienaar - | Email dated 22 August 2024: Email response provided 22 August 2024:
BVi. Consulting 1. | would like to be registered as an interested and affected party on the Cape | 1. Thankyou for the email. You will be registered as an I&AP for the proposed
Engineers Winelands Airport Project project.
223 | Johan Lourens - | Email dated 22 August 2024: Email response provided 22 August 2024:
Local Resident 1. Canyou please register me as an interested and affected party. 1. Thankyou for the email. You will be registered as an I&AP for the proposed
My home address is: project.
224 | Francois Naude - | Email dated 22 August 2024: Email response provided 22 August 2024:

1. Thank you for your email and attached comments.

You will be registered as an I&AP for the proposed project and your
comments and responses to your comments will be captured within the
Comments and Responses report.

| unfortunately do not have contact details for Mr Rob Hersov.

EAP Response to letter:

1. You have been registered as an I&AP for the proposed project.
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My general concerns regarding the above expansion like all others are noise,
pollution, congestion and crime. | hope that they will be answered by questions
other have asked

My specific concerns are that PHS consulting and developers are really trying to
tiptoe or not to mention the impact the proposed expansion will have on
MIKPUNT. My late participation in the whole airports matter, is that | have only
now realised how near to MIKPUNT this expansion will come. | do know where
the current Fisantekraal airport (plot) is and have no problem with any activities
or expansions taking place there.

| do however have a huge problem and concern with the proposed runway
extension and additional plots of land acquired to do this.

For all developers and professionals involved in this project it should be an
absolute no brainer that areas, that will be most affected especially with noise
and air quality will be those closest to the end of runways.

I'm not a professional but rude measurement and calculation based on your
pictures and drawings (which always just ends before MIKPUNT) put MIKPUNT
in a direct line with the new proposed runway. The end of runway and nearest
residence to my calculations are roughly 2000-2500meter apart. This alignment
also put us directly downwind of the airport on prevailing wind directions.

Summarised this means that jets will pass directly over MIKPUNT at a very low
altitude (120m at on a 3-degree glide slope 2000m from end off runway. It also
means that all noise and air pollution from ALL the activities will be carried
directly to us on the prevailing wind.

From the above | need to ask you the following:

4.1. Have PHS consulting, the developers and all contracted professionals
contracted to do all feasibility and environmental studies have realised/or
have been briefed, that off all affected areas MIKPUNT will probably be
affected the most.

The concerns are noted. The EIA process includes the assessment of a
Noise Impact Assessment, Air Quality Impact Assessment, Traffic Impact
Assessment and Socio- economic Impact assessment, which will be
circulated to all registered 1&APs during the Impact Assessment
commenting period.

The concerns are noted. Impacts associated with the proposed project on
Mikpunt will be assessed during the Impact Assessment Phase and
circulated to all registered I&APs during the Impact Assessment
commenting period

4.1 Impacts associated with the proposed project on Mikput will be
assessed during the Impact Assessment Phase and circulated to all
registered I&APs during the Impact Assessment commenting period.

4.2 CWA response:

See image below:
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4.2. Can PHS please confirm on a detailed map with verified distance between
end of runway and residences of MIKPUNT and how this compares to the
international norm

Mikpunt Proximity
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It has been confirmed that the distance between the northern runway end and
Mikpunt is approximately 2.66km. Mikpunt is also not in the direct approach
of the proposed runway, but rather at approximately 23 degrees west of the
proposed runway approach.

International examples of distance between nearest residence and runway
end (approximately):

e Cape Town Intl Airport Rwy 01 —799m
e ORTambo Rwy 21L—355m

e ORTambo Rwy 21R —449m

e London Heathrow Rwy 27L —482m

e New York JFK Rwy 22L — 1.07km

It is clear that Mikpunt is substantially further away from the proposed CWA
runway than compared to the above (international norm). It must also be
noted that the list of above airports is substantially larger and busier than the
proposed CWA, expected to process up to 20x more traffic than CWA in the
case of Heathrow.

Page 92 of 324




4.3. Can PHS please confirm the flight path in relation to MIKPUNT from
aircraft either landing or taking off. This must include height above ground
and distance to nearest residence

4.4. Can PHS please motivate why a public meeting in MIKPUNT have not been
organised based on the assumption/fact that this will be the most
affected area.

4.5. Based on the noise report on your website the MIKPUNT readings were
the lowest of all sites. Can PHS please supply us with the following.

4.3

4.4

4.5

CWA response:

See image above which is an approximation. Neither flight paths nor
approach/takeoff slopes have been finalised yet.

Assuming a 3-degree glide slope for landings, and assuming that an
aircraft will land 200m into the runway, it implies that an aircraft
would be 140m above the runway height. Note however, that the
runway itself is approximately 32m elevated relative to Mikpunt and
thus the aircraft at the point in question would be 172m above the
nearest residence.

Regarding noise, the resultant impacts are being assessed and will be
included in the Environmental Impact Reports.

A public meeting was held at the most central community facility
with capacity to host a large crowd in the area. The Fisantekraal
Community Hall is accessible to Mikpunt residents who we do
understand was present at the 8 May Public Meeting. We are about
to enter into the impact phase. During this phase all impacts will be
considered and will provide a clear indication of the extent of which
communities are and not impacted. It is too early to offer any
indication of the extent to which Mikpunt is affected. There are plans
for an open public day in November this year, at a venue accessible
to Mikpunt residents, where impacts can be further discussed. As a
registered I&AP you will receive notice thereof.
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4.6.

4.7.

4.8.

4.5.1. The calculated change in DB readings expected when airport s in full
operation. This can be based on readings taken from LANSERIA from
same distance and directly inline with runway from end (point 2)

4.5.2. Will this db. reading still fall in the rural residential bracket as per
your report.

4.5.3. Can your professional report do a study or at least mention the
effect prevailing winds have on noise pollution and how this will
enhance the noise pollution effect on MIKPUNT

The air pollution report is very vague. Can PHS do a specific report relating
to the air pollution effect it will have on a residence area 2000m, directly
inline and downwind of a regional airport as planned.

Airplane accidents are more prone to happen during or directly after
landing or take off. With MIKPUNT being directly inline and 2000m front
end off runway we are in direct danger from this. | do not see this point
being mentioned at all.

What alternates have the developers and PHS looked at to minimise the
nearness and the direct inline problem MIKPUNT pose to the
development. Can the runway angle be altered slightly to miss MIKPUNT.
Can the runway be moved over the Fisantekraal road more towards the
NI side to even out the distance and affect to acceptable level for both
sides.

45.1 The Noise Impact assessment with associated Noise Cones will
be available to all registered I&APs during the Impact
Assessment Phase of the proposed project.

4.5.2  The Noise Impact assessment with associated Noise Cones will
be available to all registered I&APs during the Impact
Assessment Phase of the proposed project.

453 The comment is noted, weather patterns are considered in
impact models.

4.6 The Baseline Air Quality report is done by an independent specialist
company DDA Engineering and according to industry standards. A Air
Quality Impact report will be produced to confirm impacts on
ambient air quality.

4.7 This comment is noted.

CWA Response: The concern about bird strikes above Mikpunt is
noted. However, Mikpunt is in fact not in the direct approach path
of the proposed runway and thus the risk of bird strikes at or above
Mikpunt is extremely unlikely.

4.8 The comment is noted. The placement and orientation of the runway
is through detailed design and incorporates various parameters such
as temperature, wind direction, topography, required airspace
integration, transport infrastructure and airspace exclusion zones.
CWA is an existing operational and licensed airport that has been in
existence for 80 years, operating at the current site. However the
proposed alignment will be use to model noise and air quality
impacts.
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4.9. Property values will in general rise with development, but in MIKPUNT's
case it might very easily decline. People want to live near the airport but
not touching distance from the runway. What guarantees can the
developers give MIKPUNT property owners that they will not loose value.
Are there steps in place should this happen.

Summarised. Most residents including myself, have invested in property in
MIKPUNT due to the rural and tranquil lifestyle it offers. Must of us is under no
illusion that the city and development will catch up with us due time. | am a
frequent flier and would appreciate the convenience it brings. I'm very willing
to concede to some added noise, traffic, pollution, crime etch coming with any
development. However, I'm NOT willing to go from rural tranquil life to living
directly under and very near to and international airport runway. This will not
slightly or moderately affect our way of living; it will drastically and completely
change it from rural and tranquil to living in the most undesired spot in any city
imaginable.

I'm opposed to the Airport development due to the reasons and facts above.
I'm open to be convinced otherwise with facts and guarantees.

| await your prompt response to my questions.

4.9. The concern regarding property values is noted. The Socio-Economic
Study are dealing with the impact on property values, this report will be
available.

5. The comment is noted. The concerns will be assessed as part of various
specialist studies.

6. The comment is noted.

225 | Leon Roos

Email dated 23 August 2024:

1.

| am submitting the same set of comments for this round.

Email reply dated 23 August 2024:

2.

Yes, this is correct.

Email response provided 23 August 2024:
1. Thank you for your email.

Attached are the previous comments you submitted during the pre-
application Scoping Phase.

Please confirm that these are the comments you would like to resubmit.

Email response provided 23 August 2024:
2. Thank you Leon
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Letter received via email on 7 December 2023:

1

Introduction:

This document was prepared by Leon Roos in response to the above public
comment on the proposed Cape Winelands Airport.

In the pursuit of progress and development, the proposal for the Cape
Winelands Airport (CWA) stands as a pivotal juncture, demanding a rigorous
and transparent examination. This document serves as a comprehensive
evaluation and critique of the reports associated with the proposed airport
construction, with a focus on fostering a nuanced understanding of its potential
impacts.

The proposed CWA development, situated at the intersection of environmental
conservation, socioeconomic dynamics, and community well-being,
necessitates a meticulous analysis. As an electrical inspector and a qualified
master installation electrician, my expertise in ensuring compliance and safety
aligns with the need for a thorough scrutiny of the reports' technical intricacies.

The critical facets explored herein range from the evaluation of consultant
expertise, adherence to international standards, the quality of executive
summaries, to the nuanced dimensions of environmental impact and
socioeconomic considerations. Each section delves into specific aspects,
unravelling both commendable elements and areas that require heightened
attention.

This introduction sets the stage for a comprehensive evaluation that goes
beyond the technicalities, recognizing the interconnectedness of progress,
conservation, and community well-being.

Evaluation of Expertise

Assessing the expertise of the consultants enlisted in producing the reports is
a critical aspect, as it directly influences the credibility and reliability of the
findings. The question of who designates these consultants as experts
necessitates thorough examination, and the absence of clear accreditation or

Below is response provided by EAP on original submission during pre-
application Scoping phase PPP. Amendments have been underlined.

1. Introduction:

The introductory comments are noted.

2. Evaluation of Expertise
The comment regarding evaluation of expertise is noted.

The EIA aims to inform decision-makers of the perceived environmental
impacts of the proposed project by providing objective, relevant
information concerning the environment. This enables the Competent
Authority (DEA&DP) to make an informed decision on the Environmental
Application and in the end helps to guide sustainable development.
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representation by the South African National Accreditation System (SANAS)
raises noteworthy concerns.

The reports indicate that certain consultants were engaged to provide
specialized services, ranging from environmental impact assessments to
engineering and aviation fuel master planning. However, the reports fall short
in delineating the criteria or credentials that qualify these individuals or entities
as experts in their respective fields. It is imperative to establish who, within the
regulatory framework or project management, affirms the expertise of these
consultants.

In instances where the reports refer to the consultants as experts without
transparently presenting their qualifications, certifications, or relevant
experience, a significant gap in accountability arises. The lack of clarity
regarding the basis for designating them as experts hampers the ability of
stakeholders, including the public, to assess the legitimacy of their
contributions.

Furthermore, while the noise consultants have a calibration certificate from
SANAS, this represents a narrow scope of accreditation. The absence of
broader SANAS representation for the other consultants involved in the
multidisciplinary assessments is a notable omission. SANAS accreditation is
typically associated with rigorous adherence to international standards and
best practices, instilling confidence in the competence of accredited entities.

To address this, the reports should explicitly outline the qualifications,
experience, and certifications of each consultant, elucidating the criteria that
deem them experts in their respective domains. Additionally, clarification on
the entity or authority endorsing their expertise is crucial for transparency. If
SANAS representation is limited to specific consultants, the rationale behind
this selectivity should be elucidated to ensure a comprehensive understanding
of the overall expertise enlisted for the project.

In conclusion, the reports must provide a robust foundation for designating
consultants as experts, incorporating transparency and adherence to
recognized accreditation standards. This is essential for establishing the
legitimacy of their contributions and instilling confidence in the thoroughness
and impartiality of the assessments.

Specialists are an integral part of the EIA process and enable the objective
assessment of potential impacts by a suitably qualified individual or team.
Over and above the required qualifications each specialist should have,
there is also the requirement for relevant experience. Specialists in the
field of sciences are required to register with SACNASP, which is a body
that verifies the applicable specialist’s qualifications, experience, and
ongoing development through annual reports. The specialist input in a
particular project may consist of inter alia and depending on the Scope of
Work (SoW), a field study, reasonable opinion, provision of baseline
information, impact assessment and detailed modelling where applicable.

The DFFE Screening tool lists required specialist input based on the
project footprint and description loaded. Further studies can be added, as
in the case of this project.

Specialist reports must comply with the minimum requirements (either
through the DFFE Screening tool protocols or Appendix 6 of the NEMA
Regulations), inclusive of qualifications, accreditations, and CV.
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Adherence to ISO Standards in Assessments

A critical aspect of evaluating the reports lies in scrutinizing the consultants'
commitment to adherence to International Organization for Standardization
(ISO) standards, which serve as benchmarks for quality, safety, and reliability
in various industries. The reports, encompassing diverse assessments ranging
from environmental impact to fuel master planning, demand a meticulous
examination of whether ISO standards were rigorously applied.

ISO standards provide a globally recognized framework that ensures
consistency and excellence in methodologies, procedures, and outcomes.
However, the reports, on initial examination, exhibit a notable lack of explicit
reference to specific ISO standards relevant to each assessment. This absence
raises concerns about the comprehensiveness and robustness of the
methodologies employed by the consultants.

For transparency and the sake of stakeholders relying on these reports, it is
imperative that the consultants clearly state the ISO standards used, or justify
any decision not to adhere to particular standards. ISO standards are designed
to enhance the reliability and comparability of assessments, making their
application crucial, especially in projects of significant public interest, such as
the construction of a new airport.

A thorough evaluation should delve into whether the consultants explicitly
detail their alignment with ISO standards in the respective domains covered in
the reports. In cases where ISO standards are not applied, the reports must
provide a compelling rationale for such deviations. This transparency ensures
that stakeholders, including the general public, can gauge the robustness of the
assessments and the extent to which internationally accepted best practices
were followed.

Given the potential impact of the airport construction on the environment,
communities, and various facets of daily life, adherence to ISO standards
becomes pivotal. It not only safeguards the integrity of the assessments but
also enables stakeholders to place explicit trust in the methodologies
employed. The absence of clear adherence to ISO standards, as apparent in the
reports, poses a significant challenge to the credibility and reliability of the
findings and recommendations presented.

Adherence to ISO Standards in Assessments
The comment re ISO standards is noted.

The assessment criteria and methodology followed by each specialist is
based on technical knowledge, scientific principles, industry best practice
and experience. No ISO standards are applicable to the Scoping reports
produced by specialists at this stage of the proposed project. As the
project proceeds, and the need for compliance to ISO standards become
apparent, the requirement will be implemented by the specific specialist.

Page 98 of 324




Executive Summary Quality Across Reports

The executive summaries of the reports play a pivotal role as they serve as a
gateway for stakeholders, including the general public, to grasp the key findings
and recommendations without delving into the extensive details of the entire
document. The quality of these summaries is, therefore, a critical factor in
ensuring accessibility and transparency.

However, an overarching concern emerges when evaluating the executive
summaries across the reports associated with the proposed airport
construction. The summaries, designed to provide a concise overview, exhibit
a consistent pattern of poor quality. They lack the clarity, coherence, and
comprehensiveness necessary for effective communication of the
assessments' core aspects.

A robust executive summary should encapsulate the essence of the reports,
presenting key insights, potential impacts, and recommended actions in a
manner accessible to a diverse audience. Unfortunately, the executive
summaries in question fall short of this expectation. They often use technical
jargon without adequate explanation, rendering them incomprehensible to
stakeholders who may not possess specialized knowledge in the respective
domains.

Moreover, the executive summaries frequently lack a cohesive narrative flow,
making it challenging for readers to follow the logical progression of the
assessments. The absence of a clear and concise articulation of the reports'
objectives, methodologies, and principal findings hampers the summaries'
effectiveness in serving their intended purpose. To rectify this, it is imperative
that the consultants revisit and enhance the executive summaries, aligning
them with best practices for clear and impactful communication. This involves
presenting information in a manner that is accessible to a broad audience,
employing plain language without sacrificing the accuracy of the content.

The deficiency in the quality of executive summaries not only obstructs public
understanding but also raises concerns about the overall professionalism and
attention to detail exercised by the consultants. In the interest of transparency
and effective stakeholder engagement, the executive summaries should be

Executive Summary Quality Across Reports

The comment re the poor quality of executive summaries in specialist
reports is noted. Where possible technical jargon will be adjusted, and
summaries amended.

Please note that impacts are assessed as part of the Impact Assessment
Phase which is still to follow.
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treated as a priority for improvement, ensuring they fulfill their role as
informative and accessible precursors to the detailed reports.

Comprehensive Assessment of Environmental Impact

The proposed construction of the airport not only jeopardizes the tranquility of
rural living but also poses a significant threat to the diverse wildlife inhabiting
the region. Scrutinizing the reports reveals a concerning lack of emphasis on
the multifaceted consequences of transforming a pristine rural landscape into
an industrialized aviation hub.

5.1 Impact on Rural Living

Rural areas are cherished for their peaceful surroundings, tight-knit
communities, and a lack of industrial intrusion. The reports, however, fall
short in acknowledging the profound implications of introducing an airport
into this serene setting.

The expected surge in traffic, an inevitable outcome of airport operations,
threatens to disrupt the daily lives of rural residents. Roads that were once
tranquil will witness congestion, longer commute times, and heightened
risks for residents, especially if the existing rural infrastructure is ill-
equipped to handle such changes.

The potential increase in population density due to airport-related
activities raises concerns about elevated living costs for rural families. The
heightened demand for housing, coupled with a potential uptick in
property taxes, could introduce economic challenges for existing residents.

5.2 Impact on Wildlife

The rural landscape targeted for the airport likely sustains a rich array of
wildlife, from diverse bird species to mammals and other fauna.

Comprehensive Assessment of Environmental Impact

The comment is noted. The biophysical specialist studies for the proposed
project include Faunal, Avifaunal, Botanical, Freshwater Ecological Impact
Assessments. Also included is a Noise Impact Assessment, Transport
Impact Assessment, Socio-economic Impact Assessment, and an Air-
Quality Impact Assessment amongst others. Please refer to the Scoping
report (section 11.4) for the specialist studies ToR and specialist input
required. Additional technical input also informs the EIA process (refer
section 11.5 in Scoping report).

Potential impacts for the proposed project will be assessed in the Impact
Assessment Phase of the EIA. All registered IAPs will be given the
opportunity to consider and comment on the specialist studies.

5.1. The comment is noted. The specialist studies for the proposed
project includes a Transport Impact Assessment and a Socio-
economic Impact Assessment. Potential impacts for the proposed
project will be assessed in the Impact Assessment Phase of the EIA.
All registered IAPs will be given the opportunity to consider and
comment on the specialist studies.

5.2. The comment is noted. The specialist studies for the proposed
project includes a Faunal and Avifaunal Impact Assessment.
Potential impacts for the proposed project will be assessed in the
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Airport construction, with its attendant noise, increased human activity,
and altered land use, directly threatens wildlife habitats. This is further
explored below.

5.2.1  Avian and Amphibian Concerns

While the reports touch upon the broader impact on wildlife, a more
detailed examination of avian and amphibian ecosystems is notable.

Avian life, including various bird species, could face disturbances due
to increased air traffic and noise pollution. Additionally, alterations
in the landscape may disrupt nesting and foraging patterns, leading
to potential population declines.

Amphibians, particularly sensitive to environmental changes, may
experience habitat loss and water contamination. The potential use
of water bodies for airport-related activities could introduce
pollutants, endangering the delicate balance of these ecosystems.

Given the ecological significance of avian and amphibian life, a
comprehensive environmental impact assessment must delve
deeper into the specific challenges these species might encounter.
The absence of such detailed insights in the broader area calls into
question the reports' ability to provide a holistic understanding of
the environmental consequences of the proposed airport
construction.

5.3 Environmental Oversight, Conservation Gaps, and Neglected
Surrounding Areas

The documentation regarding the Cape Winelands Airport (CWA)
development acknowledges the necessity of considering
environmental factors but falls short in assuring the adequacy of
proposed mitigation measures. This section critically scrutinizes
potential environmental impacts and highlights perceived deficiencies
in strategies meant to address these concerns.

Impact Assessment Phase of the EIA. All registered IAPs will be given
the opportunity to consider and comment on the specialist studies.

5.2.1. The comment is noted. The specialist studies for the
proposed project includes a Faunal and Avifaunal Impact
Assessment.

Freshwater Ecological impacts will also be included for
assessment in the Impact Assessment Phase of the
proposed project.

Potential impacts for the proposed project will be assessed
in the Impact Assessment Phase of the EIA. All registered
IAPs will be given the opportunity to consider and
comment on the specialist studies.

5.3. The comment is noted. The Pre-application Scoping Phase does not
assess impacts, and this information will only become available
when the relevant Impact Assessment studies are completed in the
Impact Assessment Phase of the EIA process. All registered IAPs will
be given the opportunity to consider and comment on the specialist
studies.
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5.4 Incomplete Air Quality Assessment

5.5

While the reports underscore the significance of maintaining air quality
standards, they lack a thorough examination of expected emissions from
airport activities. The absence of a comprehensive analysis raises doubts
about the efficacy of proposed measures to mitigate air pollution.
Without a detailed understanding of potential pollutants and their
sources, assurances regarding air quality preservation in the reports lack
substance.

Insufficient Noise Mitigation for Wildlife

Although noise considerations are briefly acknowledged, the reports do
not adequately address potential adverse effects on wildlife, especially
avian and amphibian species. The constant noise generated by airport
operations can disrupt ecosystems, impacting breeding and survival. The
absence of concrete strategies to minimize these disruptions implies a
lack of commitment to preserving local biodiversity.

5.6 Unclear Water Management Plans

The reports vaguely mention potential impacts on local water systems but
lack a detailed examination of water management plans. Without a clear
outline of measures to prevent contamination and manage increased
runoff, there is uncertainty about the effectiveness of proposed
strategies. This raises concerns about potential degradation of local water
bodies and ecosystems due to inadequate planning and mitigation.

5.7 Limited Exploration of Renewable Energy

While the reports acknowledge the importance of sustainability, there is
a notable absence of detailed exploration of renewable energy
alternatives. The commitment to minimizing the carbon footprint remains
unclear, as the reports do not provide concrete steps toward
incorporating renewable energy sources. This lack of emphasis on
sustainable energy practices raises questions about the airport's
commitment to environmentally friendly development.

5.4. The comment is noted. Impact Assessment studies are completed in
the Impact Assessment Phase of the EIA process. All registered IAPs
will be given the opportunity to consider and comment on the
specialist studies.

5.5. The comment is noted. Impact Assessment studies are completed in
the Impact Assessment Phase of the EIA process. All registered IAPs
will be given the opportunity to consider and comment on the
specialist studies.

5.6. The comment is noted. The stormwater management strategy is
outlined in the Bulk Engineering Report (Appendix 21 to the Pre-
application Scoping report). The stormwater management plan and
stormwater master plan will be developed as input into the Impact
Assessment Phase of the proposed project. All registered IAPs will
be given the opportunity to consider and comment on the specialist
studies. The Freshwater Ecological Impact report will also consider
the impact on wetlands and propose mitigation.

5.7. The comment is noted. The renewable energy strategy is outlined in
the Electrical Supply report (Appendix 22 to the Pre-application
Scoping report). It includes detail on the proposed solar PV,
Biodigester, Backup generator, BESS, Eskom supply, wind energy.
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5.8 Ambiguous Waste Management Strategies

The reports briefly touch on waste management but lack specificity in
outlining strategies for minimizing waste generation and proper disposal.
Without a clear plan for recycling materials and managing hazardous
waste, there is uncertainty about the airport's adherence to waste
management regulations. The ambiguity surrounding waste management
practices raises concerns about potential environmental impacts and the
airport's commitment to responsible waste disposal.

5.9 Neglected Surrounding Areas and Endangered Species

5.10

Despite studies conducted on the specific area earmarked for the Cape
Winelands Airport (CWA), a glaring omission is the lack of consideration
for the surrounding regions, where endangered species have established
habitats, notably the blue heron. This oversight raises critical concerns
about the potential impact on fragile ecosystems and protected fauna.

Limited Scope of Impact Studies

While the existing reports detail the consequences within the direct
vicinity of the proposed airport, the surrounding areas, crucial for the
survival of endangered species, have been inadequately addressed. The
absence of comprehensive studies in these regions disregards the
potential displacement and disturbance of vital species, such as the blue
heron, known to inhabit these ecosystems.

Quote from APP-10:

The acknowledgment from APP-10, stating, "The proposed activities will
lead to a reduction in habitat which may increase resource competition in
adjacent habitats. Moreover, the proposed airport will cover a large
extent within the study area, increasing the scale of edge effects that will
be experienced, causing further degradation to the surrounding habitat.
The increase in both air and road traffic will increase the likelihood of

5.8. The comment is noted. The solid waste management strategy was
included in the Pre-application Scoping Report (section 6.10) and the
in-process Scoping report. Further detail will be developed in the
EMPr during the Impact Assessment Phase of the EIA in the form of
a Waste Management Plan. All registered IAPs will be given the
opportunity to consider and comment on the specialist studies and
EMPr.

5.9. The comment is noted. The specialist studies for the proposed
project includes a Faunal and Avifaunal Impact Assessment.

Freshwater Ecological impacts will also be included for assessment
in the Impact Assessment Phase of the proposed project.

Potential impacts for the proposed project will be assessed in the
Impact Assessment Phase of the EIA. All registered IAPs will be given
the opportunity to consider and comment on the specialist studies.

5.10.The comment is noted. The specialist studies for the proposed
project includes a Faunal and Avifaunal Impact Assessment.

Potential impacts for the proposed project will be assessed in the
Impact Assessment Phase of the EIA. All registered IAPs will be
given the opportunity to consider and comment on the specialist
studies.
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collisions with fauna," underscores the inadequacy of the current
assessments in encompassing the broader ecological impact.

5.11 Endangered Species Habitat Reduction

The proposed airport activities are predicted to result in a reduction of
habitat, directly impacting endangered species like the blue heron. The
lack of consideration for these adjacent habitats raises alarm about the
potential escalation of resource competition and habitat degradation, as
highlighted by APP-10.

5.12 Scale of Edge Effects

5.13

The reports acknowledge the scale of edge effects but fail to delve into
the magnitude of this impact on surrounding habitats. The proposed
airport's extensive coverage amplifies the potential edge effects,
contributing to the degradation of ecosystems beyond the immediate
construction site.

Traffic-Related Fauna Collisions

The increase in both air and road traffic, as highlighted by APP-10, raises
concerns about elevated risks of collisions with fauna. The potential
threats to species like the blue heron due to heightened traffic,
inadequately addressed in the reports, signify a significant gap in the
assessment of environmental impact.

5.11. This comment is a repeat of a previous comment but is noted.

The specialist studies for the proposed project includes a Faunal
and Avifaunal Impact Assessment.

Potential impacts (including those on the habitat of bird species
such as the blue heron) for the proposed project will be assessed
in the Impact Assessment Phase of the EIA. All registered IAPs
will be given the opportunity to consider and comment on the
specialist studies.

5.12.Edge effects from part of all the specialists cumulative impact
analysis. The comment is noted as a repeat of a previous comment.
The specialist studies for the proposed project includes a Faunal and
Avifaunal Impact Assessment, which includes habitat
considerations.

Potential impacts (including those on the habitat of bird species such
as the blue heron) for the proposed project will be assessed in the
Impact Assessment Phase of the EIA. All registered IAPs will be given
the opportunity to consider and comment on the specialist studies.

5.13.The comment is noted as a repeat of a previous comment. The
specialist studies for the proposed project includes a Faunal and
Avifaunal Impact Assessment, which includes habitat
considerations.

Potential impacts (including those on the habitat of bird species such
as the blue heron) for the proposed project will be assessed in the
Impact Assessment Phase of the EIA.A bird strike specialist will also
inform the EIA process. All registered IAPs will be given the
opportunity to consider and comment on the specialist studies.
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5.14 Socioeconomic Impact on Mikpunt and Klipheuwel with Traffic and
Infrastructure Considerations

The proposed airport's socioeconomic impact, as highlighted in the
reports, predominantly centers on new infrastructure, yet it seemingly
neglects the potential repercussions for existing communities like
Mikpunt and Klipheuwel, located approximately 6.8 km from the
proposed airport site.

5.15 New Infrastructure vs. Existing Communities

While the reports touch upon the creation of new infrastructure, such as
the airport itself, there's a discernible tendency to downplay or overlook
the potential socioeconomic effects on nearby established communities.
Mikpunt and Klipheuwel, situated in close proximity to the proposed
airport, are likely to witness substantial changes in their social and
economic dynamics.

5.16 Existing Infrastructure Strain

The reports should delve deeper into the impact on existing infrastructure
in these communities. The anticipated surge in traffic and demand for
services has the potential to strain local resources, significantly affecting
the daily lives of residents. Schools, healthcare facilities, and other
amenities may experience increased pressure, necessitating a
comprehensive evaluation with proposed solutions to mitigate any
adverse effects.

5.17 Traffic Impact and Road Infrastructure

The reports should provide a thorough assessment of the expected traffic
impact on the road infrastructure connecting Mikpunt, Klipheuwel, and
the proposed airport. Increased vehicular movement may lead to road
degradation, congestion, and safety concerns. The strain on rural roads
and inadequate infrastructure to handle heightened traffic needs explicit
attention.

5.18 Economic Impact on Residents

5.14. The comment is noted. The Socio-economic Impact Assessment will
consider impacts related to the existing surrounding communities.
Potential impacts for the proposed project will be assessed in the
Impact Assessment Phase of the EIA. All registered IAPs will be given
the opportunity to consider and comment on the specialist studies.

5.15.The comment is noted as a repeat of the comment in 5.14.

5.16.The comment is noted. The Socio-economic Impact Assessment will
consider impacts related to the existing surrounding communities
and existing amenities. The Transport Impact Assessment will
consider impacts related to the planned and existing road
infrastructure. Potential impacts for the proposed project will be
assessed in the Impact Assessment Phase of the EIA. All registered
IAPs will be given the opportunity to consider and comment on the
specialist studies.

5.17.The comment is noted. The Transport Impact Assessment will
consider impacts related to the planned and existing road
infrastructure. Potential impacts for the proposed project will be
assessed in the Impact Assessment Phase of the EIA. All registered
IAPs will be given the opportunity to consider and comment on the
specialist studies.

5.18. The comment is noted. The Socio-economic Impact Assessment will
consider impacts related to the existing surrounding communities
including existing farms, businesses. Potential impacts for the
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An inclusive socioeconomic report should offer a comprehensive analysis
of the existing economic activities in Mikpunt and Klipheuwel. It should
scrutinize potential disruptions to local businesses, farms, and overall
livelihoods. Moreover, the report should address the economic burden
on residents, including potential increases in living costs, taxes, and other
financial obligations resulting from the proposed airport.

5.19 Community Engagement and Consultation

Community engagement and consultation processes are pivotal,
demanding transparency and inclusivity. The reports should outline
robust measures taken to involve residents of Mikpunt and Klipheuwel in
the decision-making process. Ensuring that their concerns, needs, and
perspectives are not only heard but also integrated into the decision-
making process is essential.

The current oversight in addressing the specific impact on Mikpunt and
Klipheuwel, particularly concerning traffic, road infrastructure, and
economic considerations, raises questions about the comprehensiveness
of the socioeconomic report. A more inclusive analysis is imperative for a
holistic understanding of the proposed airport's socioeconomic impact on
existing communities and their associated infrastructures.

Potential Rise in Crime and Impact on Security

The reports on the proposed airport development seem to lack a
comprehensive evaluation of the potential rise in crime and its consequent
impact on security, particularly in the surrounding rural areas. This oversight is
critical, given the current low crime rates in these regions.

6.1 Current Security Landscape

The rural areas under consideration presently enjoy relatively low crime
rates. The introduction of an airport and the associated influx of people,
vehicles, and activities can disrupt this delicate equilibrium. The reports

proposed project will be assessed in the Impact Assessment Phase
of the EIA. All registered IAPs will be given the opportunity to
consider and comment on the specialist studies.

5.19.The comment is noted. The planned PPP for the Scoping and IA
phases of the EIA are inclusive of interaction with local communities.

Potential Rise in Crime and Impact on Security

The comment is noted. The Socio-economic Impact Assessment will
consider impacts related to the existing surrounding communities
including crime. Potential impacts for the proposed project will be
assessed in the Impact Assessment Phase of the EIA. All registered IAPs
will be given the opportunity to consider and comment on the specialist
studies.

6.1. The comment is noted and will be considered by the CWA team for
integration into their security strategy in future.
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7.

should thoroughly analyze the existing security landscape, highlighting
the strengths and vulnerabilities of the current setup.

6.2 Potential for Crime Uptick

Increased population density and economic activities linked to the airport
can attract criminal elements seeking to exploit the new opportunities.
The reports should delve into the potential for a rise in various types of
crimes, including theft, vandalism, and other offenses, and propose
strategies to counteract these threats effectively.

6.3 Police Presence and Response

The capacity of the local South African Police Service (SAPS) to handle the
potential surge in crime needs detailed consideration. The reports should
address whether the current SAPS resources are adequate for the
increased demands, both in terms of personnel and infrastructure.
Additionally, the potential response time to incidents in the rural areas
affected by the airport development should be thoroughly evaluated.

6.4 Mitigation Strategies

A robust plan for crime prevention and security enhancement should be
an integral part of the airport development. This includes not only
measures to prevent criminal activities within the airport premises but
also strategies to secure the surrounding rural areas effectively. Adequate
lighting, surveillance systems, and community involvement are aspects
that need explicit attention.

6.5 Community Safety Concerns

Residents in rural areas often choose these locations for their safety and
peaceful living. The reports should acknowledge and address the
legitimate concerns of the community regarding their safety and security.

Social and Economic considerations
The proposed construction of the Cape Winelands Airport (CWA) introduces
significant social and economic concerns that warrant careful consideration.

7.

6.2. The comment is noted. The Socio-economic Impact Assessment will
consider impacts related to the existing surrounding communities
including crime. Potential impacts for the proposed project will be
assessed in the Impact Assessment Phase of the EIA. All registered
IAPs will be given the opportunity to consider and comment on the
specialist studies.

6.3. The comment is noted. The Socio-economic Impact Assessment will
consider impacts related to the existing surrounding communities
including crime. The evaluation of SAPS resources will be addressed
through the local security structures before onset of any
construction activities on site. Potential impacts for the proposed
project will be assessed in the Impact Assessment Phase of the EIA.
All registered IAPs will be given the opportunity to consider and
comment on the specialist studies.

6.4. The comment is noted. The recommendation will be considered in
the EMPr for the proposed project.

6.5. The comment is noted. The Socio-economic Impact Assessment will
consider impacts related to the existing surrounding communities
including crime. The planned PPP during the Scoping and EIA phases
of the proposed project may also create the opportunity for the local
communities to raise concerns re safety and security.

Social and Economic considerations
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This section critically examines potential disruptions to communities, the
impact on rural living, and the broader economic landscape.

7.1 Disruption to Rural Living

The serene charm of rural living faces a substantial threat with the advent
of the airport. The anticipated surge in traffic, accompanied by noise and
pollution, poses a direct challenge to the peaceful coexistence of rural
communities. While the reports acknowledge these potential disruptions,
they fall short in providing a thorough exploration of the extent of the
impact on residents' daily lives.

The surge in traffic can lead to congestion on rural roads, longer commute
times, and heightened risks, highlighting potential inadequacies in
existing road networks. The reports need to offer more in-depth insights
into the social and economic consequences of these disruptions,
addressing concerns about road infrastructure and accessibility for rural
communities.

7.2 Crime Uptick and Security Challenges

As mentioned earlier, current low crime rates in rural areas may face an
escalation with the establishment of the airport. The reports lack a
comprehensive discussion of potential strain on law enforcement
resources and fail to outline robust plans for mitigating the increased risk
of criminal activities.

The anticipated rise in population density and traffic may attract criminal
elements, necessitating a more detailed examination of potential security
challenges. The reports should provide concrete strategies to safeguard
the safety and security of rural communities in the face of potential crime
upticks.

7.3 Economic Impact on Existing Businesses

While the reports mention new infrastructure, they overlook the
potential economic ramifications for existing businesses, especially in
areas like Mikpunt and Klipheuwel. Local resources, including schools and
healthcare facilities, may experience strain, impacting the operations of

7.1. The comment is noted as a repeat of a previous comment 5.17. The
Transport Impact Assessment will consider impacts related to the
planned and existing road infrastructure. Potential impacts for the
proposed project will be assessed in the Impact Assessment Phase
of the EIA. All registered IAPs will be given the opportunity to
consider and comment on the specialist studies.

7.2. The comment is noted as a repeat of a previous comment 6.2.

The Socio-economic Impact Assessment will consider impacts
related to the existing surrounding communities including crime.
Potential impacts for the proposed project will be assessed in the
Impact Assessment Phase of the EIA. All registered IAPs will be given
the opportunity to consider and comment on the specialist studies.

7.3. The comment is noted as a repeat of previous comments 5.16 and
5.18. The Socio-economic Impact Assessment will consider impacts
related to the existing surrounding communities, businesses, farms,
and existing amenities. Potential impacts for the proposed project
will be assessed in the Impact Assessment Phase of the EIA. All
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established businesses. A thorough socioeconomic analysis should delve
into the existing economic activities, assessing potential disruptions to
local businesses and farms. Transparent community engagement
processes must be outlined, ensuring the concerns of these existing
businesses are integral to the decision-making process.

7.4 Traffic Impact and Road Infrastructure

The projected surge in traffic demands a meticulous examination of its
impact on rural road infrastructure. The reports should offer detailed
plans for upgrading or expanding infrastructure to accommodate
increased traffic flow, yet such insights are lacking.

The absence of clear proposals for road infrastructure upgrades raises
doubts about the feasibility of handling the expected rise in vehicle
movements. A comprehensive examination of potential traffic impacts
and detailed plans for road infrastructure upgrades is imperative for a
robust evaluation of the proposed airport.

7.5 Rise in Cost of Living

The rise in population density coupled with potential increases in living
costs necessitates a closer examination. The reports should delve into
the potential impacts on housing affordability, property taxes, and
overall living expenses for rural families.

An economic analysis should transparently communicate how the
proposed airport might contribute to changes in the cost of living for
residents. This information is vital for residents to make informed
decisions about their future in these rural communities

Public participation and transparency

The cornerstone of responsible and democratic decision-making lies in robust
public participation processes and transparency. This section critically assesses
the adequacy of public engagement in the planning and decision-making stages
of the Cape Winelands Airport (CWA) development, emphasizing the need for
transparency.

8.

registered IAPs will be given the opportunity to consider and
comment on the specialist studies.

7.4. The comment is noted. The Transport Impact Assessment will
consider impacts related to the planned and existing road
infrastructure. Potential impacts for the proposed project will be
assessed in the Impact Assessment Phase of the EIA. All registered
IAPs will be given the opportunity to consider and comment on the
specialist studies.

7.5. The comment is noted. The Socio-economic Impact Assessment will
consider impacts related to the existing surrounding communities,
businesses, farms, and existing amenities. Potential impacts for the
proposed project will be assessed in the Impact Assessment Phase
of the EIA. All registered IAPs will be given the opportunity to
consider and comment on the specialist studies.

Public participation and transparency
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8.1 Accessibility of Information

Transparency hinges on the accessibility of information to the public. The
reports acknowledge the complexity of the documentation and the
technical nature of the content, raising concerns about the public's
ability to comprehend the details effectively. A comprehensive strategy
for making information more accessible, perhaps through simplified
summaries is crucial for meaningful public participation.

While the reports may fulfill technical requirements, they fall short in
ensuring that the general public, who may be directly impacted, can
readily engage with and comprehend the implications of the proposed
airport construction. A commitment to providing easily digestible
information is paramount for fostering inclusive participation.

8.2 Inclusivity in Decision-Making

The reports should elaborate on the extent to which diverse stakeholders,
especially local communities and environmental groups, have been
involved in the decision-making process. A lack of inclusivity raises
questions about the legitimacy of the decisions made and the
consideration given to the perspectives of those directly affected.

Transparent communication regarding stakeholder engagement, the
incorporation of community feedback, and the adjustment of plans in
response to concerns are essential elements in ensuring a fair and
inclusive decision-making process. The reports must provide a
comprehensive account of the steps taken to include diverse voices.

8.3 Community Concerns Addressed

Public participation is not merely a procedural requirement but a
platform for addressing and incorporating community concerns. The
reports should explicitly outline how identified concerns raised by the
public have been addressed and integrated into the planning process.

8.1. The comment is noted. The planned PPP during the Scoping and IA
Phases of the EIA are inclusive of public engagements where IAPs
can interact with the CWA team, the EAP and the specialists.
Technical queries can also be raised directly with the EAP, who will
then endeavour to provide feedback from the specialist if required.

8.2. The comment is noted. Three periods of 30-day public participation
are afforded during the EIA process (pre-application scoping,
statutory scoping and impact assessment phases). IAPs are invited
through direct communication (emails), notice boards, adverts in
local newspapers, hard copy in Fisantekraal library, to register and
provide comment.

The planned PPP during the Scoping and IA Phases of the EIA are
inclusive of public engagement where IAPs can interact with the
CWA team, the EAP and the specialists.

All comments received are recorded and responded to in a
Comments and Responses report, which together with the IAP
register, is provided to DEA&DP as part of their decision-making
process. Where comments or concerns were included in specialist
reports or in the Scoping/ Impact Assessment/ EMPr reports it is
indicated.

8.3. The comment is noted. All comments received are recorded and
responded to in a Comments and Responses report, which together
with the IAP register, is provided to DEA&DP as part of their
decision-making process. Where comments or concerns were
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9.

In cases where community concerns have not been adequately
addressed, a transparent account of the reasons for such decisions should
be provided. Clarity on the resolution of community concerns is vital for
maintaining trust in the decision-making process.

8.4 Independent Review and Validation

Transparency is further bolstered through independent review and
validation of the reports. The absence of clear indications of external
expert evaluations in the documentation raises questions about the
independence and objectivity of the findings.

To enhance transparency, the reports should provide details on any
external reviews conducted, ensuring that a diverse set of experts has
scrutinized the methodologies, findings, and proposed mitigation
measures. Independent validation is a cornerstone in affirming the
credibility of the reports.

8.5 Timely and Responsive Communication:

Transparency is not a static state but a dynamic process that necessitates
timely and responsive communication. The reports should detail the
mechanisms in place for ongoing communication with the public,
especially in addressing emerging concerns or providing updates on the
project's status.

A commitment to regular and responsive communication, perhaps
through public forums or online platforms, reinforces transparency and
demonstrates a willingness to engage with the public throughout the
various stages of the airport development.

Conclusion
In the meticulous scrutiny of the proposed Cape Winelands Airport (CWA)
development, this comprehensive assessment underscores critical

9.

included in specialist reports or in the Scoping/ Impact Assessment/
EMPr reports it is indicated.

8.4. The comment is noted. Specialists are required to be independent
and include a declaration of this in each of their reports. External
review will be introduced once it is identified by the EAP or DEA&DP
as a requirement.

8.5. The comment is noted.

Three periods of 30-day public participation are afforded during the
EIA process (pre-application scoping, statutory scoping and impact
assessment phases). IAPs are invited through direct communication
(emails), notice boards, adverts in local newspapers, hard copy in
Fisantekraal library, to register and provide comment.

The planned PPP during the Scoping and IA Phases of the EIA are
inclusive of public engagement where IAPs can interact with the CWA
team, the EAP and the specialists.

All comments received are recorded and responded to in a
Comments and Responses report, which together with the IAP
register, is provided to DEA&DP as part of their decision-making
process. Where comments or concerns were included in specialist
reports or in the Scoping / Impact Assessment / EMPr reports it is
indicated.

Conclusion
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considerations that warrant profound reflection and, more importantly, public
input. The multifaceted dimensions of environmental impact, socioeconomic
implications, security concerns, and transparency in decision-making
collectively paint a complex canvas that demands meticulous attention.

The reports, though commendable in their scope, reveal noteworthy gaps and
oversights that could significantly impact the well-being of both the
environment and the communities affected. From the ambiguity surrounding
consultant expertise to the inadequacies in addressing the potential rise in
crime and the nuanced socioeconomic impact on existing communities, these
observations illuminate areas where further scrutiny and refinement are
imperative.

Particularly, the potential environmental repercussions, from incomplete air
quality assessments to the neglect of surrounding areas and endangered
species, necessitate a recalibration of strategies to ensure a harmonious
coexistence between progress and conservation. The proposed airport's
impact on rural living and existing infrastructure, coupled with the potential
risks to community safety, further accentuate the need for a meticulous and
transparent evaluation.

As we navigate the intricacies of this proposed development, it is incumbent
upon all stakeholders, regulatory bodies, and the public to engage
collaboratively. The essence of democratic decision-making lies in the
inclusivity of diverse perspectives, and this document stands as a voice of the
public.

In accordance with the principles of transparent governance and responsible
development, the regulatory framework governing public comments becomes
a cornerstone.

10. My comment as whole, based on the various reports and as a resident of the

Mikpunt community, am against the construction of a second airport barely 30
minutes from another airport.

The comment is noted, and the input acknowledged. The concerns listed
again have been addressed in responses above.

The opposition against the construction of the proposed CWA is noted.
The EIA process has various stages, and the extent of the comments are
all covered under a specialist discipline scope that will present and assess
the expected impacts.

10. The comment is noted.
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227

Stephen Levetan -
County Fair

Email dated 23 August 2024:

1.

Please find attached my even-dated letter setting out my client’s objections and
comments on the In-Process DSR and WULA Technical Report, which processes
are being run by PHS Consulting as part of the One Environmental system.

Kindly confirm receipt.

Letter reived via email dated 23 August 2024:

2.

We act, as you are aware, for the County Fair Division of Astral Operations
Limited which entity is registered as an Interested and Affected Party, having
participated through ourselves in the Pre-Application Draft Scoping Report
process in December last year. We have been mandated, once again, to submit
comments on the In-Process DSR on County Fair’s behalf, which we do
hereunder.

Preliminary Point

Having regard to the Comments and Responses Report on the p-a DSR
(Appendix 30) and in particular to the responses to our client’'s comments, we
are surprised that most of the specialist studies submitted in support of the In-
Process DSR have remained unchanged other than having their dates changed.
What then was the purpose of conducting a Pre-Application DSR phase if
comments by I&APs which you yourself state in your responses would be
addressed, have not found their way to the specialists and have accordingly not
been dealt with as part of their specialist study scoping reports? Accordingly,
and where these reports have remained the same, we do not propose
commenting thereon again and our comments thereon as set out in our letter
to you of 7 December 2023, must be read as if specifically incorporated herein.

Comments on the In-Process DSR

We propose commencing with aspects of the Comments and Responses Report
(Appendix 30) and will thereafter comment on some the updates contained in

Email response provided 23 August 2024:
1. Thank you for the email and the attached letter.

I confirm receipt of your communication

Response to comments:

2. The comment is noted.

3. The comment is noted. Where amendments were required to reports they
were underlined and dates of documents amended to reflect updates. The
pre-application draft Scoping report was circulated for comment from 8
November 2023 up to and inclusive of 8 December 2023. Where
comments from I&APs could not be addressed in the Scoping Phase of the
proposed project, it was highlighted that these would be addressed within
the Impact Assessment Phase. The purpose of the pre-app Scoping is to
ensure most issues are captured and then to ensure all the required
studies is recognised and commissioned. The in-process Scoping is then
conducted to ensure no issues are missed and that the POS for EIA is
bolstered to accommodate all matters of concern. The impacts are then
only assessed during the EIA Phase. It is unclear to the EAP which
comments have not been addressed or remain valid making a response
difficult.

4. The comment is noted.
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the In-Process DSR and will canvass certain of the specialist studies that we
believe are important in order to place our client’s concerns properly before
yourselves, DEA&DP and DWS. We will thereafter comment on the Water Use
Licence Technical Report which was not part of the documents available in the
Pre-Application phase.

Comments and Responses Report relating to our client and our letter of 7
December 2023:

5.1. In paragraph 2 on page 177, the following response is set out : “CWA
confirm that they are keen on establishing an open and constructive
dialogue with County Fair (CF). To this end, CWA propose setting up a joint
monitoring committee at the appropriate time that includes
representatives from both organizations. This committee should meet
regularly to review environmental data and address any concerns
proactively. CWA have engaged a specialist poultry specialist to assist in
addressing the concerns raised.”

5.1.1. We record that up to now our client has not had an approach from
CWA to establish such a joint monitoring committee and we would
have thought that such a committee ought to have been set up at
an early stage so as to enable our client to raise its concerns directly
with CWA which, in turn, could then address these concerns in both
the In-Process DSR and the subsequent EIA phases.

5.1.

5.1.1.

CWA response

CWA is committed to fostering an open and constructive
dialogue with County Fair (CF) through the
establishment of a Joint Monitoring Committee, where
both organizations are represented. This committee is
intended to meet regularly to review environmental
data and proactively address any concerns.

While the Joint Monitoring Committee has not been
formalised yet, in-person meetings were held on the
26th of August 2022, the 15th of February 2023, the 18th
of May 2023, the 27th of June 2023, the 4th of August
2023, and the 22nd of August 2024, with relevant CF
officials. These meetings, all initiated by CWA, included
high-level representatives such as the Group Chief
Operating Officer, the Chief Operating Officer of the
Western Cape, and the Agricultural Manager, among
others. Each meeting was followed up with minutes
prepared and distributed by CWA to all parties involved,
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5.1.2. In regard to the poultry specialist, we refer to the email exchanges
between the writer and your Ms Amanda Fritz-Whyte. She has
informed us that the assessment by CWA’s poultry specialist will
only be made available in the EIA phase and our client will, per force,
have to deal therewith at that stage. With respect, if the poultry
specialist’s assessment was to be made available to our client at an
earlier stage and, if CWA is serious about “establishing an open and
constructive dialogue” with our client, it would make such
assessment available to our client well before the EIA public
participation period. We say so for the reason that we have made it
abundantly clear in our letter of 7 December 2023 that for a host of
reasons it is totally incompatible for the expanded airport project to
co-exist immediately adjacent to our client’s sensitive laying farm.

5.2. In paragraph 3 on page 178, you respond, inter alia, in the context of the
suggestion that our client should acknowledge the changing landscape
and you make the statement that “... a proactive approach will be crucial
to safeguard their production chain in this changing setting including
potentially moving the operations elsewhere.” In regard to this statement
and the suggestion that our client, due to the changing landscape, should
consider moving its operations elsewhere, we place on record that it is
most unreasonable for CWA to foist this on our client. Our client’s laying

reflecting CWA's continuous efforts to reach a mutual
agreement with CF.

Securing meetings with CF has not always been easy,
with CWA having to make multiple requests before
meetings are secured.

During the most recent meeting, CF representatives
apologized for the lack of communication, citing
significant challenges such as Bird Flu and extensive load
shedding over the past year as reasons for their
distraction. CWA understands that these challenges
were not within CF’s control and will continue to make
every possible effort to continue engaging and
collaborating with CF.

5.1.2. The comment is noted.

The Poultry Assessment forms part of the Impact
Assessment Phase and is based on other specialist
reports and input before being available for
distribution. Therefor it will become available to all
registered 1&APs during the Impact Assessment Phase
for comment.

5.2. CWA response

The farm very may well have been in existence for 57 years,
which we don’t have evidence to refute. Farm 724, portion
number 9, and Farm 175, portion 2 was bought by Astral
Operations Limited on the 1st of October 2004 and only
registered in the deeds office on the 28™ of July 2005 and hence
has been owned by the company for 19 years.
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farm immediately adjacent to the proposed airport expansion project has
been in existence for 57 years and, as stated in our letter of 7 December
2023, is responsible for some 38% of our client’s total laying stock in the
Western Cape.

OWNER INFORMATION (1)

ASTRAL OPERATIONS LTD

Person Type COMPANY Tithe Deed T59539/2005
Mame ASTRAL OPERATIONS LTD Purchase Date 2004/10/01
HL raton Nurnber . 19402745306 | I’urcha.se IJﬂC.L‘ [+ . 186 833
‘Share | - | Registration Date | 2005/07/28

The Operations of the chicken farm were not there before the Airport.

A 1980 image shows the farm may have existed in 1980, but the farm was
substantially different to what it is now.
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5.3.

5.4.

You also make the point on the same page in paragraph 3(a) that the Cape
Winelands Airport was established in 1943 and predates our client’s
laying farm. To call the Fisantekraal airfield an airport is a complete
misnomer. The activities at the airfield have not impacted on our client’s
operations and furthermore, the human activities and facilities are
situated a fair distance from our client’s chicken houses whereas, if regard
is had to the proposal and the site development plans, the landside
activities at the proposed airport will be immediately adjacent and very
close to our client’s nearest chicken houses.

In your response in paragraph 3(c) on page 179, you make reference to
the fact that in the areas like Fisantekraal “comprehensive planning is
crucial to ensure coexistence and minimize mutual negative impacts”. The
writer advises that he was fully involved in both the EIA and the land use
planning applications in respect of the Greenville Garden Cities

5.3. CWA response

The term "airport" broadly encompasses facilities that serve
aircraft, and Fisantekraal has served as such since its
establishment in 1943. The terminology used reflects its function
over the decades, accommodating various aviation-related
activities, which is consistent with the usage of the term "airport"
globally.

Historical activities at Fisantekraal Airfield may not have directly
impacted your client’s operations, the development plans for
Cape Winelands Airport are designed with significant
consideration for the surrounding environment, including the
proximity to agricultural operations. The site's historical use as an
aviation facility demonstrates that aviation activities can coexist
with agricultural operations when managed correctly.

5.4. CWA response
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Development as well as the nearby proposed Bella Riva Development (in
respect of which please see our comments in paragraph 13 below). Our
client’s concerns and opposition to the Greenville Garden Cities
Development culminated in a comprehensive agreement being reached
catering for buffer zones and development nodes with sufficient distance
to protect the biosecurity of our client’s operations in the area and in
particular, our client’s laying farm adjacent to the proposed airport
expansion project. Furthermore an Environmental Advisory Committee
was established and the writer represents our client’s interests on that
committee which has now met more than 50 times. While the object of
that committee is to ensure compliance with the conditions of Greenville
Garden City EA, the committee also considers broader environmental
concerns including those of Fisantekraal. We mention this so as to provide
an example of an active committee which CWA suggests it is committed
to.

5.5. In paragraph 4 on page 180, you make the statement that “(i)t is crucial

to recognise that the facility’s vulnerability to disease is not solely
contingent on the airport’s development but is instead threatened by a
confluence of multiple developments in the area. ... Each of these
elements, individually and collectively, can significantly influence the risk
of disease, making it imperative to adopt a wholistic view of the regions

Noted. As mentioned above, CWA has had extensive consultations
with CF and will continue to do so. The environmental impacts will be
made available during the environmental impact phase of the EIA.

According to record CF objected to developments around CWA
including the Greenville and Bella Riva developments in Fisantekraal
and the Distel development in Klapmuts. In the agreement with Bella
Riva dated the 14th of January 2014, CF agreed to withdraw its
objection to the development if a restrictive Memorandum of
Agreement was signed. In this agreement CF agreed to move if Bella
Riva provided suitable alternative land meeting strict criteria (e.g.,
groundwater supply, power access, biosecurity). This is again echoed
in the comment where CF are willing “to find a solution that will allow
the project to proceed and for our client’s operations on the adjacent
farm to be relocated at no cost to our client” as contained in point 44
of their letter.

The executive summary of the Poultry Report conducted for the
Distell Development mentioned above said “the proposed Distell
development is not expected to increase biosecurity risks for nearby
poultry farms, provided that certain precautions are maintained.
Specifically, risks may arise if the development includes features that
attract wild birds, such as the construction of dams, the creation of
water bodies due to inadequate drainage, or the presence of food
waste. However, none of these factors are present in the current
Environmental Impact Assessment Proposal. Poultry health can
potentially be impacted by noise, air pollution, dust, water pollution,
and water scarcity. These concerns can be effectively managed and
mitigated, as outlined in the report, ensuring that any impact on
poultry in the surrounding area remains minimal.”

5.5. The comment is noted.
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development and its impact on health and safety measures at the
facility.” In regard to this statement, we make the following comments :

5.5.1. The proposed industrial development on Portion 1 of the farm
Lichtenberg 175/1, Fisantekraal, which underwent an EIA in and
during 2008 and which obtained an EA either later that year or in
2009, has never been developed.

5.5.1.

CWA comment

Please note in the agreement with Bella Riva dated the
14th of January 2014, CF agreed to withdraw its
objection to the development if a restrictive
Memorandum of Agreement was signed. In this
agreement CF agreed to move if Bella Riva provided
suitable alternative land meeting strict criteria (e.g.,
groundwater supply, power access, biosecurity). This is
again echoed in the comment where CF are willing “to
find a solution that will allow the project to proceed and
for our client’s operations on the adjacent farm to be
relocated at no cost to our client” as contained in point
44 of their letter.

On the 17th of June 2008, CF objected, in respect of
Portion 1 of the Farm Lichtenberg 175/1. An agreement
was reached between Glenfairprop (Pty) Limited and CF
regarding the proposed industrial development on
Portion 1 of Lichtenberg Farm 175/1.

The key resolutions included the establishment of a
300-meter buffer zone, an access road to address
biosecurity concerns, confirmation from the City of
Cape Town on adequate water supply and foul sewer
capacity and the inclusion of a standby generator to
mitigate potential sewage pump failures. Additionally, a
monitoring committee was to be created to address
ongoing environmental concerns, particularly air
quality, within the Fisantekraal Industrial Park Property
Owners Association. After discussions with the owner of
the affected property, there has not been any
monitoring committee meetings since the objection.
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5.6.

5.7.

5.5.2. The Bella Riva Development of which mention is made in your
comments, and which we refer to in paragraph 13 below, obtained
its initial EA on 29 January 2014 and while there have been a number
of amendments thereto subsequently, no development as such has
occurred. In regard to Bella Riva, a comprehensive agreement was
entered into between the developer and our client with measures
to protect our client’s biosecurity on its laying farm included therein.
We refer in more detail to this in paragraph 13 below.

On page 181, in paragraph 4.1.3 and its subparagraphs, you deal
extensively with the issue of wild birds and the fact that the proposed
airport will make common cause with our client thereon due to the
potential of bird strikes during the take-off and landing of aircraft. We
have taken note of the fact that a bird strike specialist has been included
as a specialist study for the project but, like the poultry specialist, the
report is not yet available for public comment. It seems though that
between CWA and our client, appropriate steps will and should be taken
to prevent wild birds being attracted to the area.

In paragraph 5 on page 184, you state that the request for the inclusion
of the County Fair boreholes in the geohydrological impact assessment
will be complied with. We will deal with this in further detail when we
deal with the two GEOSS geohydrological assessments that have been

With these agreements in place, the CF agreed to
withdraw its objection, contingent upon these
conditions being incorporated into the final Basic
Assessment Report and enforced as conditions of
development authorization.

CWA believes that the restrictive conditions that CF
have done on all neighbours surrounding them have
hampered and restricted development in the area. The
inclusion of a Poultry assessment in the EIA phase of the
application will shed light on the portial impacts of the
CWA on CF

5.5.2. CWA response

Refer points 5.4 and 5.5.1 responses

5.6. The comment is noted.

5.7. The comment is noted.

Noted, the full Groundwater Impact Assessment is yet to be
submitted under the EIA process.
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5.8.

5.9.

5.10.

5.11.

made available, the one being Appendix 2 and the other being Appendix
A to the WULA Technical Report (Appendix 31).

At the end of paragraph 9 on page 186, when dealing with the stormwater
system and the need to avoid birdlife being attracted thereto, you state
“(t)he design will be finalised and shared with registered IAPs during
future public participation for comment.” Due to our client’s particular
sensitivity in this regard, we request that CWA takes our client into its
confidence by making available the stormwater system design ahead of
the public participation process for the EIA phase which will once again
be limited to a mere 30 days. This crucial aspect ought to be one that the
proposed joint monitoring committee deal with in a transparent and
collaborative manner in the interests of both CWA and our client.

In paragraph 13 on page 187, you respond that GEOSS will take into
account the potential adverse impact which abstraction from the CWA
boreholes can have on our client’s boreholes during the geohydrological
impact assessment. While this is noted at this juncture, we comment in
more detail on this aspect when dealing with the two GEOSS reports
hereunder.

In paragraph 14 on the same page, you have acknowledged the need for
a MHI Risk Assessment and you state that it has been included in the suite
of specialist studies to be completed for the project and that once
available, it will be provided to registered IAPs as part of the impact
assessment phase for consideration and comment. Our client’s rights to
deal therewith and to consider any potential adverse impacts on our
client’s laying farm, are hereby expressly reserved.

Your comments in paragraph 15 on page 188 dealing with the potential
impact which the bright lighting at the airport will have at our client’s
adjacent laying farm are noted. In the absence of the poultry specialist’s
assessment, we do not know on what basis your comments in the
paragraph starting with “The majority of chicken laying facilities ...” are
derived from. Accordingly, the last sentence of that paragraph in which
you conclude that the potential disruptions caused by airport lighting can
be negated by our client using blackout curtains or similar light-blocking

5.8. The request is noted. The proposed stormwater design will be
available for comment to all registered I1&APs during the Impact
Assessment Phase of the proposed project.

5.9. Noted, the full Groundwater Impact Assessment is yet to be
submitted under the EIA process.

5.10. The comment is noted.

5.11. CWA response

During the most recent in-person meeting with the Group
Chief Operating Officer and the Chief Operating Officer of
the Western Cape, on the 22nd of August 2024, the issue of
reducing noise and light pollution for the birds was
discussed. However, CF concluded that in an urban area,
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5.12.

5.13.

solutions to ensure that light from external sources, like an airport, does
not penetrate the interior, seems to be unfounded in the absence of
adequate specialist assessments in this regard. We reserve our client’s
rights to comment further in due course once the specialists reports are
available but the suggestion that our client should use blackout curtains
or similar light-blocking solutions is once again an imposition by the
proposed airport expansion which our client has not had any need for up
to now.

In paragraph 23 on page 191, you indicate that the Draft Scoping Report
has been amended to reflect proposed water supply mix to the project.
We will deal with this aspect when dealing with the amendments to the
DSR hereunder.

In paragraph 25 on page 192, you state in response to our comment that
our client strives to maintain a 1000 m buffer zone around its chicken
houses that “(t)he buffer zones referred to here are inconsistent with the
agreement with Bella Riva which relates to 300 m”. You are completely
mistaken in this regard. The agreement reached with regard to the Bella
Riva development was premised on a SDP which showed a low intensity
golf course development adjacent to our client’s adjacent laying farm. It
was for this reason that the standard 1000 m buffer zone was reduced
but it is totally incomparable with the high intensity landside
development in close proximity to our client’s laying farm which is
apparent from the proposed airport expansion project. There can be no
doubt that the various landside activities of the proposed project will
bring a far greater number of human beings on to land immediately
adjacent to our client’s chicken houses which is totally dissimilar to what
was intended at the time the Bella Riva agreement was entered into.
Accordingly, your contention that the buffer zones referred to in our
comment are inconsistent with the agreement reached with Bella Riva,
are rejected.

5.12.

5.13.

such impacts are inevitable and should be accepted by CF.
In this meeting it was concluded backyard poultry was as
much of a risk as wild birds and that people working on
those physical farms was in fact the biggest problem.

All Impact Assessment studies inclusive of mitigation
measures will be made available during the environmental
impact phase of the EIA.

Noted

CWA response:

While CWA understands that the proposed airport
expansion represents a higher intensity of development, it
is crucial to recognize that modern urban planning and
development techniques allow for effective mitigation
strategies even within reduced buffer zones. The
introduction of physical barriers, landscape buffers, and
advanced odour and noise control measures are all factors
that can significantly diminish any potential impacts on the
laying farm. Moreover, the airport expansion project
includes extensive environmental and impact assessments
designed to ensure that all potential risks are adequately
addressed and mitigated.

The assertion that a standard 1,000m buffer zone is
necessary in this case overlooks the fact that each
development context is unique, and buffer zones should be
tailored to the specific circumstances rather than applying a
one-size-fits-all approach.
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Comments on the updates contained in the In-Process DSR

5.14.The In-Process DSR contains a far more detailed executive summary than
was available in the p/a DSR. We note that in regard to the landside
precinct development, the concept of food processing has been
introduced. It is not clear what the food processing will comprise of. Our
client’s concern is that food processing involves the potential to attract
flies and rodents particularly when it comes to the disposal of food waste.
Inasmuch as this will be part of the proposed landside facilities which, as
is apparent from the SDPs, are immediately adjacent to our client’s
chicken houses and are nearer than 1000 m therefrom, our client requires
far more detail as to where this food processing will occur and what it will
comprise of in order to understand its potential adverse impact on our
client’s operations.

5.14.

The proposal by CF sterilises all commercial developments
in 9km? of land within the urban edge, where the MPBL
allows for this development.

CWA response:

Food processing primarily involves in-flight catering, cold
storage, and distribution of perishable goods, as well as
packaging and quality control activities to ensure food
safety and freshness. Facilities may also produce ready-to-
eat foods, beverages, and specialty items for sale in
terminals or on flights. Additionally, export-oriented food
processing for perishable goods, contributing to the global
food supply chain. These operations are designed to meet
the demands of travellers, airlines, and international trade
efficiently.
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5.15.

5.16.

5.17.

On page 65 of the In-Process DSR, preliminary water uses identified for
the proposed project are listed. Some 7 different water uses are
mentioned and we will comment on this when dealing with the technical
WULA report hereunder.

On page 76 of the In-Process DSR, reference is made to the City of Cape
Town’s Water By-law (2010) and the Water Amendment By-law (2018). It
is noted that CWA would need to comply therewith and obtain a WUL and
that in order for the project to comply, a Water Services Intermediary
Agreement with the City of Cape Town in terms of the Water Services Act,
will be required. It is further noted that this agreement will follow on the
completion of the EIA and WULA processes. While our client notes this
requirement, it remains concerned that due to the lack of Municipal
supply in the short term, the initial phases of the project will require
groundwater and what the impact of abstracting such groundwater will
have on our client’s own groundwater supply. This aspect will be dealt
with in more detail when we deal with the GEOSS reports hereunder.

On page 164 of the In-Process DSR, the proposed biodigester is expanded
upon. We note that in light of our comments in regard to the supply of
chicken manure in our letter of 7 December 2023, it is now stated that an
alternative feedstock for the biodigester such as grass which can be
farmed outside of 1 km on the airside development area, thus decreasing
the risk of attracting birdlife, is proposed. This alternative feedstock
would be preferable to chicken manure sources from other chicken farms
in the area because the digestate that remains after the chicken manure
has been processed through the biodigester becomes a problem. The
writer is aware of another application for environmental authorisation
involving biodigesters utilising chicken manure and the composting of the
digestate thereafter. The authorisation was refused on the basis of
opposition from the City of Cape Town to the increased odour levels that
would result from composting the chicken manure digestate. The
applicants for the proposed airport expansion need to be aware of this

5.15.

5.16.

5.17.

Disposal of food waste will be done within accepted global
norms and according to the authorised Waste Management
Plan for the project.

The comment is noted.

The water strategy for the site relies on short term
groundwater supply and medium to long term municipal
supply, to enable the development of municipal bulk supply
to the site. Recycling of treated sewage water is also
considered. The concern relating to the abstraction of
groundwater on the County Fair groundwater supply is noted.

GEOSS response: Noted, various other sources of water will
also be made use of and not only just groundwater supply. The
full Groundwater Impact Assessment is yet to be submitted
under the EIA process.

The preference of grass as an alternative feedstock to the
biodigester is noted. The comment re the composting of the
digestate from chicken manure is noted and will be
considered.
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5.18.

5.19.

5.20.

5.21.

problem. We note from page 179 of the In-Process DSR that it is stated
that the solid fraction from the digester can be used for fertiliser
application to land, dependant on the development of a suitable offset
market. What is not clear is where the solid fraction will be stored; hence
our reference to the issue of odour nuisance.

Starting on page 166 of the In-Process DSR, secondary backup power
supplies are dealt with. Amongst these are diesel driven generators.
These generators will also produce noise and it is not clear from the SDPs
in Appendix 26 precisely where these backup generators will be located.
Please ensure that the noise impact assessment considers the
contribution which the backup diesel generators will give to the overall
noise generated by the proposed development.

The proposed photo-voltaic systems and the consideration of vertical
wind turbines suggested in the In-Process DSR are, in our client’s view,
more preferable to the supply of energy to the proposed project than the
biodigester with its negative aspects.

In paragraph 7.4.3 on page 237 of the In-Process DSR, you have
summarised the results of the hydropedology assessment which included
a desktop analysis, a field survey, sampling activities and hydrological
modelling. You indicate that the purpose of that study was to investigate
the recharge mechanisms of the water courses to ensure that
development planning considers hydropedologically important areas. The
study found that due to the nature of the underlying soils, water moves
upward due to evapotranspiration, leading to a very slow recharge rate.
What is not clear from your summary or, for that matter, from the GEOSS
reports and the hydropedology assessment itself, is the potential for the
aquifers to recharge.

In paragraph 8.1 on page 313 of the In-Process DSR, you list the factors as
to why no alternative site has been considered for the proposed project.
What is missing from your analysis is any consideration for alternative

5.18.

5.19.

5.20.

5.21.

The comment is noted.

The comment is noted.

The conceptual models detailing the flow paths as well as
where infiltration will take place is illustrated in Figure 31 of the
Hydropedological report. The summary of the modelling
exercises conducted in the hydropedology study (Table 14) also
indicate the modelled change in percolation into the subsurface
from rainwater both pre- and post-development.

It was not within GEOSS’s scope of work to investigate aquifer
recharge potential in the area. There are, however, conceptual
models detailing the flow paths as well as where infiltration will
take place in Figure 31 of the Hydropedology study. The
summary of the modelling exercises conducted in the
hydropedology study (Table 14) also indicate the modelled
change in percolation into the subsurface from rainwater both
pre- and post-development.

EAP response:
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layouts for the proposed development. No consideration, for example,
has been given to placing the landside development on the opposite side
of the runways further away from our client’s adjacent laying farm. One
would have thought that because of our client’s concerns as set out in our
previous comments on the p-a DSR, that this would at least have been
considered even if it ultimately proved unfeasible. The fact that
alternative layouts for the landside activities have not even been
considered, constitutes in our client’s view, a fatal flaw and DEA&DP’s
attention is drawn specifically to this aspect.

5.22.In paragraph 9.1 commencing on page 348 through to page 350 of the In-

Process DSR, you summarise the potential impacts on groundwater and
set out proposed preliminary mitigation measures. We do not intend
dealing at any length with your summary at this juncture but choose
rather to do so when dealing with the GEOSS reports hereunder. We do,
however, highlight the second bullet point on page 350 where it is

Landside layout was determined by the preferred runway
orientation and airside positioning

Once the runway orientation was determined (through rigorous
analysis), the 3.5 km runway positioning on site had to be
determined. The runway could not be shifted further west, due
to the physical constraints on site, such as the quarry, property
boundaries and topography of the site. The runway could not be
shifted further east because of space and boundary constraints.
The runway had to maintain an orientation of 01-19 to allow for
parallel airspace operations with Cape Town International
Airport.

Once the runway orientation and placement were concluded as
per current proposal, vacant land existed on the west and the
east for landside development. The integration of the landside
development into the urban area as per forward planning
documents had to be evaluated and minimising the loss of
productive agricultural area was also a consideration. The
incremental growth and consolidated areas for the urban area
also needed to be considered as per CoCT 2023 MSDF. By
proposing landside development on the east of the fixed runway
would have resulted on further encroachment of productive
agricultural area and wetland environments and not fitting in
with the MSDF . Developing on the western side of the fixed
runway it would result in infill development partly inside the
urban edge and aligned with the MSDF and directly adjacent to
other approved and recognised urban development. Further to
this the proximity to access roads and other service alternatives
and the railroad favours landside development on the west.

The CF farm to the west of CWA is inside the urban edge, the
area is therefore earmarked for urban densification opposed to

agriculture.

The comment is noted.
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5.23.

5.24.

5.25.

proposed as one of the preliminary mitigation measures in respect of
groundwater abstraction that volumes must be monitored and borehole
water levels must be monitored and should not drop below the critical
water level. You also state in that bullet point that a groundwater
management plan needs to be designed and implemented.

In the third bullet point, you deal with an onsite waste water treatment
works and as you are aware, our client prefers that a waste water
treatment works is not authorised on the site but that waste water is
pumped to the Fisantekraal waste water treatment works for the reasons
set out in our comments on the p-a DSR.

On page 353 of the In-Process DSR in dealing with potential noise impacts,
you state that the preferred alternative will have a runway orientation
which will direct the noise impact zones parallel to the Bella Riva
development and along the eastern side of the Greenville Garden City
Development. You state that the eastern sides of these developments
may experience medium to high significant impacts. Conspicuous by its
absence is any reference to our client’s laying farm which lies immediately
adjacent to the proposed development. It is clear that the noise impacts
on our client’s laying farm will have a very high significance.

In the third bullet point on page 371 of the In-Process DSR, you deal with
stormwater/attenuation ponds and indicate that these must be
monitored and covers/screens repaired if damaged. You also state that if
leaks appear or ponding at the outlets is evident, this must be rectified to
avoid attracting water fowl or larger avifauna such as herons etc which
pose a risk to aircraft. This mitigation measure is supported by our client
for the reason that attracting such water fowl or larger avifauna
compromises our client’s biosecurity.

Comments on the GEOSS Groundwater Impact Assessment Scoping Report
dated 8 March 2024

5.26.

Aside from changing the dates from 28 September 2023 (which was the
date of the groundwater impact assessment scoping report submitted
with the p-a DSR) to 8 March 2024, the two reports are essentially the
same. We would have thought that based on our client’s concerns
regarding overabstraction and its need for water security as set out in our

5.23. The comment is noted

5.24. The comment is noted. The Noise impact Assessment will
be available to comment on in the Impact Assessment Phase of
the proposed project.

5.25. The comment is noted.

5.26. The comment is noted.
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5.27.

5.28.

5.29.

5.30.

comments on the p-a DSR, that you would have instructed GEOSS to have
at least updated the hydrocensus which, as stated in paragraph 5.2 on
page 19 of the 8 March 2024 version, was carried out in early 2022.

Had an updated hydrocensus been carried out and had GEOSS taken the
trouble to engage with our client, they would have established the
following with regard to our client’s boreholes as depicted on Map 3 on
page 9 of the 8 March 2024 version of their report. The following
boreholes all depicted on that map belong to our client: HBH6, HBH7,
HBHS8, HBH13 and HBH14. An engagement with our client would have
established that boreholes HBH6 and HBH8 have dried up and are no
longer in production. This may well be an important consideration for the
specialist to consider in the light of (a) the reported issues regarding the
aquifer’s recharge and (b) the close proximity of the two test boreholes
on the CWA property to our client’s adjacent farm begging the question
as to whether the abstraction is in fact coming from the same aquifer.

Furthermore, they would have been informed of a further borehole on
our client’s farm which is quite close to test borehole 2 on the project’s
property. Our client has for the sake of convenience marked this further
borehole with a red dot on Map 3 and we attach a copy thereof hereto as
Annexure “A”.

We note the updates to Table 10 in the 8 March 2024 version as well as
the additional pollution sources listed on page 30 thereof. If the waste
water is pumped to the Fisantekraal waste water treatment works a
number of the potential sources listed would be avoided. Similarly, with
regard to the biodigester, the non-use of chicken manure as a feedstock,
would also lessen the potential for groundwater pollution.

We note the addition on page 31 of the 8 March 2024 version regarding
the potential risk of overabstraction and that this will be analysed as part
of the detailed geohydrological assessment. As such, we will defer any
further comment at this stage until we receive that assessment which we
trust will on this occasion include a proper analysis of the proposed

For the Geohydrological report of 8 March 2024, it was
required that a desktop update be done and the second
CWA borehole’s details and yield results be included.

The hydrocensus will be amended to reflect this new
information.

5.27. Noted, comments in the report for HBH6 and HBH7 can be
updated to reflect that it is owned by County Fair. The other
boreholes are indicated to be on the property of County Fair in
the comment section.

The hydrocensus will be amended to reflect this new
information.

5.28. Noted, this additional borehole can be reflected on an updated
hydrocensus map.

5.29. The statement is noted.

5.30. Noted, the yield report for both boreholes were included in
this report, these analyses indicated how much water could
sustainably be withdrawn from the aquifer, also to ensure
recharge takes place even in years with continuous drought so
as not to have an impact on surrounding users. The full impacts
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groundwater abstraction and contamination sources which could
potentially impact on our client’s own groundwater resources.

Comments on the GEOSS Geohydrological Assessment furnished in support of
the Water Use Licence Application

5.31.We note that an entirely different report by the same specialists
(although prepared by a different individual) is provided as Appendix A to
the WULA Technical Report (Appendix 31 to the In-Process DSR). We also
note that this GEOSS report dated 28 March 2024 is limited to that
component of the WULA relating to groundwater abstraction.

5.32.In the introduction on page 1, it is stated that the WULA application is to
abstract groundwater for use at the facility. In this regard, it is clear from
page 9 of the WULA Technical Report that the abstraction of groundwater
is but one of 8 proposed water use activities and, having regard to the
proposed water uses under Section 21(f), Section 21(g) and Section 21(j),
one would have expected, because of the risk of groundwater
contamination, that the scope of the GEOSS study would not have been
limited to groundwater abstraction only but also would have included
these other water uses due to their potential to the impact on
groundwater and the contamination thereof.

5.33.In paragraph 1.1. on page 2, the scope of works is set out. Conspicuous by
its absence is any mention of a hydrocensus. Because of our client’s
concerns regarding the potential impact of groundwater abstraction for
the project on its own water resources, one would have thought that the
scope of works would have been expanded to include a thorough
hydrocensus and inasmuch as our client’'s comments made on 7
December 2023 predated this report by more than 3 months, the absence
of a proper and current hydrocensus in this report submitted in support
of the applicant’s WULA, constitutes, in our client’s view, a fatal flaw.
While a hydrocensus from 2022 is referred to, it does seem, in support of
a WULA, to be rather outdated.

5.34.In paragraph 6.1 commencing on page 15 of this report, the specialist
deals with the existing groundwater information. The specialist states

of the proposed water uses will be evaluated in the Groundwater
Impact Assessment that will be submitted during the EIA
process.

5.31. The comment is noted.

5.32. Noted, the risk to groundwater will be assessed in the

Groundwater Impact Assessment specialist report that will be
submitted as part of the EIA process. The Groundwater
Management Plan, however, indicates a wide range of
parameters to be tested quarterly to address issues like waste
disposal or hydrocarbons at the airfield. When additional
information becomes available like the biodigester, those
parameters can also be included.

5.33. For the Geohydrological report of 8 March 2024, it was

required that a desktop update be done and the second CWA
borehole and yield results be included. The hydrocensus will be
updated where information becomes available.

The Geohydrological Assessment in support of the WULA (dated
28 March 2024) states under the scope of works on page 2 of the
document — “Complete an assessment of the importance of
groundwater in the area by means of a hydrocensus”. A
hydrocensus was completed for the site and surrounding farms
within a 1km radius and included in Section 6.2 of the report.
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5.35.

5.36.

that a desktop hydrological study was carried out using a 2 km search
radius around the property boundary to determine if there are any
groundwater uses in the area and that this did not include any field work.
Table 5 is a summary of the NGA boreholes which our client submits is
wholly inadequate. This inadequacy is conceded at the foot of page 15
where the specialist states that “(i)t must be noted that the NGA data is
not always accurate and it is therefore used in conjunction with site data
to help conceptualise the hydrogeological setting”. In Table 6, the
specialist lists a summary of WARMS borehole details and it is to be noted
that all the boreholes bar one (for industrial use) are listed for irrigation
purposes. Again, having regard to our client’s position which was made
clearin the p-a DSR, the absence of any reference to our client’s boreholes
in this table, is questioned.

In paragraph 6.2 on page 17, a hydrocensus is referred to. Apparently, a
site visit was conducted on 26 January 2022 and the specialist then states
in the third paragraph of paragraph 6.2 that “After a complete
hydrocensus was carried out it was established that groundwater
abstraction is taking place in the area. It should be noted that the
hydrocensus occurred during the COVID-19 pandemic which made
obtaining data difficult. ... it was reported that yields are generally low in
the area ... “

We note that reference is made in the final paragraph on page 17 to
borehole HBH14 which is one of our client’s boreholes. We also note from
Table 7 commencing on page 18 that reference is made to our client’s
borehole HBH8 being welded shut and not in use, and to its boreholes
HBH13 and HBH14. In addition, photographs of all 3 are included. It is not
certain whether this information was obtained from any of our client’s
representatives or how the information in the hydrocensus was obtained
but clearly, if, as is stated on page 17, a complete hydrocensus was
conducted, then the additional borehole marked by our client on
Annexure “A” hereto, ought to have been included. Furthermore,
borehole HBH7 which is listed on page 20 and for which a photograph is
included, should have had in the “comment” column, a reference to this
borehole being a County Fair borehole in current use.

5.34.

5.35.

5.36.

GEOSS response: The desktop study is used to inform a
targeted approach for the site visit and to provide an indication
of the degree of groundwater usage in a study area. The data
obtained during the desktop assessment is then verified in the
field, and additional information is then included in the
hydrocensus section. Unfortunately, there are limitations with
the government databases which are highlighted in the report.
Data is presented as it was listed on the DWS WARMS and NGA
datasets.

The comment is noted

GEOSS response: The comment for borehole HBH7 in the
report can be updated to reflect that this borehole is a County
Fair borehole currently in use. The map detailing the surrounding
boreholes can be updated to reflect the additional borehole that
was unfortunately missed during the hydrocensus.
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5.37.

5.38.

5.39.

5.40.

On page 41, the specialist makes it clear that the risk assessment only
relates to groundwater abstraction and mentions two potential impacts,
namely, the risk of depletion of groundwater due to over-abstraction and
the risk of groundwater quality deterioration as a result of over-
abstraction.

In paragraph 8.1, the specialist states that over-abstraction of
groundwater is likely to lead to depletion of water levels in the area over
time and that this can cause damage to the aquifer in addition to possibly
impacting neighbouring groundwater users. The specialist states further
that “(s)ince there is considerable groundwater use in the area it is
essential that the borehole is well managed and does not over-abstract
to ensure impact on the neighbouring properties does not occur”.

In Table 17 on page 42, the recommended mitigation measure for over-
abstraction is set out. It is suggested that monitoring information must be
assessed regularly (it is suggested that this be monthly). If the water level
in the boreholes drops below the dynamic water level, abstraction will be
immediately reduced by 10%. This would be for normal rainfall events.
Monitoring must persist and if after 30 days the water level in the
borehole does not recover, abstraction must be reduced by a further 10%
and this process must continue until the water level is stable. Our client’s
concern for this mitigation measure is that the incremental 10%
reductions may be too little too late and suggests that in the event of the
levels persisting after the initial 10% reduction, that further reductions in
excess of 10% be implemented and if the low levels persist for more than
60 days, abstraction be stopped until the levels have been restored.

In Table 18 on page 44, a similar method of mitigation is proposed if it is
observed that an increase of 25% in electrical conductivity is observed.
Such deterioration in the quality of the water, especially considering the
low level reflected in respect of our client’s borehole HBH14, leads our
client to suggest that a similar mitigation measure as suggested by us
above, be prescribed.

Comments on the WULA Technical Report

5.41.

Under the heading Sewerage Management and Treatment on page 20, it
is noted that capacity exists at the Fisantekraal waste water treatment

5.37. Noted, the evaluation of the impacts associated with the
other water uses as it pertains to groundwater will be included
in the EIA specialist report.

5.38. The comment is noted.

5.39. GEOSS response: Agreed, the proposed measures can be
considered.

5.40. GEOSS response: It can also be suggested that a
Groundwater Monitoring Committee be established to review
the monitoring data to ensure that all parties manage the
groundwater resource optimally.
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5.42.

5.43.

works to accept the flows from the proposed project. The fact that the
network would need to be expanded is a cost that must be borne by the
project proponent is not one that should impact negatively on this option
being followed.

On page 21, the two options contemplated to service the development
are set out. As stated elsewhere in these comments and indeed in our
client’s comments on the p-a DSR, our client opposes in the strongest
terms Option 2 being the construction of an on-site sewerage treatment
plant. The risks of such a plant attracting not only wild birds but flies and
rodents which are all known vectors of bacteria, will seriously
compromise our client’s biosecurity and cannot be countenanced at all. If
the project is to be authorised at all, which for obvious reasons our client
opposes, our client suggests that Option 1 be the only option authorised
by the competent authorities.

In Section 16 of the report commencing on page 133 and following, the
provisions of Section 27(1) of the National Water Act are addressed. We
do not intend engaging extensively with the author’s analysis of Section
27(1) but point out the following:

5.43.1. The analysis on page 133 relating to the need to redress the
results of past racial and gender discrimination is rather contrived.
An abstraction licence for the project by no stretch of the
imagination satisfies this provision set out in Section 27(1)(b). No
direct benefit will avail any historically disadvantaged individuals but
will merely advantage the privileged directors of the project
company.

5.43.2. The authors of the report seek to justify this consideration by
reference to the socio-economic report and the potential for job
opportunities for the impoverished Fisantekraal community. To
some extent this is being borrowed from the further factors set out

5.41.

5.42.

5.43.

The comment is noted

The comment is noted. The two options are regarded as
alternatives to be assessed in the EIA phase

The comment is noted

5.43.1. The comment is noted.

5.43.2. The comment is noted
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in Section 27(1)(c) and (d) of the Act which is in any event covered
in the following pages of the report.

5.43.3. But nowhere in the report or the socio-economic scoping report
is any consideration given to our client’'s own workforce and the
potential impact on them losing their employment as a result of the
project being authorised. We say so for the reason that our client’s
operation adjacent to the proposed project cannot coexist alongside
the proposed project and if our client’s laying farm were to be
relocated elsewhere, its workforce, drawn from the Fisantekraal
community, would all lose their employment. In this regard, we refer
to what we set out in this particular regard in our comments on the
p-a DSR.

5.43.4. On page 141 of the report reference is made to Section 27(1)(f)
and it is noted that the technical document will be updated upon
receipt of the final impact assessments and quantum risk ratings.
We have already dealt rather extensively with the potential for the
water uses applied for in the WULA and in particular the application
for an abstraction licence to negatively impact on our client’s own
water security and we will deal further with this aspect when the
assessment phase is subjected to public comment.

5.43.5. In dealing with Section 27(1) of the Act the Supreme Court of
Appeal in the case of A S Makhanya NO & Another v Goede
Wellington Boerdery (Pty) Ltd [2012] ZA SCA 205 held at paragraph
[39] that none of the factors stipulated in Section 27(1) of the Act
takes any precedence over the other and at paragraph [40] held that
the factors listed in Section 27(1) fall to be assessed “by finding an
appropriate balance after evaluating all the factors expressly
provided for”. This principle should be borne in mind by the authors
of this report when updating it for the EIA phase.

Conclusion

5.44. For all the reasons set out in our letters of 7 December 2023 and herein,
our client objects to the proposed project but is willing to engage with
CWA, as it has stated before, to find a solution that will allow the project
to proceed and for our client’s operations on the adjacent farm to be

5.43.3. The comment is noted. A socio-economic Impact
Assessment will be available whereby these impacts are
assessed for consideration and comment by Registered
I&APs in the Impact Assessment Phase.

5.43.4. The comment is noted.

5.43.5. The comment is noted.

5.44. CWA response:

Refer to answerin 5.1.1
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relocated at no cost to our client. In this regard, our client suggests that
CWA engage with its representatives in order to find a solution that works
for both sides which seems to be the indication made in your comments
referred to in paragraph 2 on page 177 of the Comments and Responses
Report.

6. Kindly acknowledge receipt hereof and keep us posted as to further
developments in this application in due course.

ANNEXURE "A"

Aerist 3
Caps Wineanos Arport
Finamiakran, Wosten Cope

GIOSS Repont No. 323070041 2 O Maseh 204

6.

Receipt was acknowledged by the EAP.
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228 | Arabel Email dated 23 August 2024: E-mail response 26 August 2024:
gé:ﬂ;:and " | 1. Please find attached comment from the Directorate: Pollution and Chemicals | 1. Good evening Arabel
Directorate: Management on the abovementioned Draft Scoping Report. Thank you for the email and the comments received
Pollution and Should you have any queries, please do not hesitate to contact us.
Chemicals
Management
Letter received via email dated 23 August 2024:
2. The Directorate: Pollution and Chemicals Management (D: PCM) )
acknowledges receipt of the Draft Scoping Report (DSR) on 23 July 2024. '
Please find comment from the D: PCM as follows:
2.1. This Directorate supports the Plan of Study for the Environmental
!mpact Assess'me.nt (EIA) and the assouated.speaallst studies that will 21 The comment is noted
inform potential impacts to be assessed during the EIA phase.
2.2. The D: PCM will provide further comment in the EIA phase.
3. The Departmentreserves the right to revise or withdraw comments or request
. . . . . 2.2. Noted
further information based on any information received.
3. Noted
229 | Brian Gawne - | Email dated 23 August 2024: Email response provided on 23 August 2024:
Local Resident 1. Please note my reservations regarding the added noise pollution that as an | 1. Thank you for the email.
Uitzicht r.emdent in Durban\{llle we will be forced to endure.. DL.eranV|I.Ie is You will be registered as an I&AP for the proposed project and your
already directly under the flight paths of almost all local destinations. Flights comments recorded
start taking off at 6.00 am and sometimes 3.00 am for the cargo planes which '
impact on our otherwise peaceful town as they climb to gain altitude.
Thereafter we have a short break before the JHB and KZN flights start their
. . . Response:
landing descents over us. This continues almost everyday seven days a week,
wind dependent. Should jet engined aircraft taking off and landing a mere six | 1. The comment is noted. A Noise Impact Assessment forms part of the
km away at CWA as proposed in the future be inflicked on us, extreme noise Impact Assessment Phase, and will be circulated to all registered I&APs for
pollution will be unavoidable and unacceptable. comment.
2. The comment is noted
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2.

Finally my thanks to you all for allowing us the opportunity to voice our concerns
and | trust your client will take our concerns into consideration in their future
decisions.

1.

I would like to formally comment on the Environmental impact this Expansion
would have on the residents of the close by surrounding areas, | feel that this
expansion will do more harm than good, as this project will not help the
communities around this area, but will expose and exploit them for the benefit,
of the select few that do not reside near the new proposed airport.

The original airport was built long ago for small aircrafts way before there was
much residential housing in the area in 1943, 81 years later millions of families
now call this area home, many have moved to the winelands for a healthier,
peaceful lifestyle away from the hustle and bustle of the CBD, this area has now
expanded to the edges of the New Proposed Airport.

If the expansion was to be completed this would directly affect the residents'
constitutional rights as stated in Act 108, where according to S24 of the South
African constitution everyone has a right to an environment that is not harmful
to their health or wellbeing.

Unfortunately, having an Airport less then 5km from major residential areas
would have devastating effects on noise and air population, these effects
impact communities within a 10km radius the most, and there are hundreds of
thousands of people living within this 10km radius now in 2024.

These families were not consulted with in regards to this expansion, and have
not be given adequate information or knowledge of the expansion and the risk

230 | Henry du Plessis - | Email dated 26 August 2024: Email response provided 26 August 2024:
Loc?l 1. Please register me as an interested party for the airport. | own a hotel business | 1. Thank you for the email.
Businessowner . .
in the Durbanville area () -1 d would ) . )
. . . You will be registered as an I&AP for the proposed project.
like to remain appraised of developments.
231 | Carl Lourenz Email dated 25 August 2024: Email response dated 26 August 2024:

1. Thank you for the email.

You will be registered as an I&AP for the proposed project and your
comments recorded.

Response:
1. The comments are noted.

Noise and Air Quality Impact Assessment forms part of the Impact
Assessment Phase of the proposed project and will be circulated to all
registered I&APs for comment.

The Public Participation Process conducted for the proposed project (8
November to 8 December 2023) included during the pre-application
Scoping phase:

e Advertisements in three local papers (in Afrikaans and English
and Xhosa)

e Site notices at three locations around the site (in Afrikaans and
English and Xhosa)

e E-mail notification to adjacent landowners and all identified
1&APs
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it poses to their constitutional rights to an environment that is not harmful to
their health or wellbeing.

| propose a new location be found at lease 30km away from residential areas
before the project starts as this would be a fair outcome for all people, money
is not worth the loss of children's wellbeing and people's health.

If the people that want a new airport actually cared about people, children,
families and the next generation, this airport will be developed away from close
proximity to residential areas where, people live.

The City of Cape Town should support an airport that benefits all residents of
Cape Town and not just the select few that have the means to create this
airport. | plead to all reading this comment to find it in your power to do the
right thing.

Let's move this to a better location that has less of a long term negative
environmental impact while we still can, for the benefit of all.

e  Placement of all information on the PHS Consulting website for
access and comment

e  Public meeting on 8 May 2024

e Various focus group meetings

The Public Participation Process conducted for the proposed project (23
July to 26 August) included during the in-process Scoping phase:

e Advertisement in Tygerburger

e Site notices at three locations around the site (in English)

e  E-mail notification to all registered I&APs

e Placement of all information on the PHS Consulting website for
access and comment

The further comments are noted.

232

Etienne Roux -
DEADP
Directorate: Air
Quality
Management

Email dated 26 August 2024:
1. [ltrustyou are well.

Please find attached our comments on the Draft Scoping Report for the
proposed Cape Winelands Airport.

Kindly confirm receipt of this email.

Letter received via email dated 26 August 2024:

1. The Directorate: Air Quality Management (“the Directorate”) has reviewed the
above-mentioned documentation, as received on 29 July 2024.

1.1. The Directorate notes that the Draft Environmental Impact
Assessment Report will include the Atmospheric Impact Assessment
Report, as well as a Noise Impact Assessment Report during the
Environmental Impact Assessment phase.

1.2. The Directorate will provide further comment on the proposed
application once the Draft Environmental Impact Assessment Report,

Email response dated 26 August 2024:

1. I confirm receipt of the email and the contents thereof

Response:

1.
1.1. Noted
1.2. Noted
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2.

3.

the associated Specialist Reports, and the Environmental
Management Programme, have been received.

GENERAL

2.1

2.2.

2.3.

2.4.

2.5.

Kindly be advised that the Air Quality Officer (AQO) for the Cape Town
Metropolitan Municipality (Mr. lan Gildenhuys) is to be engaged
regarding the proposed activity, given its location within their
jurisdictional area. Mr. Gildenhuys can be reached on (021) 44 48364
or lan.Gildenhuys@capetown.gov.za.

The Department would like to draw your attention to Section 28 of
the National Environmental Management Act No. 107 of 1998
(NEMA), i.e. “Duty of Care” which states that: “Every person who
causes, has caused or may cause significant pollution or degradation
of the environment must take reasonable measures to prevent such
pollution or degradation from occurring, continuing or recurring, or,
in so far as such harm to the environment is authorized by law or
cannot reasonably be avoided or stopped, to minimize and rectify
such pollution or degradation of the environment.”

Please note that the above-mentioned recommendations do not pre-
empt the outcome of the application.

No information provided, views expressed and/or comments made by
the DEA&DP, D: AQM should in any way be seen as an indication or
confirmation:

2.4.1. that additional information or documents will not be
requested; or

2.4.2. of the outcome of any application submitted to the
authorities.

Kindly be informed that the D: AQM reserves the right to review the
above-mentioned comments, should additional information come to
light.

Please contact Etienne Roux (Etienne.Roux@westerncape.gov.za) should you
have any further queries in this regard.

2.1. The comment and contact details are noted.

2.2. The comment is noted

2.3. Noted
2.4. Noted
2.5. Noted
3. Noted
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Please note that D: AQM has a dedicated email address reserved for all EIA
related correspondences, DEADP.AQM @westerncape.gov.za. Kindly use this
email for any future correspondence

4. Noted

235

Arnel Hanekom -
Local Resident

Email dated 26 August 2024:

1.

Francouis Naude compiled a document re the Winelands Airport affecting
Mikpunt. | have the exact concerns and support his questions and awaiting
feedback from PHS Consult. Awaiting your response.

Letter received via email dated 26 August 2024 (Also refer to comment no 224):

1.
2.

| would like to comment and be added as a I&AP.

My general concerns regarding the above expansion like all others are noise,
pollution, congestion and crime. | hope that they will be answered by questions
other have asked

My specific concerns are that PHS consulting and developers are really trying to
tiptoe or not to mention the impact the proposed expansion will have on
MIKPUNT. My late participation in the whole airports matter, is that | have only
now realised how near to MIKPUNT this expansion will come. | do know where
the current Fisantekraal airport (plot) is and have no problem with any activities
or expansions taking place there.

| do however have a huge problem and concern with the proposed runway
extension and additional plots of land acquired to do this.

For all developers and professionals involved in this project it should be an
absolute no brainer that areas, that will be most affected especially with noise
and air quality will be those closest to the end of runways.

I'm not a professional but rude measurement and calculation based on your
pictures and drawings (which always just ends before MIKPUNT) put MIKPUNT
in a direct line with the new proposed runway. The end of runway and nearest

Email response dated 26 August 2024:

1.

Thank you for the email.

You will be registered as I&AP for the proposed project and your
comments recorded.

EAP Response to letter:

1.
2.

You have been registered as an I&AP for the proposed project.

The concerns are noted. The EIA process includes the assessment of a
Noise Impact Assessment, Air Quality Impact Assessment, Traffic Impact
Assessment and Socio- economic Impact assessment, which will be
circulated to all registered 1&APs during the Impact Assessment
commenting period.

The concerns are noted. Impacts associated with the proposed project will
be determined and assessed during the Impact Assessment Phase and
circulated to all registered I&APs during the Impact Assessment
commenting period.
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residence to my calculations are roughly 2000-2500meter apart. This alignment
also put us directly downwind of the airport on prevailing wind directions.

Summarised this means that jets will pass directly over MIKPUNT at a very low
altitude (120m at on a 3-degree glide slope 2000m from end off runway. It also
means that all noise and air pollution from ALL the activities will be carried
directly to us on the prevailing wind.

From the above | need to ask you the following:

4.1. Have PHS consulting, the developers and all contracted professionals
contracted to do all feasibility and environmental studies have realised/or
have been briefed, that off all affected areas MIKPUNT will probably be
affected the most.

4.2. Can PHS please confirm on a detailed map with verified distance between
end of runway and residences of MIKPUNT and how this compares to the
international norm

4.1. Impacts associated with the proposed project will be determined and
assessed during the Impact Assessment Phase and circulated to all
registered I&APs during the Impact Assessment commenting period.

4.2. CWA Response: The comment is noted.
See image below:

Mikpunt Proximity

Extended Centreline Point

. ® ‘Distance =.J_02k‘r'~" :

+ Runway Extended Centraling
% Distance to Rwy = 2.46km

Mikpunt to Runwa"yg.
Distance = 2 668km. *

Map Center: Lo 184174 3¢
Lat: 33°43914°S

Scale 1 18056
Dato created: 20242008

@ Western Cape
Government

fow you
The distance between the northern runway end and Mikpunt is
approximately 2.66km. Mikpunt is also not in the direct approach of the
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4.3. Can PHS please confirm the flight path in relation to MIKPUNT from
aircraft either landing or taking off. This must include height above ground
and distance to nearest residence

4.4. Can PHS please motivate why a public meeting in MIKPUNT have not been
organised based on the assumption/fact that this will be the most
affected area.

proposed runway, but rather at approximately 23 degrees west of the
proposed runway approach.

International examples of distance between nearest residence and
runway end (approximately):

e  Cape Town Intl Airport Rwy 01 — 799m
e ORTambo Rwy 21L—355m

e ORTambo Rwy 21R —449m

e London Heathrow Rwy 27L —482m

e New York JFK Rwy 22L - 1.07km

Mikpunt is substantially further away from the proposed CWA runway
than compared to the above (international norm). It must also be
noted that the list of above airports is substantially larger and busier
than the proposed CWA, expected to process up to 20x more traffic
than CWA in the case of Heathrow.

4.3. CWA Response:

See image above which is an approximation. Neither flight paths nor
approach/takeoff slopes have been finalised yet.

Assuming a 3-degree glide slope for landings, and assuming that an
aircraft will land 200m into the runway, it implies that an aircraft would
be 140m above the runway height. Note however, that the runway
itself is approximately 32m elevated relative to Mikpunt and thus the
aircraft at the point in question would be 172m above the nearest
residence.

Regarding noise, the resultant impacts are being assessed and will be
included in the Environmental Impact Reports.

4.4, EAP response:

A public meeting was held at the most central community facility
with capacity to host a large crowd in the area. The Fisantekraal
Community Hall is accessible to Mikpunt residents who we do
understand was present at the 8 May Public Meeting.

Page 141 of 324




4.5. Based on the noise report on your website the MIKPUNT readings were

4.6.

4.7.

4.8.

the lowest of all sites. Can PHS please supply us with the following.

4.5.1. The calculated change in DB readings expected when airport s in full
operation. This can be based on readings taken from LANSERIA from
same distance and directly inline with runway from end (point 2)

4.5.2. Will this db. reading still fall in the rural residential bracket as per
your report.

4.5.3. Can your professional report do a study or at least mention the
effect prevailing winds have on noise pollution and how this will
enhance the noise pollution effect on MIKPUNT

The air pollution report is very vague. Can PHS do a specific report relating
to the air pollution effect it will have on a residence area 2000m, directly
inline and downwind of a regional airport as planned.

Airplane accidents are more prone to happen during or directly after
landing or take off. With MIKPUNT being directly inline and 2000m front
end off runway we are in direct danger from this. | do not see this point
being mentioned at all.

What alternates have the developers and PHS looked at to minimise the
nearness and the direct inline problem MIKPUNT pose to the
development. Can the runway angle be altered slightly to miss MIKPUNT.
Can the runway be moved over the Fisantekraal road more towards the

4.5.

4.6.

4.7.

4.8.

We are about to enter into the impact phase. During this phase all
impacts will be considered and will provide a clear indication of the
extent of which communities are and not impacted. It is too early to
offer any indication of the extent to which Mikpunt is affected. There
are plans for an open public day in November this year, at a venue
accessible to Mikpunt residents, where impacts can be further
discussed. As a registered I&AP you will receive notice thereof.

4.5.1. The Noise Impact assessment with associated Noise Cones
will be available to all registered 1&APs during the Impact
Assessment Phase of the proposed project.

4.5.2. The Noise Impact assessment with associated Noise Cones
will be available to all registered 1&APs during the Impact
Assessment Phase of the proposed project.

45.3. The comment is noted

The Baseline Air Quality report is done by an independent specialist
company DDA Engineering.

This comment is noted.

The comment is noted. The placement and orientation of the runway
is through detailed design and incorporates various parameters such
as temperature, wind direction, topography, required airspace
integration, transport infrastructure and airspace exclusion zones.

Page 142 of 324




NI side to even out the distance and affect to acceptable level for both
sides.

4.9. Property values will in general rise with development, but in MIKPUNT's
case it might very easily decline. People want to live near the airport but
not touching distance from the runway. What guarantees can the
developers give MIKPUNT property owners that they will not loose value.
Are there steps in place should this happen.

Summarised. Most residents including myself, have invested in property in
MIKPUNT due to the rural and tranquil lifestyle it offers. Must of us is under no
illusion that the city and development will catch up with us due time. | am a
frequent flier and would appreciate the convenience it brings. I'm very willing
to concede to some added noise, traffic, pollution, crime etch coming with any
development. However, I'm NOT willing to go from rural tranquil life to living
directly under and very near to and international airport runway. This will not
slightly or moderately affect our way of living; it will drastically and completely
change it from rural and tranquil to living in the most undesired spot in any city
imaginable.

I'm opposed to the Airport development due to the reasons and facts above.
I'm open to be convinced otherwise with facts and guarantees.

| await your prompt response to my questions.

CWA is an existing operational and licensed airport that has been in
existence for 80 years, operating at the current site.

4.9. CWA Response:

The concern regarding property values is noted. Per previous
comments, Mikpunt is however not in touching distance from the
runway, but it appears that Mikpunt is actually substantially further
away from the runway than occurs at other airports around the
world.

5. The comment is noted.

6. The comment is noted.
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236

Lelethu Zepe -

Department
Water
Sanitation

of
and

Email dated 26 August 2024:

1.

Kindly find as attached the feedback letter from the Department of Water &
Sanitation regarding comments as per the subject matter.

Please do not hesitate to contact our office should there be any queries.

Letter received via email dated 26 August 2024:

DRAFT SCOPING REPORT FOR THE PROPOSED EXPANSION OF CAPE WINELANDS
AIRPORTON ON 10/724, RE/724 & 3/724 FISANTEKRAAL SITUATED WITHIN THE
G21E QUATERNARY CATCHMENT.

2.

Reference is made to the above-mentioned proposal dated July 2024 prepared
by PHS Consulting. This Department has perused the abovementioned
documents for the proposed Cape Winelands airport expansion and has the
following comments:

2.1. The impacts of the proposal in relation to the water resources on the
proposed site is being assessed by the Department in terms of section 40
of the National Water Act 1998 (Act 36 of 1998) as Amended, with
reference number WU32620.

2.2. A water use authorisation and registration must be obtained prior to
commencing with the activities.

2.3. Nosurface, ground or storm water may be polluted as a result of activities
on the site. In the event that pollution does occur, this Department must
be informed immediately. The person who owns, controls, occupies or
uses the land in question is responsible for taking measures to prevent
any occurrence of pollution to water resources.

2.4. All the requirements of the National Water Act, 1998 (Act 36 of 1998)
regarding water use and pollution management must be adhered to at all
times.

The comments issued shall not be construed as exempting the municipality
from compliance with the provisions of any other applicable Act, Ordinance,
Regulation or By-law.

Email response dated 26 August 2024:

1.

3.

Thank you for the email.

Contents thereof is noted and will be recorded.

Response to letter:

2.1 Noted

2.2 Noted and will be complied with

2.3 Noted and will be complied with

2.4 Noted and will be complied with

Noted
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4. Please note that this Department reserves the right to amend and/or add to
the comments made above in the light of subsequent information received.

Please do not hesitate to contact the above office should there be any queries

4. Noted

237

Karla Burger - Elco
Property
Development

Email dated 26 August 2024:
1. The below has reference.
Please see herewith attached comments for your records.

We reserve the right to provide further comments and input once more detailed
reports are available.

Email dated 26 August 2024:
2. Below has reference.

Please find herewith the correct Power of Attorney to be replaced by the
previous one sent.

The following documents were shared and have been included as Appendix E (C237):

e  Resolutions
e Power of Attorney

Letter received via email dated 26 August 2024:

COMMENT ON IN-PROCESS DRAFT SCOPING REPORT: PROPOSED EXPANSION OF
THE CAPE WINELANDS AIRPORT ON PORTION 10 AND 23 OF FARM 724, PORTION 7
OF FARM 942, REMAINDER, PORTION 3 AND 4 OF FARM 474
(16/3/3/6/7/2/A5/20/2209/23)

3. We hereby provide our comment on behalf of our client to the above-
mentioned proposal.

4. The approved Bella Riva development is located immediately west of the
proposed development (Portion 2 and Remainder of Farm 123). It has been

Email response provided 26 August 2024:

1. Thank you for the email and comments.

Email response provided 26 August 2024:

2.  We will replace the POA with the correct version.

Response to Letter:

3. Noted
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included in the Urban Edge according to the revised City of Cape Town
Municipal Spatial Development Framework and Northern District Plan as of
2023.

It is noted that according to page 353 of the In-Process Draft Scoping Report
(July 2024) the Noise Contours will be included in the Impact Assessment Phase
of the development. According to page 401 the terms of reference of the Noise
Impact Assessment states that the impact will be assessed on the surrounding
communities. The terms of reference for the specialist noise impact
assessment, section 11.4.3 of the In-application Draft Scoping Report, should be
expanded to include the approved Bella Riva development as a surrounding
community. It should be included in the assessment as if the Bella Riva
development has already been developed, similar to how the impacts on
existing communities such as Fisantekraal will be considered, since the Bella
Riva development has been approved prior to the airport. Noise-sensitive
receptors within the Bella Riva approved development, such as the schools and
créches, should also be included in this assessment as if it has already been
constructed, to assess the potential noise impacts on these receptors.

The proposed Winelands Airport must consider Bella Riva's status as an
approved housing development and thoroughly assess the impact of noise
levels. It's imperative to prioritise achieving zero noise impact within Bella Riva’s
boundaries to uphold its appeal as a housing development, which will also
safeguard the City’s greater plans of residential expansion along the North-
South railway line.

Other aspects that will need to be addressed in relation to its impact on Bella
Riva:

e Scale, position and alignment of the runway;
e Existence and placement of the proposed bioreactor;
e  Positioning and alignment of access along Lucullus Avenue.

Bella Riva will bring significant infrastructure to the area, including electrical
substation, water pipelines, bridge, and road infrastructure. Specifically the
bridge and east-west road traversing Bella Riva which is vital for the Airport's

Noted

EAP comment:

A Noise Impact Assessment forms part of the Impact Assessment Phase,
and will be circulated to all registered 1&APs for comment.

EAP comment:

A Noise Impact Assessment forms part of the Impact Assessment Phase,
and will be circulated to all registered 1&APs for comment.

The comment and aspects listed are noted.

The comment is noted.
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accessibility. We have to emphasise that these infrastructure costs can only be
justified if we are assured there will be no additional burdens on our land.

The response to date to the above issues has been limited and has not resolved
any of the concerns. We reserve the right to provide further comments and
input once more detailed reports are available. Trust the abovementioned
suffices.

9.

All registered I&APs will be afforded further commenting opportunity
within the Impact Assessment Phase.

238 | Danielle Cronje -
Garden Cities

Email dated 26 August 2024:

1.

| trust you are well.

Further to your notification, dated the 23rd July 2024, regarding the
Proposed Expansion of Cape Winelands Airfield; referenced Scoping for
Public Participation (DEA&DP ref: 16/3/3/6/7/2/A5/20/2209/23), please
find attached Garden Cities’ letter of objection for formal submission to
PHS Consulting, the latter being self-explanatory.

Attachments include:

e Cover Letter

e Formal Comments to scoping report
e Appendix |

e Appendix

e SANS10103 Extract

e Anton Bredell Letter Kindly confirm receipt of our letter.

Email response provided 26 August 2024:

1.

Thank you for the email.

The contents and attachments are noted and will be recorded.

CWA Response:

CWA is fully dedicated to establishing a strong and collaborative
partnership with Garden Cities, as demonstrated by our extensive
engagements over the last four years. We have had multiple meetings
with your executive team and have also engaged with your non-
executive directors, with the majority of these interactions initiated by
CWA. During this time, we have presented multiple proposals, including
offers to acquire land, underscoring our genuine commitment to working
together. We are confident that continued collaboration will lead to
mutually beneficial outcomes for both our organisations and the
communities we serve.

Cover Letter received via email dated 26 August 2024:

LETTER OF OBIJECTION — In Process Draft Scoping PROPOSED EXPANSION OF
FISANTEKRAAL AIRFIELD (AKA CAPE WINELANDS AIRFIELD) DEADP REF NO
16/3/3/6/7/2/A5/20/2209/23 AND DWS REF NO WU33620

1.

Further to your formal/advertised notification for the Scoping/EIA process and
the associated Public Participation Process, relating to the various activities
listed to facilitate a phased development to increase the existing Fisantekraal
Airfield (aka CWA), dated the 23rd July 2024, DEA&DP Ref.

Response to letter:

1.

Noted
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16/3/3/6/7/2/A5/20/2209/23 & DWS Ref. WU33620, to develop various
facilities and infrastructure, please find attached our detailed letter of
objection dealing with several concerning aspects relating to same.

Some of the concerns relating to:

e Our rebuttal to some of the Pre-Application Draft Scoping Report
PHS/CWA responses, based on our letter of objection, dated the 05th
December 2023.

Comments to the Draft Scoping Report:
e Administration Related
e  Project Context, Need and Desirability, Sustainability and Climate Change
o Need and Desirability
o Alternate Airport for Fuel planning and environmental savings
o Commercial Property Development —
e  Project Description
o The Development
o Architectural Design Guideline
o Land Use and Zoning —
e Airport Access - comment at transport section
o Billboards and Advertising
o Bulk Electricity
o Bulk Portable Water
o Sewer Management and Treatment
o Construction of a sewage treatment plant
o Solid Waste Management

o Stormwater Management Strategy

2.

3.

Noted

Noted
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o External and Internal Road Design

o Bulk Aviation Fuel farm and Fuel facilities
e OVERVIEW OF THE RECEIVING ENVIRONMENT

o Noise Study

o Faunal and avifaunal o Existing Visual Landscape

o Alternatives

o  Air Quality Impacts

o Botanical Impacts

o Freshwater impacts

o Wetland off set issues

o Potential Heritage Impacts

o Potential Transport Impact

e  Further Additional Comments

Formal comments to the draft scoping report received via email dated 26 August
2024:

1. RESPONSE TO EAP’S COMMENTS (APPENDIX 30) PRE-APPLICATION DRAFT
SCOPING REPORT

1.1. Firstly, the tone in which is used to respond to the comments does not
reflect the collaborative approach mentioned in the comments and we
make reference to the following comments:

“It therefore serves no purpose to use the current Environmental
Authorisation process to debate a previously approved rezoning further.
Should Garden Cities not agree with the CoCT decision, it should have
reviewed the CoCT appeal decision in the High Court three years ago”.

Response to formal comments:

1.1. Noted.
CWA Response:

CWA and Garden Cities (GC) need to focus on the future and align
their efforts with long-term objectives. Continuing to use the current
Environmental Authorization process to revisit or debate a previously
approved rezoning is counterproductive. It is crucial to move forward
with the development plans that have already been set in motion,
ensuring that future discussions and decisions are geared towards
innovation and sustainable progress rather than revisiting settled
matters.
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1.2.

1.3.

Response to the following comments:

“City’s Appeal Authority dismissed the appeal by Garden Cities on 09
February 2021, and the Municipal Planning Tribunal’s decision to
unanimously approve the rezoning and consent stands.”

Garden City’s attempted to highlight and remind the CoCT and the
applicant of existing rights and approvals that were obtained when the
rezoning was applied for by clearly defining the parameters of the
Greenville Garden City concept plan and submitting same to prevent
conflicting land uses of occurring. We note the comment but the fact of
the matter remains that the further development the airport vehemently
impacts on the existing land use intentions and rights.

Response to the following comments:

“In Phase 4 of the application, which is where Garden Cities say they are
most affected, there are 3600 residential opportunities, and it is clear
from their site plan that none of the industrial or business GLA is located
near Phase 4.”

We do not agree with this statement at all, as the concept plan clearing
depicts residential opportunities, which is the land zoning most affected
by the potential noise cones, the latter which still has not been provided,
implying a complete revisit of the Greenville Garden City concept plan to
convert the residential opportunities to industrial to accommodate the

CWA is fully committed to building a robust and collaborative
partnership with Garden Cities, as evidenced by our extensive
engagements over the past four years.

1.2. Noted. CWA response:

CWA and Garden Cities (GC) should focus on future goals rather than
revisiting past decisions. GC argues they reminded the City of Cape
Town (CoCT) of their rights from the initial rezoning of the airport to
Transport 1 by submitting the Greenville concept plan to prevent
conflicting land uses. However, CWA views this plan as merely
conceptual and inadequate for resolving land use conflicts.
Additionally, CoCT has confirmed that the zoning and rights on erf 4
have lapsed since the original rezoning. Given these developments,
it's unproductive to use the current Environmental Authorization
process to debate previously settled matters.

TSnowIing purposes:

Properly descriplion

| ERF 4, GREENVILLE GARDEN CITY

| Physical addr

55

ROEN CITY _

Applicable Zoning scheme | City of Cope Town Development Managemen! Scheme
lone | AGRICULTURAL ZONE (AG)
Other previously approved use rights | The rezoning of Erf 4, Greenville Garden City, issued under
(it any) cover of the enclosed letter dated 3 December 2012, has

apsed. No submission has been made for the subdivision
of Bt 4 within the 5 year time period allowed.

1.3 CWA rresponse:

The original conceptual plan submitted by GC over a decade ago for
Portion 2 of Erf 4, Greenville Garden City, has remained unchanged
and thus is still considered a GC Concept. Currently, CWA holds only
a zoning certificate for Erf 4, indicating this erf as zoned for
agriculture, a status confirmed by the City of Cape Town’s Surveyor
General zoning viewer and the agricultural rates and taxes being paid.
Although a rezoning for Erf 4 was issued in a letter dated 3 December
2012, it has since lapsed due to the failure to submit a subdivision
within the additional 5-year period allowed, totalling 10 years,
meaning the land retains its agricultural zoning.
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1.4.

1.5.

proposed expansion of the airfield, a concept plan which has already been
approved by Province and City of Cape Town.

The latter completely deviates from the initial intention of a multiple
purpose residential development; again, resulting in potentially only a
portion of the residential development being encapsulated by industrial
zoned areas with the parties being impacted most on that being the
poorest of poor people.

The applicant makes reference to intensive agriculture on Erf 4 should be
seen in the light of as an interim measure whiles development and bulk
services are rolled out.

Response to the following comments:

“The proposed expansion project for CWA is subject to various national
and international standards of design and safety, which must be adhered
to by the applicant. The safety of surrounding communities form part of
these considerations.”

Indicating that the applicant will adhere to the safety standards doesn’t
address the issues of: Garden Cities NPC (RF) 4

e The added external impacts; as a result of the airport’s type and
guantity of trip generations

e High accident rates to the road leading to the airfield

e Stray Cattle on busy roads
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1.4. Noted in context of 1.3 above.

1.5. The Impact Assessment phase for the proposed project includes a
Traffic Impact Assessment. All registered 1&APs will have a 30-day
commenting opportunity to comment during this phase.

CWA Response:

GC would have conducted a Traffic Impact Assessment (TIA) to
evaluate and mitigate potential impacts on the local transportation
network for their own development. GC would have assessed existing
traffic conditions, projected increases, and proposed measures such
as road upgrades, safety interventions, and improved pedestrian
infrastructure. The TIA would have also addressed concerns from taxi
associations and public transport, ensuring integration and minimal
disruption.

CWA will take cognisance of phased traffic impact both
developments have together.
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e Taxi Associations and Public Transport concerns

e Additional traffic through Greenville Garden City and impact on
pedestrians.

1.6. Response to the following comments:

“Please note Garden Cities can’t apply noise cones of another airport to
this application, which leads to speculation and inaccurate conclusions”
(p.14)

In the absence of the critical information related to noise cones (that has
been requested on several occasions and for an extended period) and
based on the various social media and other media outlets, the applicant
has repeatedly compared themselves to be in similar in nature and step
up from the Cape Town International Airport, catering for similar and
larger aircrafts and continued growth over the short-medium-long term
period, ultimately resulting in similar noise cones as that of CTIA. Again,
in the absence of said noise cones and to fully understand the potential
impacts, Garden Cities had no other recourse than using CTIA’s noise
cones as a guide. We view the absence of the noise cones as a substantial
oversight and flaw in the environmental process; especially considering
the exciting rights being impacted on.

1.6. As previously stated, the Noise Impact Assessment will form part of
the Impact Assessment Phase of the proposed project. All registered
I&APs will have a 30-day commenting opportunity to comment
during this phase.

CWA additional response:

As previously stated, the Noise Impact Assessment will form part of
the Impact Assessment Phase of the proposed project. All registered
I&APs will have a 30-day commenting opportunity to comment
during this phase.

Comparing CWA to Cape Town International Airport (CTIA) is not
appropriate, as it doesn't account for the significant differences
between the two developments. At CWA, we've never claimed to be
similar in nature to CTIA. The operational scale, aircraft mix, and
geographic considerations are distinctly different. The current
absence of noise cone data should not be seen as a flaw or oversight
in the environmental process. The environmental impact assessment
is a thorough, phased approach where various factors, including
noise impact, are comprehensively studied. The relevant noise cone
data will be provided during this process, ensuring it is based on
accurate and context-specific information rather than assumptions
drawn from unrelated scenarios. Once available, this data will be
shared and analysed in collaboration with all stakeholders, including
GC, to address concerns with accurate and relevant information.

CWA initiated a number of one-on-one focus meeting with the GC
Executive over the last few months. During this time the above-
mentioned was explained in person, during these meetings the CWA
representatives kept the GC representatives updated on progress
around key development matters i.e. planning, land and EIA. As
neighbouring entities engagements are also happening on an
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2.

1.7. Response to the following comments:

“will be important to note at this time that the two runways, eventually a
third i.e. 14-32, being terminated through what is proposed will have a
positive impact in that it moves flight paths and noise away from the
biggest and central portion of the planned Greenville development .”

All engagements with applicant have made reference to the primary
runway at an orientation of 01-19 and length of 3.5 km which
perpendicularly coincides with our Greenville development and noise
cones therefore impacting directly on our development, existing right and
macro-planning.

GARDEN CITIES COMMENTS TO THE DRAFT SCOPING REPORT

2.1. ADMINISTRATION RELATED

2.2.

e  Correct Greenlands to Greenville Garden City on page 110.

“...and includes the Botfontein smallholdings, part of Brackenfell,
Crammix, Scottsdene, Wallacedene, Bloekombos, Belmont Park,
Kruisfontein smallholdings, Joostenbergvlakte and the area North
thereof, Fisantekraal, Greenlands Garden Cities and the area known
as Bella Riva.”

e Add abbreviations to list
e COD (p. 164)
* GVA
* MARS
e POS (p. 201)

PROJECT CONTEXT, NEED AND DESIRABILITY, SUSTAINABILITY AND
CLIMATE CHANGE

2.2.1.  NEED AND DESIRABILITY

ongoing basis around practical matters i.e. developing an integrated
security plan with all key land owners and developers in the area.

1.7. CWA response:

The proposed project involves a phased expansion of the existing
Cape Winelands Airport. This development will include the
realignment of the primary runway, oriented 01-19, with a length of
3.5 km. Additionally, the project will initially retain and refurbish the
secondary cross runway, oriented 14-32, with a length of 700 meters.
The ongoing scoping report, as emphasized in the executive summary
and all preceding reports, has consistently outlined this phased
approach to the airport's expansion.

2. GARDEN CITIES COMMENTS TO THE DRAFT SCOPING REPORT
2.1. ADMINISTRATION RELATED

The Greenlands correction will be affected and additional
abbreviations considered.

2.2. PROJECT CONTEXT, NEED AND DESIRABILITY, SUSTAINABILITY AND
CLIMATE CHANGE

2.2.1. NEED AND DESIRABILITY
CWA Response: Jobs created at airports span a wide
range of sectors and skill levels, catering to
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Refer to page 112 - “Embracing the role that CWA can
play in improving lives and livelihoods it will actively
work with the communities closest to the airport.”

o How will livelihoods be improved and who’s
livelihood’s? Only a certain demographic will
benefit from this project, people with business
interest, people who are financially capable to
travel and skilled labour.

2.2.2. ALTERNATE AIRPORT FOR FUEL PLANNING AND
ENVIRONMENTAL SAVINGS

One of the motivations made by the applicant is that
the expansion of the airport will bring a boost to the
economy by means of more frequent flights to Cape
Town. But also motivating to “boost efforts to
decarbonize and reach net-carbon by 2050”. How will
the applicant be reducing emissions while motivating
that more frequent flight to cape town will increase,
adding to the emissions, irrespective of the fuel load
and at the same time increasing the pay load and
passenger count for each fight, resulting in additional
vehicles and trucks on the road adding to emissions.

2.2.2.

professionals, skilled workers, semi-skilled, and
unskilled individuals. Professional roles include aviation
management, engineering, finance, IT, and legal
services, offering opportunities for those with
specialized education and experience. Skilled positions
encompass technical support, security, customer
service, and logistics, requiring specific training and
expertise. Semi-skilled jobs are found in ground
handling, hospitality, retail, and transportation services,
often requiring some level of experience or
certification. Unskilled roles include general labour,
janitorial work, and entry-level customer service,
providing accessible employment opportunities for
those with minimal qualifications. This diversity in job
creation allows airports to significantly contribute to
local employment, benefiting a wide range of workers
across different sectors and skill levels

ALTERNATIVE AIRPORT FOR FUEL PLANNING AND
ENVIRONMENTAL SAVINGS

CWA Response: Independent experts in aeroplane
performance modelling from Berlin, Germany, have
assessed the advantages of utilizing Cape Winelands
Airport (CWA) as a diversion airport for flights headed
to Cape Town International Airport (CPT). Their analysis,
which includes various aircraft types and routes, reveals
significant savings in fuel weight and burn when CWA is
chosen over other alternate airports like Port Elizabeth
(PLZ) or Johannesburg (JNB). For certain aircraft, these
savings can amount to as much as 10 tons in fuel uplift
and 3 tons in fuel burn, leading to increased payload
capacity, reduced operational costs, and substantial
savings in carbon emissions due to burning less fuel,
thereby providing commercial benefits for airlines.

In discussions with airlines, CWA has confirmed that the
financial savings and operational benefits made by
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2.2.3. COMMERCIAL PROPERTY DEVELOPMENT

The applicant references that they will unlock property
development, this is however contrary to the potential
impacts the flight paths and noise cones will have on
existing housing developments rights.

Refer to page 120. “Direct jobs will be created that will
benefit the communities in the surrounding areas
during the construction and operational phases.”

o We would like to refer to the following article
based on the above extract:

o An estimated 60 000 jobs will be created with the
expansion of the existing Cape Winelands Airport
into a second major airport for Cape Town.
(https://www.africaninsider.com/companies/tak
eoff-r7bn-cape-winelands-airport/)

o  Once again, the media is used to set a president,
however in the reports it does not make reference
to this number. How did the applicant get to this
estimate that’s shared with the public? What
industries will these jobs be in? Is it skilled,
semiskilled or unskilled labour.

e  “Note that for any development proposals located within
the noise contour zones around the airport, the relevant
authority should be consulted with regards to the
applicable noise regulations and the type of development
(i.e., residential or non- residential) that could be permitted
to ensure that appropriate mitigation measures are put in

2.2.3.

airlines make certain routes that were previously not
financially feasible now viable, thereby opening new
route opportunities. The report emphasizes that CWA's
proximity to CPT is a crucial factor contributing to these
savings and benefits.

COMMERCIAL PROPERTY DEVELOPMENT

CWA response: An independent study on the economic
and financial viability of CWA indicates that the project
could generate approximately 34,778 direct, indirect,
and induced employment opportunities during the
initial construction phase and through periodic capital
investments for upgrades and replacements over 20
years. This equates to an average of 1,700 job
opportunities per year. Additionally, the project is
projected to sustain around 58,651 direct, indirect, and
induced employment opportunities over its first 20
years of operation.

The distribution of jobs typically in airports includes a
significant portion in the semi-skilled and unskilled
categories. Approximately 30% to 35% of the positions
are likely to be semi-skilled roles, such as ground
handling staff, retail workers, and transportation
services, while another 30% to 35% are unskilled
positions, including baggage handlers, cleaners, and
manual labourers. These roles, which require minimal
training, provide accessible employment opportunities
for a broad section of the workforce, highlighting the
airport's crucial role in supporting the local economy
and offering diverse job opportunities across various
skill levels.

Page 155 of 324




place, where necessary. The AOLS (Airport Obstacle
Limitation Services) limit building heights of developments
located in proximity to the airport flight paths. These
developments are subject to comment from the South
African Civil Aviation Authority.”

o Garden Cities feels strongly that this item does not
allow for existing rights and have to reverberate
that Greenville’s concept plans is already in place
which will be impacted on.

2.3. PROJECT DESCRIPTION
2.3.1. ARCHITECTURAL DESIGN GUIDELINE

e Refer to page 149 - We find it challenging to align the
concept of a "Vibrant Community Centre" with the
intended use and zoning of the airport. It is difficult to
envision how the surrounding community would derive
additional benefits from commercial activities situated
within an airport precinct.

2.3.2.  LAND USE AND ZONING

o  Refer to page 153 - “H & A Planning (2023) noted that the
amendment of the urban development edge includes the
existing airport but does not cover the proposed expansion
of the airport. Airport runways should preferably be in
areas of low intensity land use such as outside the urban
development edge. However, the landside development of
airports should be inside the edge. Site-specific
circumstances for deviation from the MSDF will thus have
to be motivated in terms of the Municipal Planning By-law
during the application process”

o In terms of the land use and zoning we note that
the applicant acknowledges Garden Cities as an
urban development to the south and that the
planning consultants references the Northern
District Spatial Plan and the MSDF, further

2.3. PROJECT DESCRIPTION

2.3.1.

2.3.2.

ARCHITECTURAL DESIGN GUIDELINE
CWA Response: Refer 2.2.3

LAND USE AND ZONING
CWA Response:

Site specific circumstances when evaluating the
establishment of a second airport in Cape Town, such
as the proposed Cape Winelands Airport (CWA),
several key factors must be carefully assessed to
ensure optimal performance while minimizing
environmental and social impacts. Accessibility is
paramount, with the airport ideally located within a 30
to 60-minute drive from the city centre, yet sufficiently
distant from densely populated areas to minimize
disruption. The site should be predominantly flat,
located away from nature reserves and mountainous
regions to avoid ecological damage and ensure safe
flight operations. Additionally, it must be situated
outside the Koeberg Nuclear exclusion zone to comply
with safety regulations.
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highlighting specific spatial visions in terms of
protecting certain areas from further expansion,
protecting agricultural land from further
expansion but at the same time note that the
urban development edge is at this stage
referenced as having to be possibly be amended.
But as the same time the latest Northern District
Spatial Plan already makes mention that the urban
edge must be amended for the airport, this being
done without any PPP or formal application to do
so. We also don’t see how the inclusion of the
proposed airport landholdings result in rounding
off the development north of the R312.

The selected location should offer ample space to
accommodate current operations and future expansion
while balancing cost considerations to maintain
accessibility and affordability. Strong connectivity to
highways, public transportation, and potentially rail
networks is crucial to facilitate easy access. The site
should also ensure clear airspace, avoiding areas prone
to natural disasters, such as flood-prone regions.
Minimizing social impacts is critical, with the airport's
placement intended to promote economic
development in less developed areas of the region.
Adherence to aviation regulations, zoning laws, and
alignment with Cape Town’s long-term urban planning
goals are essential.

Considering these factors, the most suitable location for
a second airport would be in a peripheral urban area.
Such a location should provide the necessary balance of
accessibility, space for expansion, and minimal
environmental and community impact, supporting local
economic growth while ensuring successful integration
into the region. CWA contends that its current site,
which was identified as a priority for an airport in 1943
before the development of Cape Town International
Airport (CTIA), meets the criteria for location of a
second airport in the city. However, CWA requires a
deviation from the Municipal Spatial Development
Framework (MSDF), where some of the runway
infrastructure is outside of the urban edge. This is due
to its strategic importance and unique site conditions
that are required. This flexibility is crucial for developing
critical infrastructure, accommodating growth, and
implementing innovative strategies aligned with
broader economic and social goals, such as regional
development and job creation. The deviation will
enable CWA to fulfil its role as a key economic driver
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We find comment on page 154, number 2, contradictory in
terms of rounding off the urban edge and preventing
further development sprawl considering that with the
further expansion of the urban edge is already suggested to
specifically increase employment for the Fisantekraal
Community taking due consideration of existing industrial
areas where there is limited take up and already allowed
for industrial areas in Greenville and surrounds. Is there a
need for this amount of industrial areas, that is taking away
opportunity for residential opportunities to address the
critical housing crisis.

while addressing environmental and technical
considerations.

While airports do have a significant industrial
component, they are far more than just industrial
areas. Airports are complex ecosystems that blend
commerce, hospitality, and public spaces with their
core transportation and logistics functions. They serve
as gateways to cities and regions, offering retail, dining,
and entertainment options, as well as cultural exhibits
and green spaces. Additionally, airports are often
designed with a strong emphasis on passenger
experience, blending functionality with aesthetics. To
view them as merely industrial overlooks the broader
role they play in connecting people, fostering economic
growth, and shaping the identity of the regions they
serve Considering these factors, the most suitable
location for a second airport would be in a peripheral
urban area. Such a location should provide the
necessary balance of accessibility, space for expansion,
and minimal environmental and community impact,
supporting local economic growth while ensuring
successful integration into the region. CWA contends
that its current site, which was identified as a priority
for an airport in 1943 before the development of Cape
Town International Airport (CTIA), meets the criteria
for location of a second airport in the city. However,
CWA requires a deviation from the Municipal Spatial
Development Framework (MSDF), where some of the
runway infrastructure is outside of the urban edge. This
is due to its strategic importance and unique site
conditions that are required. This flexibility is crucial for
developing critical infrastructure, accommodating
growth, and implementing innovative strategies
aligned with broader economic and social goals, such
as regional development and job creation. The
deviation will enable CWA to fulfil its role as a key

Page 158 of 324




2.3.3.

BULK ELECTRICITY

SOLAR PV PLANT

o

Collision with Solar Panels: Birds may mistake
reflective solar panels for water bodies (a
phenomenon known as the "lake effect"), leading
to collisions that result in injury or death.

BIODIGESTERS AND BIOGAS

o

If the chicken manure is sourced locally, has this
been confirmed with a supplier and a considered
a sustainable source?

2.3.3.

economic driver while addressing environmental and
technical considerations.

BULK ELECTRICITY
SOLAR PV PLANT

The comment re collision of birds with solar panels is
noted. A 2016 study by the Argonne National
Laboratory confirms that bird strikes through the lake
effect is significantly lower than other human-related
causes and lower than those at wind farms.

While the "lake effect" phenomenon can lead to bird
collisions with solar panels, the broader benefits of
renewable energy far outweigh these losses.
Renewable energy sources, such as solar power, play a
crucial role in reducing greenhouse gas emissions,
mitigating climate change, and decreasing reliance on
fossil fuels, which are responsible for significant
environmental degradation and harm to wildlife,
including birds. By advancing renewable energy, we can
create a cleaner, more sustainable future that
ultimately benefits all forms of life on Earth, including
birds, through healthier ecosystems and reduced global
warming. Responsible design and mitigation efforts can
further minimize the impact on birds, ensuring that the
transition to renewable energy is as environmentally
friendly as possible.

BIODIGESTERS AND BIOGAS

o Various chicken manure sources have been
identified. Confirmation with a potential supplier
will only be post EA.

CWA Response:

Cape Winelands Airport (CWA) will focus on using
energy crops as the primary feedstock for its
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Improper management or leaks in biodigester
systems can release foul odors, which can be a
nuisance to our nearby residents.

If biogas is not properly captured and burned, it
can release methane into the atmosphere,
contributing to air pollution and greenhouse gas
emissions (contradicting the statement of net zero
by 2050 or decarbonizing).

biodigester, as these crops offer a significantly
higher energy yield compared to chicken manure.
Although chicken manure may still be used in
smaller quantities, the emphasis will be on energy
crops due to their superior biogas production
capabilities. The success of grain silage as a
feedstock in the European biogas market
highlights the potential of this approach for
renewable energy. After evaluating various grass
species, Napier Grass and Vetiver Grass have been
identified as the most viable options, making
them central to CWA’s strategy for sustainable
and renewable energy production. These energy
crops are not only highly efficient but are also
most certainly sustainable, ensuring a long-term,
eco-friendly solution for the airport’s energy
needs.

The comment re foul odours is noted. Well-
managed biodigester systems are designed to
operate with minimal odour, turning organic
waste into valuable resources like biogas and
fertilizer. By ensuring rigorous monitoring, regular
maintenance, and the use of odour control
measures, we can not only prevent nuisances but
also contribute positively to our community by
reducing waste and generating sustainable
energy.

The comment re possible release of methane into
the atmosphere is noted. Modern biogas systems
are specifically designed to capture and utilize this
methane efficiently, turning it into a valuable
energy source rather than allowing it to escape
into the atmosphere. By implementing stringent
controls, advanced technology, and proper
maintenance, we can ensure that biogas systems
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o

Poorly maintained biodigesters can leak,
contaminating local water sources with organic
waste or chemicals, posing a risk to drinking water
and local ecosystems. Considering the applicant is
reliant on groundwater, what are the emergency
responses to this? What are the implications for
surrounding owners if their groundwater is
polluted?

The byproduct, if not properly managed, can
cause nutrient runoff into water bodies, leading to
issues like algal blooms and water pollution.

The storage and continued use of digestate results
in an increase presence of pests such as flies and

contribute to reducing overall greenhouse gas
emissions rather than exacerbating them. Far
from contradicting net-zero goals, when managed
correctly, biogas can play a vital role in the
transition to a decarbonized future by providing a
renewable and sustainable energy source.

The comment re leaks at biodigesters is noted.
Modern biodigester systems are engineered with
robust containment measures to prevent leaks
and protect water quality. Regular inspections,
maintenance protocols, and safety measures are
key to ensuring that biodigesters operate safely
and sustainably. When properly managed,
biodigesters not only avoid contamination but
also contribute positively by reducing waste and
supporting environmental health through the
production of clean energy and natural fertilizers.

Development of mitigation measures and
emergency responses follows on the Impact
Assessment phase during the EIA.

The comment re management of the byproduct is
noted. Managed correctly, these byproducts can
be safely and beneficially utilised as nutrient-rich
fertilizers that enhance soil health without
harming the environment. By implementing best
practices such as proper storage, application
timing, and monitoring of nutrient levels, we can
prevent runoff and ensure that the byproducts
are an asset rather than a liability. Responsible
management of these resources is crucial, and
when done correctly, it supports both agricultural
productivity and environmental sustainability.

The comment re storage of the digestate is noted.
Properly managed digestate, which is a byproduct
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rodents. How will this be dealt with, especially in
the summer months?

Biogas is flammable, and improper handling or
storage can lead to explosions or fires, posing a
safety risk to our nearby future residents. What
measures and monitoring will be in place to
mitigate this risk?

If the biodigester does not operate at the correct
temperature, pathogens from the waste might not
be fully neutralized, potentially leading to health
hazards.

of the bio digestion process, is typically stored in
sealed or covered containers to prevent any
exposure that might attract pests. Additionally,
digestate is often applied directly to fields as
fertilizer, reducing the potential for pest
attraction. In well-designed systems, the risk of
increased pests is minimal.

CWA asks for specific evidence or studies that
demonstrate a significant increase in pest
populations due to digestate use, particularly in
systems where proper management practices are
followed. How do you know that the presence of
pests is directly linked to the digestate and not to
other environmental factors? Additionally, what
evidence is there that these issues are
exacerbated specifically in the summer months?

Development of mitigation measures follows in
the Impact Assessment phase during the EIA.
Biogas systems are designed with extensive safety
measures, including pressure relief valves, gas
detectors, and automatic shut-off systems, to
prevent accidents. These systems are highly
regulated and must comply with stringent safety
standards to operate, significantly reducing the
risk of any safety incidents.

Noted. Modern biodigester systems are designed
with  precise temperature controls and
monitoring systems that ensure the process
consistently operates within the optimal range.
These systems are engineered to automatically
adjust and maintain the necessary temperatures
to effectively break down organic matter and
neutralize pathogens.
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2.3.4.

e ROOF MOUNTED WIND TURBINES

o Bird / owls and Bat Collisions: Roof-mounted wind
turbines, like their larger counterparts, can pose a
risk to birds and bats. Although the risk is generally
lower due to smaller turbine sizes, collisions can
still occur, particularly in areas with high bird
activity or migratory paths

BULK PORTABLE WATER

o  Refer to page 169 - “According to the civil works report by
Zutari, the CoCT has proposed the installation of a 1700mm
diameter trunk main in the R312 Lichtenburg Road.”

o  Will the applicant be funding for this bulk service
out of their development contributions for the
installation of the 17700mm trunk main? When and
how will this be programmed and implemented?

e Define what the short to medium term is for solely being
reliant on Groundwater?

e Relying solely on groundwater as a water supply for both
the construction and operational phases of an airport
development can have several negative impacts:

2.3.4.

ROOF MOUNTED WIND TURBINES

o The comment re roof mounted turbines is
noted. CWA will exclusively utilize vertical wind
turbines, with a priority on ground-based
installations. These turbines are notably safer
for birds and bats compared to traditional
horizontal-axis turbines. Vertical turbines
generally rotate at slower speeds and lack the
large, sweeping blades that pose a higher risk of
collisions. Additionally, their compact design
and reduced air disturbances significantly
decrease the chances of harming wildlife.

BULK POTABLE WATER

CWA response: The City of Cape Town's DC policy
imposes one-time capital charges on developers to
cover the cost of municipal engineering services
required due to intensified land use. The policy is guided
by principles of fairness, predictability, and
administrative ease, ensuring that developers
contribute fairly to infrastructure costs. DCs apply to
most land use changes that increase intensity and are
calculated based on their impact on municipal services,
using a predefined methodology. These charges are not
considered in isolation but reflect the impact on various
aspects such as roads, water, sewer, power, and other
essential services.

Relying solely on groundwater in the short to medium
term, typically defined as a period ranging up to 10
years

The risk of over abstraction of groundwater is noted.
Development of mitigation measures follows in the
Impact Assessment phase during the EIA.
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2.3.5.

Overuse of groundwater, especially during construction
when water demand is high, can lead to over-extraction,
reducing the water table and potentially depleting the local
groundwater reserves for the applicant’s neighbours.

The continuous demand during the operational phase
could exceed the natural recharge rate of the aquifer,
leading to long-term water scarcity in the region. What will
the applicant do to recharge the aquifer?

Excessive groundwater extraction can cause land
subsidence (sinking of the ground), which can damage
infrastructure, alter drainage patterns, and increase flood
risk.

Intensive use of groundwater by the airport could lead to a
reduction in water availability for nearby communities,
affecting drinking water supplies, agriculture, and local
industries.

Competing demands for groundwater between the airport
and local residents or farmers can lead to conflicts,
particularly in areas where water resources are already
scarce.

SEWER MANAGEMENT AND TREATMENT

On page 175 it’s noted that Fisantekraal WWTW can take
additional capacity, but we would like to refer the applicant
to the vast amount of sewer overflow drains reported in
the Fisantekraal area (Heat Map below). This development
will add to the already strained sewage network, especially
the Fisantekraal WWTW that experience operational issues
during loadshedding, theft and vandalism

2.3.5.

The WULA is based on available sustainable yield of the
boreholes, based on natural recharge. No recharge by
the applicant will be considered.

The WULA is based on available sustainable yield of the
boreholes, based on natural recharge. No recharge by
the applicant will be considered.

This comment is noted. The WULA is based on available
sustainable yield of the boreholes and surrounding
users.

This comment is noted. The WULA is based on available
sustainable yield of the boreholes and surrounding
users.

Noted. The WULA is based on available sustainable yield
of the boreholes and surrounding users.

SEWER MANAGEMENT AND TREATMENT

The comment is noted. Use of the Fisantekraal WWTW
is an alternative being considered during the Scoping
phase.
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If the facility malfunctions or if there is an

accidental

discharge,

untreated or partially

treated sewage can contaminate local water
bodies, leading to the spread of pathogens,
harmful chemicals, and nutrients that can cause
algal blooms and eutrophication. This degrades
water quality and harms surrounding aquatic
ecosystems.

o Sewage treatment plants can emit gases such as
methane, ammonia, and hydrogen sulfide, which
can contribute to air pollution. These gases can
also produce unpleasant odors that affect the
quality of life for Greenville Garden City residents.

o There is a risk of exposure to pathogens and
harmful chemicals if the facility is not properly
managed. Odors and emissions from the plant
may also lead to respiratory issues or other health
concerns for people living in Greenville Garden
City.

The comments re potential accidental discharge,
emission of gases, risk of exposure to pathogens,
management of sludge and energy requirements are
noted. Development of mitigation measures follows in
the Impact Assessment phase during the EIA.
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o If sludge or other by-products from the treatment
process are not properly managed, they can
contaminate the soil with heavy metals,
chemicals, or pathogens. This can affect local
agriculture and vegetation.

o Sewage treatment facilities often require
significant amounts of energy to operate,
particularly in advanced treatment processes. This
energy consumption contributes to greenhouse
gas emissions, which can exacerbate climate
change, contradicting the applicant’s motivation
for decarbonization.

SOLID WASTE MANAGEMENT

Leachate from improperly managed waste sites can
infiltrate groundwater or run off into nearby rivers and
streams (such as the Mosselbank River) , leading to water
pollution. Contaminated water bodies can harm aquatic
ecosystems, kill fish and other wildlife, and make water
unsafe for human consumption or recreational use.

Improperly managed waste sites can attract animals, such
as birds, rodents, and insects, which can disrupt local
ecosystems. These sites can become breeding grounds for
disease-carrying pests, which may spread illnesses to
humans and other animals.

Decomposing waste emits foul odors, which can
significantly reduce the quality of life for residents living
near the proposed airport. Persistent bad smells can lead
to headaches, nausea, and stress.

Irrigation of liquid digestate as well as the solid fraction
(possibly stored on site) is of concern as the area would
attract flies, rodents and increased odor concerns.

Refer to page 180 regarding waste license. Please explain
why a waste license would not be needed, especially

2.3.6.

SOLID WASTE MANAGEMENT

The comments re leachate, improperly managed waste
sites, foul odours are noted. Modern waste
management practices, including the use of engineered
liners, leachate collection systems, and regular
monitoring, can effectively prevent leachate from
infiltrating groundwater or running off into rivers and
streams. By implementing these safeguards, we can
protect aquatic ecosystems, preserve wildlife, and
ensure that water remains safe for human consumption
and recreational use. Proactive measures and stringent
regulations are key to mitigating these risks and
maintaining the integrity of our water resources.

Waste licence: During pre-application consultation with
DEA&DP: Directorate Waste Licencing the following
feedback was received:

“No Waste Licence application is required for the
proposed project, but CWA will have to register in terms
of “National Norms and Standards for the Storage of
Waste” (GN926 of 29 November 2013) should the
facility have the capacity to store more than 80m?3 for
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considering the types and volumes of waste expected to be
produced from the operational phase.

o

o

o

Byproducts from Digester
Byproducts from Sewage Treatment Plant

Passenger, offices, restroom and commercial solid
waste

Food waste & Recyclables

Hazardous waste such as Chemical, batteries and
medical waste

Aircraft related waste such as cabin waste,
sewage, used oil and lubricants and jet fuel spills

hazardous waste and/or 100m? for general waste at any
one time and for a period exceeding 90 days.

Registration in terms of “National Norms and Standards
for Sorting, Shredding, Grinding, Crushing, Screening,
Chipping or Baling of General Waste” (GN1093 of 11
October 2017) if general waste is sorted, shredded,
grinded, crushed, screened, chipped, or baled in an
operational area at the facility exceeding 1000m2. If the
operational area in which waste is sorted, shredded,
grinded, crushed, screened, chipped or baled does not
exceed 1000m2, the facility needs to register in terms
of GN1093 only and adhere to section 28 of the National
Environmental Management Act, 1998 (Act No. 107 of
1998), as amended, and sections 16(1) and 16(3) of the
NEM: WA.

The biodigester resorts under the NEM: WA “National
Norms and Standards for Organic Waste Treatment”
(GN1984 of 1 April 2022) and no longer requires an
application for a waste management licence. Facilities
that have the capacity to process more than 10 tonnes
of organic waste per day need to register in terms of
and adhere to GN1984.”

The following Norms and Standards are applicable to
the project:

= National Norms and Standards for the Storage
of Waste (GN 37088, 29 November 2013).

= National Norms and Standards for the Sorting,
Shredding, Grinding, Crushing, Screening or
Bailing of General Waste (GN 41175, 11
October 2017).

= National Norms and Standards for the
Treatment of Organic Waste (GN 1984, 1 April
2022).

Page 167 of 324




2.3.7. STORMWATER MANAGEMENT STRATEGY

e The stormwater of different surface runoff areas should be
treated differently, for example the workshop areas where
oil is used should have the appropriate oil traps and
filtering systems to prevent the runoff entering the overall
stormwater system.

2.3.8. EXTERNAL AND INTERNAL ROAD DESIGN

e  “Future land use projections and approved future planned
developments in the immediate surrounds of CWA results
in a future road network.”

o Does the applicant depend entirely on other
developers to provide the critical infrastructure
needed to service the airport, or will the applicant
use their development contributions to support
infrastructure provision?

o The planned timing/ roll-out of such bulk road
network/s and infrastructure is highly unlikely to
align.

2.3.7. STORMWATER MANAGEMENT STRATEGY
A stormwater management plan forms part of the
Impact Assessment Phase and will become available to
all registered I&APs for comment during the Impact
Assessment phase of the proposed project.

2.3.8. EXTERNAL AND INTERNAL ROAD DESIGN
A Traffic Impact Assessment forms part of the Impact
Assessment Phase and will become available to all
registered |1&APs for comment during the Impact
Assessment phase of the proposed project.

CWA response:

CWA collaborates with other developers to ensure the
efficient provision of critical infrastructure; it is
incorrect to imply that CWA is entirely dependent on
external entities for this purpose. CWA has a strategic
approach where it leverages both its own resources
and development contributions to support and
enhance the infrastructure necessary to service the
airport.

Our commitment to infrastructure development is not
passive. We actively participate in planning, funding,
and executing projects that directly contribute to the
airport’s functionality and overall connectivity. This
includes contributions to road networks, utility
services, and other essential infrastructure that
ensures seamless operations. Moreover, these efforts
are coordinated with broader regional development
plans, ensuring that CWA is not only self-sufficient but
also a catalyst for growth in the surrounding areas.
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We note that planned infrastructures linked to the Bella
Riva Development is being referenced although at this
stage only holds the Environmental Authorization and no
LUPO approval presently.

“Golden Arrow Bus Services (GABS) and MBT services
should be sufficient in terms of public transport demand
until the IPTN plan is in place, and the Fisantekraal rail line
may also provide commuter services in future.” (p. 184)

o Using words such as “should be sufficient” and
“may also provide” unfortunately does not align
with the reality that both of these services
rendered once in the morning and once in the
evening.

Due to the complex nature of the taxi associations in the
area, how will the applicant mitigate the risks of conflict
that could potentially arise between taxi association,
bolt/uber drivers and public transport? From experience,
taxi violence impacts the community and micro-scale
economy when roads are blocked off with strikes and
residents cannot leave for work, and surely blocked roads
will severely impact access to the airfield. Incorporating a
public transport system will take intensive engagements
with the taxi associations to minimize the potential violent
situations.

CWA is not reliant on this road infrastructure through
Bella Riva

CWA is committed to ensuring the well-being and
convenience of its workforce by offering free
transportation services to employees residing within
specific distances from the airport. This initiative is
designed to alleviate commuting challenges and
reduce transportation costs for workers, thereby
fostering a more inclusive and accessible working
environment. By providing complimentary transport,
CWA aims to enhance employee satisfaction and
productivity, while also contributing to environmental
sustainability by reducing the number of individual
vehicle trips. This service will be available to workers
living within a designated radius, ensuring that those in
close proximity to the airport can easily and efficiently
travel to and from work.

The comment re taxi associations and public transport
is noted. Mitigating the risks of conflict between taxi
associations, e-hailing drivers, and public transport at
CWA involves a strategic approach that includes early
and continuous engagement with all stakeholders to
understand their concerns and interests, fostering
inclusive transport planning that fairly allocates
resources and spaces, and implementing clear
regulations with strict enforcement to maintain order.
Capacity-building initiatives can help taxi associations
adapt to changes, while robust security measures, such
as CCTV surveillance and rapid response teams, ensure
safety and monitor potential conflicts. Additionally,
public awareness campaigns will educate users about
transport options and the importance of respecting all
service providers, while mediation processes can be
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e The map utilized in figure 49 (p.190) indicating
‘commercial’ as the land use opposite the intended main
runway is not correct. The majority of the land use is
residential zoning and is not a true reflection of our
planning and approved concept plan.

Figure 43: Conceptual design intermal Roads (ITS. Tremsport Scopemg Report. Sept 2023

2.3.9. BULKAVIATION FUEL FARM AND FUEL FACILITIES
Bulk fuel storage has numerous risks associated to neighbours:

e Leaks or spills from storage tanks can lead to fuel seeping
into the soil, contaminating groundwater resources. This

2.3.9.

established to resolve disputes before they escalate.
Finally, leveraging data-driven decision-making will
enable effective monitoring and timely policy
adjustments to ensure smooth operations at CWA.

The comment re the map on page 190 is noted and will
be considered. Refer to 1.2 and 1.3 above

BULK AVIATION FUEL FARM AND FUEL FACILITIES

Risks and impacts associated with the bulk fuel farm and
additional fuel facilities will be assessed in the Impact
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can make water unsafe for consumption and harm local
ecosystems.

Volatile Organic Compounds and other harmful emissions
can escape from fuel storage tanks, contributing to air
pollution and increasing the risk of respiratory problems for
nearby populations.

Runoff from spills or leaks can enter rivers, lakes, or oceans,
leading to water pollution that can harm aquatic life and
disrupt ecosystems.

Contamination from fuel spills can destroy habitats, leading
to a loss of biodiversity in the affected area, particularly if
spills reach sensitive ecosystems like wetlands.

The storage and handling of large quantities of fuel
contribute to the release of greenhouse gases, both
through direct emissions and through the energy-intensive
processes involved in fuel production and distribution.

Fuel is highly flammable, and improper storage can lead to
fires or explosions. This poses a significant risk to nearby
communities, workers, and infrastructure.

2.4. OVERVIEW OF THE RECEIVING ENVIRONMENT

2.4.1.

2.4.2.

ARCHAEOLOGICAL BASELINE ASSESSMENT

On page 203 the applicant lists protocols that were found
to be applicable to the proposed development of which
number 10 specifically references requirements for noise
impacts. We have been requesting noise cones since the
advisement of this project. We view this as a fatal oversight
not having sight of the complete unabridged noise cone
report and support plan.

BASELINE NOISE STUDY

Assessment Phase. All registered I&APs will have the
opportunity to comment.

A MHI forms part of the Impact Assessment Phase. All
registered 1&APs will have the opportunity to comment.

2.4. OVERVIEW OF THE RECEIVING ENVIRONMENT
2.4.1. ARCHAELOGICAL BASELINE ASSESSMENT

The comment received does not relate to the archaeological
baseline assessment. Further clarity is requested form I&AP.

A Noise Impact Assessment becomes available in the Impact
Assessment Phase for registered 1&APs to comment.

2.4.2. BASELINE NOISE STUDY
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2.4.3.

Baseline noise is irrelevant and what is required is the noise
cones and formal study/report. The baseline study only
being representative of farmland and existing
characteristics.

Regarding the location of the baseline measure sites for
sound — we would like to ascertain as to why baseline
points were not set up along Lords Walk in Greenville
(where there are frequent light aircrafts flying) and
flightpath of existing light aircraft to understand how this
will compare to the future noise cones contours.

Will the noise cones study consider the increased heavy
vehicle traffic counts as well?

FAUNAL AND AVIFAUNAL

Refer to page 242 listing the protected areas. The identified
sensitive areas in Greenville Garden Cities should also be
listed as it is deemed core conservations areas. The
functioning of one of our core conservation areas over the
last 7 years how wildlife has returned in the area such a big
diversity of birds, including flamingos, buck, snakes and
amphibians.

How will increased air traffic impact the functioning of
these conservation areas.

Reference to page 241 where the reports state how
degraded the Renosterveld and Freshwater habitats are.
These areas shouldn’t be disregarded just because they are
presently degraded.

Greenville Garden City’s identified core conservation areas
was also highly degraded but was put aside for
conservation, and by excluding cattle, humans and
vehicles, these areas has showed great improvement of
quality of the habitat and ecosystem. Similarly, the

e The comment is noted. A Noise Impact Assessment
becomes available in the Impact Assessment Phase for
registered I&APs to comment.

Response from specialist:

2.4.3.

e There were two points in the Greenville area. One at
the Fisantekraal High School (MP03) and one within the
Fisantekraal community (close to Lords Walk) (MP04).
These are considered representative of the Greenville
area (in our report named Fisantekraal community).

e Yes, the vehicular traffic increase will be taken into
consideration for the noise impact assessment of the
airport operation

FAUNAL AND AVIFAUNAL

The core conservation areas within Greenville Garden Cities will
be considered for inclusion in the protected areas.

Response from FEN:

Whilst it is acknowledged that rehabilitation efforts of the
wetlands adjacent to the Greenville Garden Cities has resulted
in the increased utilisation/presence of faunal species, it is
unlikely that small antelope will permanently reside herein due
to increased anthropogenic activities as well as ongoing threats
of persecution from local communities and domestic and feral
dogs. Recent studies in the area as part of future road upgrades
further indicated that whilst habitat may be suitable to support
such species, their presence was not noted.

In terms of the air traffic, it is important to note that the current
airport is functioning and as such, presents an existing baseline
for noise impacts, which species appear to be tolerant of and
have become accustomed to. However, the proposed airport
upgrade will pose a notable upshift in terms of noise pollution
in the area due to the nature of larger aircraft making use of the
airport. Whilst it is possible that species currently present will
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2.4.4,

effectiveness of rehabilitation of the Mosselbank also
indicated the resilient of these sensitive areas and do not
agree with the solution of off sets.

HERITAGE (CULTURAL, ARCHAEOLOGICAL AND VISUAL)

Based on the feedback from the specialist Dr Stephen
Townsend, the airfield has four old structures and poorly
maintained landing strips of no value or no motivation for
the existing airfield to be utilized as a final airport. Has any
other site been considered which will have a lesser impact

initially be negatively impacted upon, with time such species are
likely to become habituated to the sound of aircrafts (as they
currently are to light aircraft). Such can be readily seen by the
presence of several species including Greater Flamingos at
wetlands nearby OR Tambo and Cape Town International
Airport. Furthermore, the proposed runway orientation will
ensure that planes are not landing or taking off over the Garden
Cities wetlands, with the parallel flight paths being
approximately 2.1km away from the wetland system. Whilst
planes are likely to still be heard at this distance, the volume of
such is not expected to result in species abandoning the Garden
Cities rehabilitation/conservation sites.

Whilst it is further noted that rehabilitation efforts would
potentially see the improvement of the Renosterveld and
Freshwater habitats at Cape Winelands Airport, it must be
noted that the remaining portions of habitat are largely
fragmented with limited ecological connectivity and functioning
from a faunal perspective. Rehabilitation of these remaining
areas would likely result in pockets of suitable areas for fauna,
however they will be at a significantly higher risk to ecological
impacts/ disaster events, as species will not be able to readily
flee to suitable surrounding habitats. Rehabilitation /
conservation efforts would be far better invested in larger,
intact tracts of suitable habitat where contiguous portions of
land can be rehabilitated / conserved, providing increased
species occupation opportunities whilst better managing and
proving for ecological connectivity and ecosystem functioning.

HERITAGE (CULTURAL, ARCHAEOLOGICAL AND VISUAL)

The CWA is an existing site with existing rights. Please
refer Section 8.1 in the Scoping report:

No alternative site has been considered on the basis
that:
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on surrounding neighbours, resident and developments.
And if not, why not, as no real benefit are achieved as a
result of utilizing the existing facilities specifically.

CWA is an existing operational and licensed airport that
has been in existence for 80 years, operating at the
current site.

The expansion of CWA is being developed on a purely
commercial basis and without government funding, on
the principles of financial sustainability and viability,
therefor it aligns with the Policy Statement 15 in the
White Paper on Civil Aviation Policy (2017).

As an upgrade of an existing airport rather than
choosing a new site it aligns with the preference
expressed in the NADP (2015) for “the upgrading of
existing airports over development of green-field
airports.”

The land belonging to CWA is already zoned as an
airport.

The CWA properties is centrally located with various
existing access points from regional roads.

The CWA properties have access to groundwater that
can sustain 75% percentage of the water demand.

The site can tie into existing and future planned
municipal service infrastructure.

Most of the application area earmarked for expansion
is already owned by Cape Winelands Airport Ltd or
Capewinelands Aero (Pty) Ltd or in companies
controlled by it.

The potential cost of establishing an airport to the
proposed project scale at an alternative greenfield site
would prove to be excessive given that the current site
and properties are already available, the site is
operational as an airport and could be optimised due
to available land to accommodate the proposed
project.
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e Given the location, CWA is well positioned to provide a
convenient and safe airport option for residents in the
Cape Metropole and beyond. Road access to the site is
through various safe routes and the site does not pose
the restrictions and risk to expansion through squatting
and land invasion.

e Considering topography, required airspace integration
and exclusion zones (such as the Koeberg nuclear zone)
an appropriate alternate site is not available in the
region.

No alternative site could be identified that complies with all of the
following locational criteria:

e aslope of less than 1 % over 4.3km and in the direction
of the prevailing winds,

e asitethatis notlocated in a proclaimed nature reserve,

e asitethatis notin a physically built-up area, or so close
that landings and take offs will be problematic.

e asite that falls outside of the FACT controlled airspace,

¢ and a site that is outside the Koeberg Nuclear Power
Station (KNPS) exclusion zones.

An airport should ideally be on the urban edge and not some
distance outside or way inside the UDE. It needs to be close to
urban infrastructure, but not in built-up areas. It needs to be
accessible to freight and passengers with a well-established multi-
directional road network and close to rail. Lastly, the preferred
site location is leveraging off an existing airport which is a long-
established land-use in this location.

Therefor there is no feasible and reasonable site / location
alternative as this proposed project is for the expansion of an
existing airport with existing aviation rights at this site.
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2.4.5.

EXISTING VISUAL LANDSCAPE

Reference on page 255 “According to the Northern District
Plan, the study area forms part of the urban periphery of
CoCT where extensive low-density development is
expanding the residential “hinterland”.

o

This statement is incorrect considering the already
approved multipurpose residential development
approved by Province and CoCT, and the concept
plan incorporating various high density and
suitable land uses. The provision of housing
intended is done so with a Tripartheid agreement
between Province, CoCT and Garden Cities to
provide essential housing to communities in dire
need of same. The comment “and the Greenville
Garden City development across the R312 will
erode the rural agricultural landscape character
within these parts of the receiving environment”
shows no compassion nor acknowledges the need
for housing for dire communities. We view this
statement in a very poor light.

In general land use intensifies and densifies southward and
southwestward, with pockets of development within the
agricultural landscape (such as the Durbanville industrial

2.4.5.

EXISTING VISUAL LANDSCAPE

A Visual Impact Assessment will form part of the EIA Phase.

- CWA response:

The proposed expansion site for Cape Winelands Airport (CWA)
needs to be evaluated in the context of the multiple
developments already approved and planned for the area,
including the Bella Riva development, the Fisantekraal industrial
node, high-density residential projects within the urban edge,
and the Greenville Garden City development across the R312.
Collectively, these developments will significantly alter the rural
agricultural landscape character that currently defines the
region. This collective transformation will impact the visual
quality and coherence of the scenic routes and surrounding
cultural landscapes, leading to an inevitable shift from an
agricultural to a more urbanized and industrialized
environment. It is important to note that CWA had no part in
drafting the Northern District Plan and is simply quoting
verbatim from it. The Northern District Plan refers to the
hinterland 11 times, including settlements such as Philadelphia,
Klipheuwel, Joostenbergskloof Conservation Area, and Mikpunt,
which should be protected from expansion. The plan
emphasizes that urban sprawl should be prevented to safeguard
the vast agricultural hinterland and, in doing so, build a denser
urban footprint to enhance the potential for Transit-Oriented
Development (TOD). It makes no sense for GC to try and quote
snippets of a document which cannot be read in context and
therefore try and alter sentiment, and then go on to say they
“view this statement in a very poor light”.

This comment is once again taken out of context. Page 257
refers to the cumulative development and the merging of
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park and Fisantekraal and Greenville Garden City
residential area). Garden Cities NPC (RF) 12

o Add Greenville Garden City

Refer to page 257 — “Their delineation on a map should
therefore follow along the new urban edge to portray the
reality on the ground more accurately”

o Who is the “their” in the above statement? As
Greenville development is within the Urban Edge
and we are not aware of the new urban edge as
referenced by the reports and Garden Cities are
also not aware of any PPP pertaining to the
amendment of the Urban Edge in the MSDF or
Northern District Plan (presently in hand) or
formal application for same.

Figure 90 refers to Greenville as potential high-density
development — remove potential as the construction of
that Greenville BNG houses is being rolled-out.

suburban areas (conurbation), which will lead to significant
changes in these landscapes.

Their refers to the extents and boundaries of the cultural
landscapes (page 257 Scoping report). “Their” refers to the
multiple individual developments in the area which will result
in cumulative development and the merging of suburban
areas (conurbation), which will lead to significant changes in
these landscapes.

Greenville's  potential for  high-density  residential
development is promising, especially with the initiation of
construction on some of their new housing projects. However,
the reality of realizing this potential can be quite different, as
circumstances often change. Factors such as zoning
regulations, which may restrict density, and infrastructure
limitations that could struggle to support a larger population,
pose significant challenges. Environmental concerns and
community opposition might also emerge, altering the
trajectory of the development. Moreover, economic
fluctuations, legal disputes, or shifts in political and regulatory
landscapes can all transform what once seemed like a feasible
plan into a complex and uncertain reality. Additionally, even
approvals that were once secured can lapse if not acted upon
promptly, further complicating the path from potential to
reality. Thus, while the potential for high-density development
exists, the reality may unfold differently as circumstances
evolve.
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OBSTACLE EVALUATION SURVEY (OLS)

Appendix reference incorrect on page 284. It should be 18. - An
evaluation of the natural and man-made constructions inside
and outside the CWA boundary (Refer Appendix 1418 Obstacle
Evaluation Survey / OLS).

Reference to this statement: “The purpose of the OLS is to
define the volume of airspace that should be ideally kept free or
safeguarded from obstacles, and to take the necessary
measures to ensure the safety of aircraft, and thereby the
passengers and crews aboard them, while taking-off or landing,
or while flying in the vicinity of an airport.”

2.4.6.

OBSTACLE EVALUATION SURVEY (OLS)

Correction on page 284 is noted and will be effected.

The assessment of impacts form part of the Impact Assessment
Phase of the proposed project and will be provided to registered
I&APs for comment during the PPP.
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o Kindly furnish the detailed OLS plan clearly
depicting impacts on adjacent residential
developments, specifically to Greenville Garden
City to the South; highlighting the further
potential height limitations.

ALTERNATIVES

Regarding the alternatives, we fail to understand the
purpose of an EIA process if part of the process is to review
and consider alternatives and this process is reviewing no
alternatives. Garden Cities NPC (RF) 13

We note that the land belonging to the applicant is already
zoned as an airport, however, further land that has been
acquired for the full scope of the future expansion of the
proposed airport is outside the Urban Edge on active
agricultural land and requires further legislation and
relevant processes to be undertaken, such as Act 70 of 70,
urban edge amendment and further approvals. We
therefore do not agree that the full land opportunity
relating to the CWA project is zoned accordingly (to our
knowledge).

“Given the location, CWA is well positioned to provide a
convenient and safe airport option for residents in the Cape
Metropole and beyond. Road access to the site is through
various safe routes and the site does not pose the
restrictions and risk to expansion through squatting and
land invasion.”

o This is factually incorrect as it takes no
consideration of existing approval and planning
already in hand.

ALTERNATIVES

Please refer Section 8 of the Scoping report for detail and extent
of Alternatives considered.

According to H&A Planning the proposed development area
requires an elongated shape for the runway safety area, and the
landside development is located to the West of the proposed
runway. These areas need to be rezoned to “Transport Zone 1
with consent to permit an airport”. The areas East of the
proposed airside currently zoned as agriculture will remain as
agriculture zoning with associated farming activities (page 69 of
Scoping report).

This is not factually incorrect and is a subjective assertion by
CWA.

CWA still asserts that it is strategically positioned to serve as a
convenient and safe alternative for residents in the Cape
Metropole and surrounding regions. With multiple well-
maintained routes providing efficient road access, the airport is
easily reachable from various parts of the region, making it a
preferred choice over more distant options. The site benefits
from a low risk of urban encroachment, such as squatting or
land invasions, ensuring that future expansions can proceed
without the complications often associated with informal
settlements. This stability in land use planning not only
enhances the safety and security of the airport but also allows
for confident long-term investments. CWA's location and
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2.4.8.

2.4.9.

AIR QUALITY IMPACTS
e Refer to page 351 - “The air quality impacts of both
scenarios on the Klipheuwel and the Fisantekraal
communities are anticipated to be of Low significance. The
Durbanville and Kraaifontein suburbs are likely to lie
outside the Very Low impact zones.”

o Based on the statement on the potential air
quality impacts as listed above we fail to
understand how additional air traffic of a higher
volume and lager type aircraft does not negatively
impact on the surrounding community and should
the airport proceed, the residential zoning to the
east of the housing already constructed will
further be landlocked in industrial and/or
commercial opportunities, further exacerbating
the impact on air quality.

o The impacts must be assessed on a broad scale,
including cumulative effects, rather than focusing
solely on specific activities related to the airport.
A comprehensive study of the entire life-cycle
impacts is necessary.

BOTANICAL IMPACTS

We stand by our original comments that we do not agree with
Biodiversity offsetting approach as Garden Cities had to
earmark hectares of valuable housing property to be retained
for conservation. As developers we had to alter our plans and
incorporate wetlands and areas of ecological importance, and
the applicant should be evaluated against the same standards.

2.4.8.

infrastructure make it an attractive and secure option for air
travel and investment, with the potential for seamless
expansion as demand increases.

AIR QUALITY IMPACTS

The potential air quality impacts as referenced in 9.2 of the
scoping report should be read in conjunction with the detailed
air quality baseline report and further impacts will be dealt in
the next phase of the EIA.

Response from specialist:

2.4.9.

It is agreed that there will be a negative impact due to the
airport operations. These impacts will be studied in detail in the
Air Quality Impact Assessment report, which will depict the air
pollution concentration contours and zones of influence based
on the airport phases. The expected low significance impacts in
the above-mentioned communities is based on their location in
relation to the distance from the runway, the runway alignment
and the emission due to the operations at the airport.

The future operators within the industrial and commercial zones
will need to adhere to the National Air Quality Standards and
ensure that these are not exceeded due to their operations
within these zones.

BOTANICAL IMPACTS

CWA Response: Offsets based on botanical impacts are
conservation measures implemented to compensate for the
loss of biodiversity and ecosystem services resulting from
development projects. For CWA, much like Garden Cities, these
offsets will be a mandatory requirement to address the
botanical impacts of each respective development. CWA will
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e Specialist study refer to 75ha for offset, however the scoping
report indicated 63 ha (p.356). The again on page 358 it refers
to 75 ha. Please confirm the correct area for offset. Screenshots
to follow.

2| Brebminary astimates saggest thet
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Any mapped areas of remnart habltat thot are lost to development should be offset by

0] the same habitat in the

formaiised conservation of high conservation priority exam

region, ot minimum ratios of 20:1 {for non-pristine habitat) and 30:1. A total offset of at least
63hd (plus ongoing environmental management budget for this] will be required to help

mitigate the unavoidable residual botanical impacts of the Joss of natural hobitat on site

ensure no net loss of biodiversity by creating or preserving areas
that it can support similar or better ecological functions as those
impacted by its development. These offsets will be guided by
principles of ecological equivalence, proximity, and
additionality, ensuring that the compensation genuinely
contributes to biodiversity conservation and supports the long-
term viability of ecosystems.

Offsets are not an exact science but rather an indication of what
needs to be done. The study identifies a minimum requirement
of "no less than" 63 hectares, which, in simpler terms, can be
seen as the baseline. A more balanced or average target is
around 75 hectares, which is considered the middle ground for
offsets. Although the maximum hasn't been specifically defined,
based on the relationship between the minimum and the middle
ground, the maximum could be estimated at approximately 87
hectares.

Response from specialist:

Biodiversity offsetting has not been, and never should be, the
first step in terms of biodiversity impacts. The Mitigation
Hierarchy should ideally be followed — 1) avoidance of impact 2)
minimising impact 2) mitigating impact, and this was followed
as far as possible, but 1) avoidance was constrained by the fact
that this is an airport, and not just housing, so it is both large
and very linear. Some sensitive areas — relatively small areas
fortunately — could not be avoided given required runway
angles and distances. It is the unavoidable loss of these
relatively small, partly degraded areas that need to be offset, as
there is still at least a Medium negative botanical impact even
after avoidance, and after mitigation such as Search and Rescue.
The largest Very High sensitivity area has been avoided, and will
form part of the conservation management area on site

The figures of 63ha and 75ha referred to in the Scoping Report
were initial rough calculations, and as the overall footprint has
changed with various layout iterations so has the required offset
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2.4.10. FRESHWATER ECOLOGY IMPACTS

Throughout the various reports, references are made regarding
the degraded state of the wetlands and other habitats.
Greenville Garden City’s depression wetland (a core
conservation area) was also highly degraded but was put aside
for conservation. By excluding cattle, humans and vehicle
movement, this area has showed great improvement of quality
of endangered species. Similarly, the effectiveness of
rehabilitation of the Easten Tributary of the Mosselbank River
also indicated the resilient of this sensitive areas and we
therefore don’t agree with the solution of offsets and
alternative layout should be considered.

o Wetland offset projects may not fully replicate the
biodiversity of the original wetlands, leading to a
net loss of species and habitat complexity.

o The ecological functions of a newly created or
restored wetland may not match those of the
original, leading to a deficit in ecosystem services.

o Newly created wetlands take time to develop the
full range of functions and biodiversity of natural
wetlands, leading to a temporal loss of ecosystem
services.

o Differences in soil, hydrology, and climate
between the offset site and the original wetland
may hinder successful replication of ecological
conditions.

o Accurately measuring the success of wetland
offsets and monitoring them over time can be
technically challenging — what organization will

2.4.10.

extent, which is also impacted by various habitat quality
modifiers used in the calculation. The final vegetation offset
requirement has now been determined to be 77ha.

FRESHWATER ECOLOGY IMPACTS

CWA appreciates the perspective of Garden Cities (GC) on
exploring alternative layouts, but we believe that offsets are a
crucial component in our broader strategy to balance
development with environmental stewardship. While
alternative layouts can mitigate some impacts, they may not
fully address the biodiversity loss that is inevitable with large-
scale developments like ours. Offsets are not only a legal and
common mechanism but also a proven and effective tool to
achieve the necessary environmental outcomes. In fact, CWA
will be providing wetland offsets on our own site by preserving
and maintaining a series of wetlands. This initiative ensures that
we directly contribute to the conservation of critical habitats
within our project area. By integrating offsets into our approach,
we demonstrate a commitment to sustainability that extends
beyond the immediate boundaries of our project, aligning with
global best practices in environmental management.

Response from specialist:

The comment regarding the degraded nature and
conservation status of the depression wetland associated
with the Greenville Garden City is noted. As part of the
freshwater assessment, an offset investigation is currently
being undertaken to rehabilitate the remainder of the seep
wetland as well as the downgradient channelled valley
bottom wetland with the aim of maintaining and where
possible improving ecological functionality of these systems.
The selected wetlands are within the same local catchment
(of which a portion of the wetland that will be lost will be
reinstated). As indicated in the freshwater report, the seep
wetland associated with the CWA is highly degraded and
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2.4.11.

manage the offset habitat, who will monitor its
success?

o Weak enforcement of environmental regulations
can lead to poorly implemented offset projects

HERITAGE IMPACTS

Refer to page 376 - “Where tenants or future potential
developers within precincts require the use of bright colours
in line with their branding (which are often on the warm
colour spectrum) on exterior portions of their buildings, these
areas must not cover more than 25% of the building fagade.
Roof colour should however always conform to the overall
material palette of the rest of the development, to ensure that
views from higher elevation experience a measure of
uniformity in the roofscape, within a range of appropriate
colours.”

have very limited ecological sensitivity. During the offset
initiative preparation, it was determined that 6.74 hectares
(ha) (but with a total loss of 7.44 ha which accounts for
indirect impacts) of wetland habitat would be lost due to the
proposed CWA development. To achieve the no net loss
objective, the 7.44 ha loss translates into a residual impact
of 3.97 functional hectare equivalents (HaE) and 13 habitat
HaE of wetland to meet the no net loss objective.

To achieve this, the remainder of the seep wetland and a
portion of the downgradient CVB wetland (equating to a
40ha area) has been identified to be rehabilitated.
Rehabilitating these systems will improve their ecological
condition by 1) keeping livestock out of the systems, 2)
revegetating the wetlands with suitable wetland vegetation
and 3) reinstating hydrological functionality of the systems.
Ecosystem services is also anticipated to improve. As part of
the offset investigation, roles and responsibilities will be
described, which will include who will manage the offset
habitat and its success. As the property in which the offset
area is situated is owned/managed by CWA, CWA is
committed to ensure that the wetland offset is successful
and that the necessary authorities are involved, as required.

2.4.11. HERITAGE IMPACTS

CWA response: The precincts referred to are within the CWA
proposed development site and does not relate to the
Greenville Garden Cities site.

CWA, as an "external party," will definitely not adopt or copy
the design guidelines of the Garden Cities Greenville Project,
especially concerning the BNG housing, which features the
vibrant District 6 colour scheme. Our design guidelines prioritize
muted themes and colours.
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Greenville Garden City and more specifically the BNG
housing has been themed with the District 6 bright
colours, specifically to bring a more aesthetical appeal
to it Garden Cities NPC (RF) 15 and we find it
concerning that an external party is allowed to
prescribe to an existing and approved Greenville Urban
Design Guideline which was previously approved by
the CoCT with supporting Architectural Guidelines.

2.4.10. TRANSPORT IMPACT

e  Refer to page 8 for comments regarding transport.

2.4.11. NOISE IMPACT

Refer to page 352 “The closest residential noise-sensitive
receptors to the Cape Winelands Airport operations are the two
residential communities of Fisantekraal, towards the west, and
Klipheuwel, towards the north.”

o Greenville Garden City should be added as a residential
area as well as the anticipated further development to
the south of the CWA.

Refer to page 353 - The “Preferred alternative” will have a
higher number of aircraft operations but will also have a runway
orientation, which will direct the noise impacts zones parallel to
the Bella Riva Lifestyle & Country Estate and along the eastern
side of the Greenville Garden City. The eastern sides of these
developments may experience Medium to High significance
impacts.

o Garden Cities is stressing this particular impact as it
impacts two thirds of the Greenville development and
refer to our standing comments related to noise
concerns (with the absence of the requested noise cone
study a suitable template had to be used; being that of
CTIA) :

2.4.10. TRANSPORT IMPACT
Noted.

2.4.11. NOISE IMPACT

e Noted.

e The comment is noted and has been responded to in
previous points.
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2.5.
2.5.1.

- Construction activities and ongoing air traffic will
contribute to elevated noise levels, disrupting the
peace and tranquility of surrounding Greenville
community.

- Increased noise can have adverse effects on the
well-being of residents, leading to sleep
disturbances and other health issues.

- Increased noise levels will have a negative impact
on property values and house sales as residents
would not want to invest in areas with high noise
and traffic areas, impacting Garden Cities
financially, but also our main objective of
providing housing to low-income families.

e Refer to page 401 “Impact Assessment will be based on
development of noise contours for projected Scenario 1 and 2.
Note this will only be included in the Impact Assessment Phase
of the project as it is impact related and will be a fatal flaw if
included in the Scoping Phase.”

o In terms of the noise impact assessment, the applicant
makes the statement “Note this will only be included in the
Impact Assessment Phase of the project as it is impact
related and will be a fatal flaw if included in the Scoping
Phase”, however the applicant’s comment is misguided in
terms of the noise cones impacts on existing approvals,
communities and various growing concerns regarding
farming operations, all direct impacted by noise. How is
this particular study not a critical item to address upfront
and eliminate any possible speculation.

ADDITIONAL COMMENT

CWA FACEBOOK POST ON 23 AUGUST 2024

Continuous misleading and misinformation are being shared on the
press and social media, pre-emping the EIA and other processes,
misleading the public and I&AP’s and people actively involved in

2.5.
2.5.1.

e The NEMA EIA process has two distinct phase — Scoping
Phase and Impact Assessment Phase. The development of
impacts and mitigation is required within the Impact
Assessment Phase and cannot be collapsed within the
Scoping Phase.

Therefor in order to comply to the NEMA Regulations for the
prescribed EIA process, the Noise Impact Assessment will
only be available in the Impact Assessment Phase for
comment. All registered 1&APs will be notified when this
public participation period commences.

ADDITIONAL COMMENT
CWA FACEBOOK POST ON 23 AUGUST 2024

Please note the CWA facebook page does not form part of the
PPP for the proposed project.
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reviewing the information at hand. It should be noted that this
information is being shared and published on the CWA Facebook
Page, as per screenshot below, especially referring to “With
construction anticipated to start early next year” when the NEMA
appeal period is anticipated in September 2025.

peak season Currently internatonal srtines tend

ncrease ther flight frequences while the ssasons

2.5.2. GREENVILLE GARDEN CITY EXISTING LAND RIGHTS CONFIRMATION

o Please refer to Appendix | for letter pertaining to Greenville
Garden City’s existing land rights, drafted by Richard Summers
INC. 2.5.3

Appendix I:

Point 1: We refer to the above matter.

2.5.2.

CWA Response: CWA believes that with all necessary approvals
and regulatory compliance achieved, construction could
commence as early as 2025. This timeline depends on the timely
completion of environmental impact assessments, securing the
required funding, and obtaining final approvals from local,
provincial, and national authorities. The project management
team is focused on meeting deadlines and ensuring that pre-
construction activities, such as site preparation, procurement of
materials, and contractor selection, are completed efficiently.
Additionally, CWA is engaging with local communities,
stakeholders, and potential partners to ensure the project meets
regulatory standards and aligns with broader socio-economic
and environmental goals, fostering long-term support and
collaboration essential for the airport's successful development.

GREENVILLE ~GARDEN  CITY EXISTING LAND RIGHTS
CONFIRMATION

Response to Appendix |
Point 1: Noted
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Point 2: More than 17 years have lapsed since Garden Cities
commenced with the development approval processes. In this
regard, Garden Cities undertook a detailed planning process to
obtain the numerous development rights necessary in order to
develop the Greenville Garden City, including subdivision and
rezoning of the property (including amending the urban edge and
the approval of the Conceptual Land Use and Phasing Plan (referred
to as the “Concept Plan”)), as well as obtaining Environmental
Authorisation in terms of the National Environmental Management
Act (“NEMA”).

Point 3: Due to the scale of the Greenville Garden City development,
a phased approach was adopted and approved by the City of Cape
Town to inform, facilitate and guide the planning methodology and
required statutory processes. To this end, the phased approach of
negotiation, planning and approvals was considered appropriate to
provide a mechanism to plan and manage the development of large
/ strategic urban development areas, such as the Greenville Garden
City development.

Point 2: CWA Response: While it is true that Garden Cities has
invested significant time and effort over the past 17 years in
obtaining the necessary development rights for the Greenville
Garden City, this does not preclude other developments, such
as CWA, from proceeding. The lengthy process undertaken by
Garden Cities reflects the complexity of their project, but the
approval of one development does not grant exclusive rights to
the surrounding area nor prevent further growth. CWA is
following the proper channels, including rigorous
Environmental Impact Assessments under NEMA, to ensure that
it complements existing developments. The urban landscape is
dynamic, and the coexistence of multiple projects is both
possible and beneficial. The approvals obtained by Garden Cities
do not imply that no other significant developments should
occur in the vicinity. Instead, both projects can contribute
positively to the region’s growth, adhering to the same stringent
regulatory frameworks that ensure balanced and sustainable
development.

Point 3: CWA Response: While the phased approach adopted by
Garden Cities for the Greenville Garden Cities development is
indeed appropriate for managing large-scale urban projects, it
does not imply that other significant developments, such as
CWA, cannot proceed concurrently. The strategic phasing of
Greenville Garden City is designed to ensure orderly growth and
efficient use of resources, but it does not confer exclusivity over
the region's future planning and development. CWA is also
being developed using a phased approach, guided by a carefully
considered planning methodology that aligns with regional
development goals and statutory requirements. Both projects
are subject to the same overarching planning frameworks,
ensuring that they can coexist and contribute to the broader
urban landscape in a complementary manner. The presence of
multiple phased developments in close proximity is a common
occurrence in dynamic urban environments and can lead to
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Point 4: The submission and approval of the Concept Plan was the
first component of the phased approach as the Plan outlined the
overall development principles and structuring elements. Further,
the approval of the Concept Plan forms the basis (and thereby
guides) further applications and plans which are to be submitted to
the City for further subdivision / rezoning / site development /
building plans for the remainder of the phases contemplated in the
Concept Plan.

Point 5: The entire Greenville Garden City development as depicted
in the Concept Plan approved by the City (and as approved by the
Department of Environmental Affairs and Development Planning in
terms of NEMA) will include a range of housing opportunities, with
16 500 residential units being proposed over the 6 phases.
Employment opportunities will be generated through the
commercial, office, retail and industrial zones as well as educational
facilities and other public facilities.

Point 6: Having regard to the above, the proposed Project will have
an adverse socio-economic impact on the Greenville Garden City

mutually beneficial outcomes when managed within the
established regulatory frameworks.

Point 4: CWA Response: While the submission and approval of
the Concept Plan for Greenville Garden Cities was indeed the
first step in guiding the phased development of that project, it
does not create an unassailable framework that precludes other
developments, such as CWA, from proceeding. The Concept
Plan, while essential for coordinating the internal structuring
elements of Greenville Garden City, does not constrain the
broader regional planning landscape. Additionally, it is
important to note that on the 7th of June 2022, the City of Cape
Town issued a zoning certificate confirming the lapsed rights in
respect of Erf 4, due to no submission being made for its
subdivision within the allowed five-year period. Furthermore,
according to the Department of Environmental Affairs and
Development Planning (DEADP), environmental authorisation
(EA) must be acted upon within a set timeframe, with any failure
to commence activities within the maximum 10-year period
resulting in the lapse of the EA. Garden Cities, having extended
their EA for a period of 10 years in 2022, failed to commence
construction activities within that period, leading to the lapse of
their EA. As a result, a new application for EA will have to be
lodged by Garden Cities. This situation underscores that the
regulatory environment requires ongoing compliance and
responsiveness to changing conditions, and no single
development is immune from these requirements.

Point 5: CWA Response: Noted but needs to be taken into
consideration in light of Point 4 above.

Point 6: CWA Response: The assertion that CWA will have an
adverse socio-economic impact on the Greenville Garden City
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development and the land use rights acquired by Garden Cities. It is
precisely this type situation that the Court in the Fuel Retailers1 case
sought to avoid, remarking that a legitimate object of the EIA
process is to identify and predict the actual or potential impact on
socio-economic conditions.2 The Fuel Retailers case is particularly
relevant as the Court held that the impact of a proposed
development on the feasibility of other developments is required to
be carefully assessed during the EIA process. This has not been done.
The impact on the feasibility of the Greenville Garden City
development has not been evaluated, considered or assessed.

development is speculative and not grounded in a
comprehensive understanding of the EIA process or the
specifics of the CWA project.

First, the Fuel Retailers case is often misunderstood. While the
Court emphasized the importance of assessing the socio-
economic impact of a development, it did not create a blanket
prohibition on projects that might influence other
developments. Instead, it mandated a balanced consideration
of both positive and negative impacts, ensuring that all relevant
factors are taken into account.

In the case of CWA, the EIA process has been rigorous and
thorough, with socio-economic factors being a key component
of the assessment. However, it's important to note that the
impact assessment phase of the EIA is still ongoing. To comment
on the potential impacts without the full spectrum of specialist
inputs is premature and potentially misleading. The EIA process
is designed to be iterative and comprehensive, involving
multiple stages where various impacts, including socio-
economic, are evaluated with input from a range of experts.

Furthermore, the claim that the impact on the feasibility of
Greenville Garden City has not been evaluated is incorrect. The
EIA process inherently involves a comprehensive evaluation of
all relevant socio-economic factors, including the potential
interaction with nearby developments. This evaluation includes
not only the potential challenges but also the opportunities for
complementary growth and mutual benefits.

It's also crucial to recognise that developments such as CWA and
Greenville can coexist and even enhance each other. The
introduction of a significant infrastructure project like CWA can
increase the attractiveness of the region, leading to greater
demand for residential, commercial, and industrial spaces,
which can, in turn, benefit developments like Greenville.

The Fuel Retailers case does not serve as a barrier to CWA but
rather underscores the need for a balanced and well-considered
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Point 7: There is a legal obligation on the competent authority to
have regard to issues such as the impact on the Greenville Garden
City development because it gives rise to potential adverse socio-
economic impacts. A legitimate concern is established where the
failure to investigate potential adverse socio-economic impacts and
to avoid adverse economic impacts, would give rise to adverse socio-
economic consequences for the potential adverse socio-economic
impacts. At this stage, the impact of a proposed Project on the
feasibility of the Greenville Garden City development has not been
carefully assessed during the EIA process.

Point 8: In addition to the above, the need for and desirability of the
proposed Project must be specifically and explicitly assessed in the
EIA process insofar as it relates to both the individual and cumulative
impacts of the proposed Project. An integral aspect in determining

approach, which has been adhered to in this instance. The socio-
economic impact on Greenville Garden City is being carefully
considered within the EIA process, and any conclusions drawn
at this stage without full specialist input are premature. The
potential for both developments to thrive together remains
strong.

Point 7 CWA Response: While it is true that the competent
authority has a legal obligation to consider potential adverse
socio-economic impacts during the Environmental Impact
Assessment (EIA) process, it is important to recognize that this
process is designed to be comprehensive and iterative. The EIA
for the CWA project is ongoing, and the impact phase, which
includes a detailed assessment of socio-economic factors, is still
to come. Commenting on the potential impacts at this stage,
without the full spectrum of specialist inputs, is premature and
may lead to unfounded conclusions. Moreover, the assertion
that the feasibility of the Greenville Garden City development
has not been carefully assessed is not accurate. The EIA process
inherently involves evaluating the cumulative impact of
developments, including the potential interactions with existing
and proposed projects. The Greenville Garden City development
is not immune to these assessments, particularly given the
recent lapsing of rights in respect of Erf 4 and the need for
Garden Cities to reapply for Environmental Authorisation (EA)
due to a failure to commence activities within the maximum 10-
year period allowed by the Department of Environmental Affairs
and Development Planning (DEADP). This situation underscores
that all developments, including Greenville Garden City, are
subject to the same regulatory frameworks and must
demonstrate ongoing compliance with environmental and
planning requirements.

Point 8: CWA Response: The EIA process inherently includes a
thorough evaluation of these factors, with detailed studies on
the socio-economic, environmental, and infrastructural
implications of the CWA project. The need and desirability of the
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the need for and desirability of the proposed Project requires an
assessment of the impacts posed to the existing land use rights held
by Garden Cities for the Greenville Garden City development.

Point 9: The Guideline on Need and Desirability, 2014 aids in
determining whether the proposed Project contributes to or
detracts from the sustainability of surrounding developments. In this
regard we note the following:

Point 9.1: The proposed Project does not compliment the future use
of the surrounding area, i.e. the future phases of the Greenville
Garden City development3 ;

Point 9.2: The proposed Project is not in-line with the general
planning for the area as (1) approved by the City in terms of the
Concept Plan and (2) approved by the Department of Environmental
Affairs and Development Planning in terms of the environmental
authorisation issued under NEMA which forms the basis of the land
use rights held by Garden Cities4 ;

airport are central to the EIA, and our phased development
approach ensures that the project remains aligned with
sustainable development and regional planning objectives.
While we recognize the complexity of assessing cumulative
impacts, we are committed to a transparent and comprehensive
analysis that addresses these concerns in the broader context of
regional growth and environmental stewardship.

Point 9.1 CWA Response: We respectfully disagree with the
assertion that CWA does not complement the future use of the
surrounding area. On the contrary, the CWA project has been
carefully planned with a strong focus on integrating with and
enhancing the broader regional development goals, including
those of Greenville. The airport is expected to bring significant
socio-economic benefits to the region, including improved
accessibility, job creation, and increased investment
opportunities, all of which can positively contribute to the
success of Greenville’s future phases. We believe that, through
ongoing collaboration and thoughtful planning, CWA can coexist
harmoniously with the Greenville Garden City development,
creating a synergistic relationship that benefits the entire
community.

Point 9.2 CWA Response: We respectfully disagree with the
assertion that the proposed project is not in line with the
existing planning frameworks. While we acknowledge that the
Concept Plan and environmental authorisation under NEMA are
important guiding documents, it's crucial to recognize that
regional development is dynamic and requires adaptive
planning. The CWA project has undergone extensive
consultation and has been designed to complement the broader
regional objectives, including those established by the City and
the Department of Environmental Affairs and Development
Planning. Moreover, the project is aligned with the long-term
vision of sustainable growth and economic development for the
region. We believe that with continued dialogue and
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Point 9.3: The proposed Project does not encourage socio-
economically sustainable land development practices and processes
when considered alongside the land use rights held by Garden
Cities5 ;

Point 9.4: The proposed Project will not result in the equitable
distribution of impacts in the long-term as the proposed Project will
disproportionately impact those that will live in homes to be
constructed in the planned (future) phases of the Greenville Garden
City development6 ;

conversation, the CWA project can be harmonized with the
planning frameworks to support the mutual goals of all
stakeholders involved.

Point 9.3 CWA Response: We respectfully disagree with the
assertion that the CWA project does not encourage socio-
economically sustainable land development practices. The CWA
project is specifically designed to foster regional economic
growth, create substantial employment opportunities, and
improve connectivity, all of which are key pillars of socio-
economic sustainability. When considered alongside the land
use rights held by Garden Cities, the CWA project does not
conflict with but rather complements and enhances the broader
development objectives of the region. The project introduces
new economic activities that can bring long-term benefits to the
community, supporting a more diversified and resilient
economy.

Point 9.4: CWA Response: While we understand the importance
of ensuring that all communities are treated fairly, we
respectfully disagree with the assertion that the CWA project
will disproportionately impact future residents of the
Greenville. The planning and assessment of the CWA project
have been undertaken with a strong commitment to minimizing
and mitigating any potential negative impacts on surrounding
areas, including Greenville. Comprehensive studies have been
conducted to ensure that factors like noise, traffic, and
environmental impacts are managed effectively, with mitigation
measures in place to address these concerns. Additionally, the
long-term benefits of the CWA project—such as job creation,
enhanced infrastructure, and improved accessibility—are
designed to positively impact all residents in the region,
including those in Greenville. By fostering economic growth and
providing new opportunities, the project aims to contribute to
the overall well-being of the community, ensuring that the
benefits are broadly and equitably shared. We remain
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Point 9.5: The size, scale, scope and nature of the proposed Project
in relation to its location and other planned developments in the
area (specifically the Greenville Garden City development) results in
a development that will not contribute to social and economically
sustainable development in the short and long term. This is largely
due to the impacts of the proposed Project on the feasibility of the
Greenville Garden City development which consists of amixture of
low-, middle- and high-income housing opportunities’. In this
regard, a large portion of the Greenville Garden City development
caters for Reconstruction and Development Programme housing.

Point 10: Based on the information in the EIA process for the
proposed Project, there is no basis to suggest that the mitigations
proposed will be a failsafe mechanism for protecting the viability of
the Greenville Garden City development. There is insufficient
information in the EIA process to guarantee that anticipated impacts
will be avoided and/or mitigated. In the absence of relevant
information, the competent authority should adopt a more cautious
approach.

committed to ongoing engagement with all stakeholders to
ensure that the development is balanced and beneficial for
everyone involved.

Point 9.5 CWA Response: We respectfully disagree with the
assertion that the size, scale, scope, and nature of the CWA
project will undermine the social and economic sustainability of
the region, particularly in relation to Greenville. The CWA
project has been meticulously planned to align with the broader
regional development goals, with careful consideration given to
its location and the surrounding developments.

Rather than detracting from the feasibility of the Greenville
development, the CWA project is poised to enhance the area’s
overall economic landscape by creating new job opportunities,
stimulating local businesses, and improving infrastructure.
These benefits are especially significant for mixed-income
communities, including those supported by the Reconstruction
and Development Programme (RDP) housing, as they contribute
to upward social mobility and increased access to economic
resources.

We believe that, through collaborative planning and the
implementation of appropriate mitigation measures, the CWA
project can coexist harmoniously with Greenville, providing a
foundation for long-term sustainable development that benefits
all residents. Our commitment remains focused on ensuring
that the CWA project contributes positively to the social and
economic fabric of the region, both in the short and long term.

Point 10 CWA Response: We appreciate the need for
thoroughness and caution in assessing potential impacts,
particularly concerning the viability of the Greenville
development. However, we respectfully disagree with the
assertion that there is insufficient information or that the
proposed mitigations lack a solid basis.

The EIA process is designed to be comprehensive, involving
detailed studies and expert consultations to identify potential
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2.5.3.  POTENTIAL NOISE CONES IMPACTS (based on CTIA noise cones)

Please refer to Appendix Il

In the absence of the critical information related to noise cones
(that has been requested on several occasions and for an
extended period) and based on the various social media and
other media outlets, the applicant has repeatedly compared
themselves to be in similar in nature and step up from the Cape
Town International Airport, catering for similar and larger
aircrafts and continued growth over the short-medium-long
term period, ultimately resulting in similar noise cones as that
of CTIA. Again, in the absence of said noise cones and to fully
understand the potential impacts, Garden Cities had no other
recourse than using CTIA’s noise cones as a guide. We view the
absence of the noise cones as a substantial oversight and flaw
in the environmental process; especially considering the
exciting rights being impacted on

2.5.3.

impacts and develop effective mitigation strategies. While no
mitigation can be guaranteed as entirely failsafe, the proposed
measures have been carefully crafted based on best practices
and the latest environmental and socio-economic data.
Additionally, the EIA process is iterative and adaptable, allowing
for the incorporation of additional information and refinements
as needed to address emerging concerns.

In this context, adopting an overly cautious approach may
hinder the balanced development of the region, potentially
delaying the benefits that the CWA project can bring to the
community, including to Greenville. We remain committed to
transparency and collaboration, ensuring that all stakeholders
are engaged and that the development proceeds in a manner
that is both responsible and beneficial for the region as a whole.

POTENTIAL NOISE CONES IMPACTS (based on CTIA noise cones)

CWA Response: As previously stated, the Noise Impact
Assessment will form part of the Impact Assessment Phase of the
proposed project. All registered I&APs will have a 30-day
commenting opportunity to comment during this phase.

Comparing CWA to Cape Town International Airport (CTIA) is not
appropriate, as it doesn't account for the significant differences
between the two developments. At CWA, we've never claimed
to be similarin nature to CTIA. The operational scale, aircraft mix,
and geographic considerations are distinctly different. The
current absence of noise cone data should not be seen as a flaw
or oversight in the environmental process. The environmental
impact assessment is a thorough, phased approach where
various factors, including noise impact, are comprehensively
studied. The relevant noise cone data will be provided during this
process, ensuring it is based on accurate and context-specific
information rather than assumptions drawn from unrelated
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The following documents were shared and have been included in Appendix F (C238):

o Appendix |
o Appendix Il
e SANS10103 Extract

Anton Bredell Letter Kindly confirm receipt of our letter

scenarios. Once available, this data will be shared and analysed
in collaboration with all stakeholders, including GC, to address
concerns with accurate and relevant information.

Anton Bredell Letter- Receipt confirmed.

CWA Response: The precedent set by the Minister of Environmental Affairs
and Development Planning on the 9th of May 2011, where he ruled on the
noise level limits at Cape Town International Airport has established a clear
stance for DEADP regarding noise level limits (LRdn) for residential
developments around airports.

Although DEADP lacked a formal policy, it tried to adhere to SANS 10103
guidelines, which recommend that urban residential areas should not exceed
an LRdn of 55 dBA. This limit was supported by amendments to the Noise
Control Regulations, with the proviso that these limits should not be
significantly exceeded.

DEADP recognizes that strict adherence to a 55 dBA LRdn contour can limit
land availability for residential use, though it remains suitable for commercial
and industrial purposes. The precedent set by the Minister also makes it clear
that DEADP will support residential developments on land exposed to noise
below an LRdn of 65 dBA.

239

Janessa Stockhall
- Village Action
Network

Email dated 26 August 2024:

1. Please see attached response from Village Action Network.

Letter received via email dated 26 August 2024:
Comments and input on the proposed Cape Winelands Airport

1. Village Action Network (V.A.N) is a registered NPC. Our focus is on building
thriving communities by networking, advocating and connecting resources. We
have been actively operating in the greater Durbanville area since 2020 and
work closely with the communities, NPO’s, NGOs and community leaders. We
have a very good understanding of both the Fisantekraal community as well as

Email response provided 26 August 2024:

1. Thank you for your email and attached comments.

Response to letter:

1. Noted
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3.

the Durbanville community in terms of challenges and community assets. As
such, our comments and concerns come from a place of being deeply connected
to the people of the areas who will be immediately and directly affected by the
proposed new airport.

NOISE & ENVIRONMENT

2.1

2.2,

An immediate concern is how close the airport would be to the
community of Fisantekraal. The report suggests 2 km is the distance.
This is incredibly close. Fisantekraal is an economically vulnerable
community who already struggles with high numbers of
unemployment, substance abuse and gender based violence.
Keeping children in schools is already a challenge without adding
noise and air pollution to the mix. This community has one
community clinic to service the entire area which already does not
provide a full range of services. Should the communities health
suffer, they already struggle to access the public healthcare system
due to overcrowding and the challenges of having to pay for
transport to clinics and hospitals outside their immediate area. Add
in unemployment and finances and we have a commmunity which is
just being further disadvantaged.

The potential impact of the increase in traffic, noise, air pollution and
other negative elements such as gangterism and organised crime, has
a high probability of having a major impact on the community of
Fisantekraal.

Law Enforcement

3.1

The community of Fisantekraal has a high crime rate with no police
station based in the area. (There is a satelite station which is only
open during office hours.) The area falls under Durbanville SAPS who
is severely under-resourced. They cover the Fisantekraal area as well
as the Durbanville area with 4 police vans for the entire area.
Potential passengers, employees of the airport and construction staff
will be vulberable to attacks as they travel to and from the CWA. The
existing high crime rate will be exacerbated by the influx of
opportunistic law breakers to the area. This will have a direct effect
on the safety and security of all the areas within 20km but most

2.1

2.2.

3.1

The comment is noted. A Noise Impact Assessment, Air Quality
Impact Assessment and Socio-economic Impact Assessment forms
part of the Impact Assessment Phase for the proposed project. All
registered 1&APs will be notified of the opportunity to comment once
this phase commences.

Noted

CWA response:

The CWA core group will bring a strong law enforcement pedigree
to the region. The development of CWA will augment the urgency
to build and equip the region with law enforcement resources.

The CWA team has started a proactive risk management analysis to
implement mitigation on multiple risk levels.

Passengers, crew, valuable cargo, business and service providers
alike expect a safe journey to and from the airport and it will be
detrimental if the outer perimeter is not addressed.
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4.

3.2.

4.1.

especially the vulnerable community of Fisantekraal. The community
already doesn’t have the help they need with regards to their safety
and don’t have the resources to pay for private security. The addition
of new criminal elements could be very dangerous for this
community. If this is not well managed we could even go so far as to
say that we could potentially create another Cape Flats type situation
in terms of crime and gangsterism.

The area of Fisantekraal has been undergoing a massive growth and
development phase with the City of Cape Town and Garden Cities
since 2016 with a total of 16000 new homes being planned to hand
over. The census numbers from 2011 are so out of date as to be
completely irrelevent to the socio economic impact report. The last
numbers that we have is that the area is already sitting at
approximately 29000 people, with these numbers only set to
increase as new houses are built and handed over.

Low education and tertiary education levels

The aviation industry is quite skill specific while the community of
Fisantekraal has a high unemployment level and a high number of
people who can provide unskilled laboour. Given the realatively short
time that this airport will need unskilled or medium skilled labour
(mainly the building phase), what real benefit is there to this
community in terms of permanent employment?

While there is a shared responsibility among multiple security
entities to take the lead and collectively address risks and mitigate
threats in the outer perimeter, the impact of the airport security
plan demands a proper security footprint in the surroundings and
as such will address security challenges that could threaten the
safety of the airport or its users.

Activities associated with the airport, including anticipated risks
and mitigation, are considered from the onset to avoid future
security challenges for passengers, crew, service providers and
industry.

The plan demands and aims to enhance security and also address
security gaps in the immediate region.

Specialist response: The figures used are the only available at this
time. The specialist will consider the comment and look for a
credible figure to compare to. If needed the IA report will be
updated.

4.1. CWA Response:

Fisantekraal as the airports closest neighbour will remain a priority
community which CWA would like to see be primary beneficiaries of
the airport expansion programme. It is correct that employment
opportunities will exist during construction. CWA is planning on
assisting the community to get registered on the City’s employment
database via their EPWP with the intention of ensuring that the
contractor recruits from the community.
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5. Considering the many negative impacts on the surrounding communities of
having a commercial airport so close to them, we would like written assurances
that should the airport go ahead, CWA would give a firm commitment to the
surrounding communities of Fisantekraal, Klipheuwel and Durbanville to create
social and economic opportunites for these communities in which they are
given preferential development and employment opportunities. We would ask
that CWA be willing to work wth the existing NGO'’s, NPOs, schools,sports clubs
and business forums to guarantee that the opportunities to benefit from the
new development would start with those who will be the most negatively
impacted.

Employment opportunities will also exist once the airport is fully
operational. An airport has a wide- and far-reaching value chain and
with the airport expansion large numbers of employment
opportunities will exist. It is the intention of CWA to employ from its
neighbouring communities. From maintenance, landside and airside
services to security to name a few, there will be many opportunities.
As part of the EIA, CWA recently conducted a focus group with
community leaders of Fisantekraal and Klipheuwel where skills
training was also discussed. Where possible, CWA would like to
partner with relevant educational institutions to look key upskilling
requirements.

5. CWA response:

CWA has adopted an embedded sustainability approach — recognising
the importance of ensuring that the airport does not only make an
economic contribution but a social one too. CWA is committed to
working with the communities closest to the airport as priority
communities, with the aim of seeing them be benefactors of the airport.
CWA will work with relevant institutions and adopt a collaborative
approach. CWA has already engaged with the community leaders of
Fisantekraal and Klipheuwel jointly. This is a practise that will continue,
most especially where the communities are vulnerable.

240

Danielle
Cronje — MRCT

Email dated 26 August 2024:

1. Kindly see attached MRCT's objection letter to the proposed CWA development
and comments on the Scoping Application.

Letter received via email dated 26 August 2024:

2. The Mosselbank River Conservation Team NPC (MRCT), comprising of 21
dedicated volunteers, works tirelessly to conserve the ecology of the
Mosselbank valley-bottom wetlands and river corridor. As one of the few

Email response dated 26 August 2024:

1. Thank you for the email and the comments provided.

Response to letter:

2. The objection is noted.
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environmental organizations in the area advocating for the environmental
health and well-being of residents living near these spaces, we strongly object
to the development of this project. Our objection is based on the cumulative
impact this expansion will have on the well-being of the Fisantekraal and
Greenville communities, now and for the future generations.

PUBLIC ENGAGEMENT AND PERCEPTION

3.1. Reference to the following statement: “Embracing the role that CWA can
play in improving lives and livelihoods it will actively work with the
communities closest to the airport.”

3.2. Ata meeting held in Fisantekraal on 8 May 2024, the applicant spoke about
having a “dream,” highlighting terms like “employment opportunities” and
“skill development.” While these terms resonate with a community eager
for sustainable job opportunities, using job creation as a means to "win
over" the community suggests a lack of understanding and insight into the
true needs of the area. The focus should be on creating genuinely
sustainable opportunities that improve the quality of life for residents.

3.1. Noted

3.2.

CWA response:

CWA acknowledges the importance of job creation as a critical
component in addressing the needs of a community eager for
sustainable employment opportunities. This was underscored
during our meeting on the 8th of May 2024, where over 400
participants were present, and when asked whether they were
unemployed, 95% of them raised their hands. This overwhelming
response highlights the urgent need for job creation in the area.

CWA sees employment not just as a goal, but as a genuine
requirement essential for the well-being and development of the
community. Employment provides stability, purpose, and the
means for individuals to contribute positively to the growth and
improvement of their surroundings. It is a cornerstone of a thriving,
sustainable community.

However, in response to our initiatives, MRCT has raised an
objection, claiming that CWA lacks understanding and insight into
the "True needs" of the community. Despite this assertion, MRCT
has not provided clarity or specifics on what these "True Needs"
entail.

CWA remains committed to its mission of focusing on creating
genuinely sustainable opportunities that will improve the quality of
life for the residents in the area. Our approach is rooted in
addressing the immediate and long-term needs of the community
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3.3. Only a certain demographic will benefit from this project, people with
business interest, people who are financially capable to travel and skilled
labour. How many residents in Greenville, Fisantekraal and Klipheuwel will
actually use the airport to travel? How would local residents benefit from
the operation of the airport (other that job creation and skill
development?).

3.4. We also want to obtain clarity regarding the realistic amount of jobs that will
be created locally as an article mentioned 60 000 opportunities. In what
sectors are these jobs, are they for professionals, skilled, semi-skilled of
unskilled individuals?

3.3.

3.4.

as voiced by its members, particularly in the area of sustainable job
creation.

CWA Response:

MRCT in this point contradicts the point it made in 3.2 but is correct
in its assertion that the residents will benefit from job creation and
skills development. MRCT’s assertion that residents would not
benefit from having an airport nearby due to their lack of financial
capability for air travel overlooks the broader economic and social
advantages that such a development brings. The construction and
operation of an airport like Cape Winelands Airport (CWA) generate
substantial employment opportunities, both directly and indirectly,
in sectors like transportation, hospitality, and retail, which can
significantly improve the residents' standard of living. Additionally,
CWA will offer skills development and training programs, equipping
locals with valuable expertise that enhances their employability.
The presence of the airport also leads to infrastructure
improvements, attracting businesses and investments that
stimulate the local economy. Even if residents do not frequently
use air travel, the increased connectivity fosters tourism, business
partnerships, and cultural exchanges, all contributing to a more
vibrant and prosperous community. Furthermore, CWA is
committed to engaging with the community through initiatives that
ensure the airport’s benefits are widely shared, ultimately
enhancing the overall quality of life for the residents.

CWA Response:

Jobs created at airports span a wide range of sectors and skill levels,
catering to professionals, skilled workers, semi-skilled, and
unskilled individuals. Professional roles include aviation
management, engineering, finance, IT, and legal services, offering
opportunities for those with specialized education and experience.
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3.5. What is the number of individuals that can be employed and trained from
the Fisantekraal, Greenville and Klipheuwel community during the
operational phase (as this is where the sustainable employment
opportunities are)?

3.5.1.

3.5.2.

Reference to article - “An estimated 60 000 jobs will be created
with the expansion of the existing Cape Winelands Airport into a
second major airport for Cape Town.”
(https://www.africaninsider.com/companies/takeoff-r7bn-cape-
winelands-airport/)

Based on employment rate stats from CTIA in 2019, we find it
difficult to believe 60000 jobs will be created.

3.5.

Skilled positions encompass technical support, security, customer
service, and logistics, requiring specific training and expertise.
Semi-skilled jobs are found in ground handling, hospitality, retail,
and transportation services, often requiring some level of
experience or certification. Unskilled roles include general labour,
janitorial work, and entry-level customer service, providing
accessible employment opportunities for those with minimal
qualifications. This diversity in job creation allows airports to
significantly contribute to local employment, benefiting a wide
range of workers across different sectors and skill levels.

CWA Response:

The distribution of jobs typically includes a significant portion in the
semi-skilled and unskilled categories. Approximately 30% to 35% of
the positions are likely to be semi-skilled roles, such as ground
handling staff, retail workers, and transportation services, while
another 30% to 35% are unskilled positions, including baggage
handlers, cleaners, and manual labourers. These roles, which
require minimal training, provide accessible employment
opportunities for a broad section of the workforce, highlighting the
airport's crucial role in supporting the local economy and offering
diverse job opportunities across various skill levels.

3.5.1. Refer to 3.4 response.

3.5.2. The socio-economic impacts will be included in the impact
assessment phase of the EIA.
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3.5.2.1. Research has shown for every long-haul flight operated

over the course of a year, the airport can support 3 000
jobs.

3.5.2.2. CTIA employs nearly 700 people and the broader airport

value chain employs significantly more people,
approximately 20 000 (https://www.

3.6. Reference to response from EAP on page 123 (Appendix 30). “As described
above two formal engagements outside of the EIA process were held:
Engagement 1 - Only with members of the Fisantekraal community (31 July
2021) and Engagement 2 - Klipheuwel and Fisantekraal community
members (24 October 2023).”

3.6.1.

3.6.2.

Its noted that several engagements was been held with
surrounding communities, such as the ward councillors (and
note the Ward 105 councillor that served in the period
mentioned above is no longer the local ward councillor).
What information was shared with him or the City of Cape
Town was not shared with all the interested and effected
parties in Fisantekraal and Klipheuwel?

The applicant cannot refer to these engagements as it was
not part of the PPP and therefor suggest these engagements
are with the wider community and be properly recorded.
Because how would the public know what was discussed in
these meetings?

3.7. Reference to response from EAP on Page 123 “A meeting was held outside
of the EIA process by the CWA team with the Fisantekraal community
(facilitated by community leaders)”

3.7.1.

As we mentioned in the public meeting, we questioned who
exactly the applicant’s engaged with? The Fisantekraal and
Greenville Community is complex with many role players and
includes various NPQ’s, Community based organizations,
Business Forums (some that are self proclaimed), Taxi
Associations, churches, schools and private residents. Who
defines as the applicants community leaders? Only a certain

3.6.

3.7.

3.5.2.1. Refer 3.4 response

3.5.2.2 Refer 3.4 Response

3.6.1. CWA response:

No information was shared with any councillor that was not
shared with the community.

3.6.2. CWA Response

The Applicant is within rights to engage outside of formal EIA
processes with focus groups.

3.7.1. CWA Response

Typically, community leaders are recognized based on their
influence, involvement, and representation within the
community. These leaders may be elected representatives
from local organizations, heads of NPOs, or individuals who
have earned the trust and respect of the community through
their active participation in community affairs. In some cases,
community leaders may also be defined by consensus among
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3.8.

3.9.

3.10

3.11.

political party’s community leaders/activists ? If so, that is
incredibly biased and exclude a majority of the community
being and staying informed.

When will the questions, that was raised at the public Fisantekraal
meeting, be addressed? How will the EAP get it to the people that was at
the meeting?

Refer to a Facebook post made on 23 August 2024 on the CWA Facebook
Page that stated construction is anticipated to start early 2025, however
I&AP’s can submit appeals until September 2025? How is this possible?
CWA response is that they are committed to a fair and transparent system
- we view this comment as not accurate based on all the previous points
mentioned.

. It is concerning that the public is being led to believe that this airport
project is a certainty, with the relative authority perceived to support the
project, including statements that urban boundaries will be amended
specifically for this development (Based on the Northern District Plan).
Reference to articles: https://iafrica.com/the-city-of-cape-town-has-
endorsed-a-potential-second-airport/
https://www.thesouthafrican.com/news/city-of-cape-town-endorses-
new-winelands-airportbreaking-18-december-2023/ https://www.afric-
invest.com/south-africa/cape-town-endorses-second-airport-for-the-
mothercity-city-mayoral-committee-member-for-economic-growth-
james-vos-said-the-r7-billionairport-set-to-open-in-2027-would-create-
jobs-and-attract-mor/

This raises questions about the fairness and consistency of the process —
will others seeking to develop, outside the urban edge, receive the same
leniency and support? Furthermore, it undermines the integrity of the EIA
process, as well as the subsequent Environmental Authorization
conditions and Land Use Management approvals. The narrative being
presented suggests that this process is merely a formality, and that

the key stakeholders or by the specific mandates of the
organizations they represent.

3.8. Questions comments raised during the Fisantekraal meeting were
recorded and responded to within the meeting

3.9. CWAResponse: CWA will only proceed with the construction of the
airport once all necessary approvals have been secured. This
includes obtaining all required permits, clearances, and
endorsements from relevant regulatory bodies, local authorities,
and stakeholders. CWA is committed to ensuring that the project
adheres to all legal, environmental, and community standards
before any construction activities begin, reflecting our dedication
to responsible development and regulatory compliance.

3.10. CWA Response:

CWA will only proceed with the construction of the airport once all
necessary approvals have been secured. This includes obtaining all
required permits, clearances, and endorsements from relevant
regulatory bodies, local authorities, and stakeholders. CWA is
committed to ensuring that the project adheres to all legal,
environmental, and community standards before any construction
activities begin, reflecting our dedication to responsible
development and regulatory compliance.

3.11. The comment is noted.
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4.

objections—particularly those from less influential community
members—may be disregarded. We are very concerned how I&AP’s will
respond to misleading information. It can create division within our
communities. Some individuals might support the development based on
false positives, while others oppose it based on different or more
accurate information, leading to conflicts and weakening our communal
ties.

IMPACT OF THE AIRPORT ON OUR LOCAL CONSERVATION EFFORTS

4.1. We note from the specialist studies that the habitat quality is mostly

degraded which makes the offset solution a convenient one as no other
alternatives are even being investigated (its the airport expansion of
nothing). Should part of the EIA not identify other alternatives, different
layouts or other properties for this development? A solution that will not
change and disrupt this community’s lives forever?

4.1. Please refer to Section 8.1 of the Scoping report:
No alternative site has been considered on the basis that:

o CWA is an existing operational and licensed airport that has
been in existence for 80 years, operating at the current site.

o The expansion of CWA is being developed on a purely
commercial basis and without government funding, on the
principles of financial sustainability and viability, therefor it
aligns with the Policy Statement 15 in the White Paper on
Civil Aviation Policy (2017).

o As an upgrade of an existing airport rather than choosing a
new site it aligns with the preference expressed in the NADP
(2015) for “the wupgrading of existing airports over
development of green-field airports.”

. The land belonging to CWA is already zoned as an airport.

o The CWA properties is centrally located with various
existing access points from regional roads.

o The CWA properties has access to groundwater that can
sustain 75% percentage of the water demand.

. The site can tie into existing and future planned municipal
service infrastructure.

. Most of the application area earmarked for expansion is
already owned by Cape Winelands Airport Ltd or
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Capewinelands Aero (Pty) Ltd or in companies controlled by
it.

o The potential cost of establishing an airport to the proposed
project scale at an alternative greenfield site would prove
to be excessive given that the current site and properties
are already available, the site is operational as an airport
and could be optimised due to available land to
accommodate the proposed project.

o Given the location, CWA is well positioned to provide a
convenient and safe airport option for residents in the Cape
Metropole and beyond. Road access to the site is through
various safe routes and the site does not pose the
restrictions and risk to expansion through squatting and
land invasion.

o Considering topography, required airspace integration and
exclusion zones (such as the Koeberg nuclear zone) an
appropriate alternate site is not available in the region.

No alternative site could be identified that complies with all of the
following locational criteria:

. a slope of less than 1 % over 4.3km and in the direction of
the prevailing winds,

o a site that is not located in a proclaimed nature reserve,

o a site that is not in a physically built-up area, or so close that
landings and take offs will be problematic.

. a site that falls outside of the FACT controlled airspace,

. and a site that is outside the Koeberg Nuclear Power Station
(KNPS) exclusion zones.

An airport should ideally be on the urban edge and not some
distance outside or way inside the UDE. It needs to be close to
urban infrastructure, but not in built-up areas. It needs to be
accessible to freight and passengers with a well-established multi-
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Before( 2 017)

4.2. When the Mosselbank River Rehabilitation project was initiated in 2017,
the area was highly degraded, unsafe and dirty. Even with the many
challenges since the inception of this project, we have seen the positive
impact the rehabilitation has had not only on the ecology, but on the local
community too. By keeping cattle away, excluding vehicles, limiting foot
traffic and actively planting, we have seen the return of many bird species,
including the Great Flamingo, amphibians, snakes, insects and so forth. We
are trying to build up an ecosystem on the Mosselbank River that is an
important stepping stones to many other green corridors.

S - ..l“""
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After (2021)

directional road network and close to rail. Lastly, the preferred site
location is leveraging off an existing airport which is a long-
established land-use in this location.

Therefor there is no feasible and reasonable site / location
alternative as this proposed project is for the expansion of an
existing airport with existing aviation rights at this site.

Response from specialist to 4.1 and 4.2:

The comment regarding the degraded nature and conservation status of the
depression wetland associated with the Greenville Garden City is noted. As
part of the freshwater assessment, an offset investigation is currently being
undertaken to rehabilitate the remainder of the seep wetland as well as the
downgradient channelled valley bottom wetland with the aim of maintaining
and where possible improving ecological functionality of these systems. The
selected wetlands are within the same local catchment (of which a portion of
the wetland that will be lost will be reinstated). As indicated in the freshwater
report, the seep wetland associated with the CWA is highly degraded and have
very limited ecological sensitivity. During the offset initiative preparation, it
was determined that 6.74 hectares (ha) (but with a total loss of 7.44 ha which
accounts for indirect impacts) of wetland habitat would be lost due to the
proposed CWA development. To achieve the no net loss objective, the 7.44 ha
loss translates into a residual impact of 3.97 functional hectare equivalents
(HaE) and 13 habitat HaE of wetland to meet the no net loss objective.

To achieve this, the remainder of the seep wetland and a portion of the
downgradient CVB wetland (equating to a 40 ha area) has been identified to
be rehabilitated. Rehabilitating these systems will improve their ecological
condition by 1) keeping livestock out of the systems, 2) revegetating the
wetlands with suitable wetland vegetation and 3) reinstating hydrological
functionality of the systems. Ecosystem services is also anticipated to improve.
As part of the offset investigation, roles and responsibilities will be described,
which will include who will manage the offset habitat and its success. As the
property in which the offset area is situated is owned/managed by CWA, CWA
is committed to ensure that the wetland offset is successful and that the
necessary authorities are involved, as required.
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4.3. What will the impact be of increased air traffic of large airplanes over the
sensitive wetland areas?

4.4. The Mosselbank River is an important breeding ground for birds and
amphibians, how will increased air traffic impact the breeding patterns?

4.5. How will the noise and air pollution from aircraft disturb the wetland
birds breeding and feeding?

The wetlands associated with the CWA are not considered sensitive from a
freshwater point of view. Air traffic is not anticipated to have significant
impacts on the wetlands associated with the CWA. The Mosselbank River is
also located ~ 1.5 km away from the CWA. It is therefore not anticipated that
the CWA will have a significant impact on the Mosselbank River and the
rehabilitative efforts that have been put in place in the conservation area.

4.3 Response from specialist:

The wetlands associated with the CWA are not considered sensitive
from a freshwater point of view. Air traffic is not anticipated to have
significant impacts on the wetlands associated with the CWA. The
Mosselbank River is also located ~ 1.5 km away from the CWA. It is
therefore not anticipated that the CWA will have a significant impact
on the Mosselbank River and the rehabilitative efforts that have
been put in place in the conservation area.

4.4 & 4.5 Specialist response to 4.4 and 4.5:
Avifauna

Regarding the air traffic, it is important to note that Cape Winelands
at present is an operational airport and as such, presents an existing
baseline for noise impacts, which species appear to be tolerant of
and have become accustomed to. However, the proposed airport
will result in a notable upshift in terms of noise pollution in the area
due to the nature of larger aircraft which will land at the new
airport. Whilst it is possible that species present will initially be
negatively impacted upon, with time species are likely to become
habituated to the sound of aircrafts (as they currently are to light
aircraft). Such can be readily seen by the presence of several species
including Greater Flamingos at pans nearby OR Tambo and Cape
Town International Airport. Furthermore, the proposed runway
orientation will ensure that planes are not landing or taking off over
the wetland system, with the parallel flight paths being
approximately 2.1km away from the wetland system. Whilst planes
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4.6. What are the frequencies expected for bird strikes at the airport and over
Greenville?

4.6.

are likely to still be heard at this distance, the volume of such is not
expected to result in species abandoning/avoiding the
rehabilitation/conservation sites. Several avifaunal and amphibian
species are known to inhabit and readily breed within the wetland
systems adjacent OR Tambo and Cape Town internation airport,
indicating that the proposed runway is unlikely to pose a threat to
avifaunal or amphibian breeding activities. Furthermore, current
light aircraft already present a noise impact, and whilst to a lesser
degree than larger aircraft, they do fly directly over the wetland
systems, unlike the current flight path orientation of the proposed
airport.

Amphibians:

Amphibians are sensitive to changes in their environment, however
more so as a result of water quality, flow regimes and direct impacts
to their habitats. Amphibian species are known to readily occur in
areas of increased ambient noise, and as mentioned, the flight
paths of the planes are unlikely to present a significant impact to
amphibian species.

Furthermore, low-frequency vibrations from aircraft do not appear
to be a significant inhibiting factor to species, as several species
inhabit the wetlands adjacent the Cape Town internation airport,
including Red Listed Species. Consequently it must also be
considered that the presence of the community and continued
construction and operational activities in Garden Cities is likely to
have had similar low-noise frequency impacts to species in the
wetlands, including the continuous movement of trucks and cars.

CWA response

The frequency of bird strikes at airports varies based on factors
such as location, surrounding environment, and time of year. On
average, commercial aviation in the United States experiences
approximately 14,000 bird strikes annually, equating to about one
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4.7. Increase in air traffic over the Mosselbank River will impact and disturb
migration patterns. Birds may then avoid the Mosselbank Valley-Bottom
wetlands, leading to changes in population dynamics and potentially
affecting species that are already vulnerable.

4.8. With the presence of Flamingos, the community has a scene of pride for
this area, and contributes to the overall esthetics of the area. With the
increase of air traffic, this esthetical value will be lost.

4.9. Amphibians are particularly sensitive to changes in their environment,
making them vulnerable to disturbances caused by increased air traffic.

49.1. Many amphibians rely on vocalizations for mating and
territorial behavior. How will the increased air traffic, which
will lead to noise pollution, impact this?

49.2. Aircraft generate low-frequency vibrations that can
penetrate the ground and water. Amphibians, particularly
those with sensitive skin and hearing, might be disturbed by
these vibrations, leading to stress and altered behavior.

4.9.3. Amphibians are often nocturnal, relying on darkness for
protection from predators and for normal behavioral
patterns. How will increased light pollution from airports and
aircraft impact the amphibian populations?

strike per 10,000 flights—Fe mitigate the risk of bird strikes, airports
employ various wildlife management strategies.

4.7. & 4.8. Response from specialist:

Regarding avifauna avoiding the Mosselbank Valley-bottom
wetlands due to noise impacts, such is unlikely as species are readily
observed in and around current large airports. As such, the
presence of the airport is unlikely to result in a notable shift of bird
flight paths to and from the Mosselbank Valley-bottom wetlands.
Whilst avifauna may alter their flight paths to avoid the epicentre
of the airport, they are likely to similarly re-adjust flight paths once
past the active areas in order to reach their intended destination

4.9. Response from specialist:

Amphibians are sensitive to changes in their environment, however
more so as a result of water quality, flow regimes and direct impacts to
their habitats. Amphibian species are known to readily occur in areas of
increased ambient noise, and as mentioned, the flight paths of the planes
are unlikely to present a significant impact to amphibian species.
Furthermore, low-frequency vibrations from aircraft do not appear to be
a significant inhibiting factor to species, as several species inhabit the
wetlands adjacent the Cape Town internation airport, including Red
Listed Species. Consequently, it must also be considered that the
presence of the community and continued construction and operational
activities in Garden Cities is likely to have had similar low-noise frequency
impacts to species in the wetlands, including the continuous movement
of trucks and cars.
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5.

4.9.4. Constant noise and environmental changes due to increased
air traffic can lead to chronic stress in amphibians. Stress can
weaken their immune systems, making them more
susceptible to diseases, which are already a significant threat
to many amphibian species globally

4.10. Increased air traffic can have several impacts on small mammals,
potentially affecting their behavior, health, and habitat.

4.10.1. Many small wetland mammals are nocturnal, relying on
darkness for protection from predators and for carrying out
their daily activities. Who will increased light pollution from
the airport and aircrafts disrupt these patterns?

4.10.2. Pollution and habitat changes can affect the availability of
food for small mammals. The impact of noise on small
mammals should be investigated as some species use
vocalizations for communication. Constant noise from
aircraft can lead to heightened stress levels, which may cause
changes in behavior such as increased alertness, reduced
foraging, and changes in social interactions.

BULK POTABLE WATER SUPPLY

4.10.

Response from specialist:

Regarding the impacts to mammals and amphibians from light
pollution, the ambient glow from the airport is unlikely to be of
significance to fauna of in the wetland, due to the distances involved
and mitigation measures presented. The faunal reports have
recommended that as far as possible lights be inward and downward
facing (as far as possible based on security and health and safety
requirements), in order to minimise outward light distribution and
sky glow. Furthermore, the proximity of the Garden Cities housing
development and LED streetlamps pose a far higher risk and impact
to nocturnal species (see below image).

Similarly, the presence of the adjacent communities (cars, music and
general activities) likely presents a comparable baseline noise level
which in itself may impact on small mammals. These impacts as well
as the general activities of the residents, including movements of
people and domestic/feral animals, may likely pose a higher risk of
behavioural change impacts than that of the proposed airport.
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6.

5.1. We note that the applicant will be completely reliant on groundwater
supply and borehole for a short to medium term. We are concerned what
impact this will have on the surrounding community and local
ecosystems.

5.2. Extensive use of groundwater can lower the water table can affect
nearby wetlands and rivers that depend on groundwater, leading to

habitat degradation, loss of biodiversity, and reduced water quality.

5.3. The continuous demand during the operational phase could exceed the
natural recharge rate of the aquifer, leading to long-term water scarcity
in the region (considering how close we were to day Zero).

5.4. Heavy use of groundwater, especially during construction when water
demand is high, can lead to over-extraction, reducing the water table
and potentially depleting the local groundwater reserves.

We will provide further comment on the following topics once more
information is made available:

e Noise impact on surrounding communities
e Light pollution impacts

e Safety and Security Impacts

e Air Pollution Impacts

e Biohazards and the local conservation areas
e  Current Road infrastructure

e Habitat offset (Where will the offset be? Who manages it?)

6.

5.1.

5.2.

5.3.

5.4.

The WULA for the use from the boreholes is based on the
sustainable yield and considers surrounding landusers and existing
abstraction from the underlying aquifers.

The WULA for the use from the boreholes is based on the
sustainable yield and considers surrounding landusers and existing
abstraction from the underlying aquifers. There is no connectivity
between deep level aquifer abstraction and surface wetlands at the
points of abstraction.

The WULA for the use from the boreholes is based on the
sustainable yield and considers surrounding landusers and existing
abstraction from the underlying aquifers.

Abstraction will be metered and according to a WULA approved
volume.

Noted

241 | Natasha Bieding —
DEADP
Directorate:
Development
Management

(Region 1)

Email dated 26 August 2024:

1.

Please find this Directorate's correspondence attached regarding the following
matter:

THE PROPOSED EXPANSION OF THE CAPE WINELANDS AIRPORT ON PORTION
10 OF THE FARM NO. 724, REMAINING EXTENT OF THE FARM NO. 724, PORTION

Receipt acknowledged by email 26 August 2024:

1.

Dear Ms Bieding;

This serves as confirmation of receipt of your email and attached letter
dated 26 August 2024, the contents of which is duly noted.
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23 OF THE FARM NO. 724, PORTION 7 OF THE FARM NO. 942, REMAINING
EXTENT OF THE FARM NO. 474, PORTION 3 OF THE FARM NO. 474 AND
PORTION 4 OF THE FARM NO. 474, FISANTEKRAAL, DURBANVILLE

Letter received via email dated 26 August 2024:

COMMENT ON THE DRAFT SCOPING REPORT (“SR”), PLAN OF STUDY (“POS”) AND
THE ADDITIONAL INFORMATION SUBMITTED IN TERMS OF THE NATIONAL
ENVIRONMENTAL MANAGEMENT ACT, 1998 (ACT NO. 107 OF 1998) (“NEMA”) AND
THE ENVIRONMENTAL IMPACT ASSESSMENT (“EIA”) REGULATIONS, 2014 (AS
AMENDED) FOR THE PROPOSED EXPANSION OF THE CAPE WINELANDS AIRPORT ON
PORTION 10 OF THE FARM NO. 724, REMAINING EXTENT OF THE FARM NO. 724,
PORTION 23 OF THE FARM NO. 724, PORTION 7 OF THE FARM NO. 942, REMAINING
EXTENT OF THE FARM NO. 474, PORTION 3 OF THE FARM NO. 474 AND PORTION 4
OF THE FARM NO. 474, FISANTEKRAAL, DURBANVILLE

1.

The draft SR and PoS (dated 22 July 2024) and the supporting documentation,
received by this Directorate via electronic mail correspondence on 23 July
2024, and this Directorate’s correspondence acknowledging receipt thereof
(dated 2 August 2024), refer.

Having considered the information contained in the aforementioned
documents, this Directorate provides the following comments with regard to
the proposed development:

2.1. Offset Requirements

2.1.1. Please be reminded the requirements relating to the proposed
biodiversity offset, as per this Directorate’s previous
correspondence dated 14 December 2023 must be met. It is
recommended that these requirements be met prior to the
submission of the draft EIA Report so that all Interested and Affected
Parties (“I&APs”) as well as commenting authorities have access to
such information during a minimum commenting period of thirty
(30) days.

2.1.2. The Freshwater Ecology Report (dated February 2024) states that a
freshwater offset may need to be considered for the 6.74ha loss of

Thank you, we will revert in the event of any questions or points of clarity
required.

Regards;
Deon Cloete

Response to letter:

1. Noted

2.1.
2.1.1. Noted. A Terrestrial offset report forms part of the proposed
project and will be available for comment during the IA Phase
to all registered I&APs.

2.1.2. The requirement is noted. The Freshwater offset forms part of
the WULA requirements and is at present in consultation with
DWS. Comments will be included as they become available.
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freshwater habitat. Please ensure that confirmation regarding the
freshwater offset is obtained from the National Department of
Water and Sanitation (“DWS”). Comments from the National DWS
must be included in all future reports.

2.2. Specialist Studies and Reporting

2.2.1.

2.2.2.

Please ensure that all applicable specialist studies and input are
included in the draft EIA Report to ensure that all I1&APs, including
commenting authorities, have access to all information during the
minimum commenting period of thirty (30) days.

Please be reminded that in terms of the “Procedures for the
Assessment and Minimum Criteria for Reporting on identified
Environmental Themes in terms of Sections 24(5)(a) and (h) and 44
of the National Environmental Management Act, 1998, when
applying for Environmental Authorisation” (“the Protocols”) certain
inputs are required from relevant authorities. In this instance, for
example, a Civil Aviation Compliance Statement requires comment
from the South African Civil Aviation Authority (“SACAA”). You are
therefore reminded that a full compliance statement will only be
considered ‘complete’ when all of the requirements, as per the
relevant Protocol, are provided. Hence, please ensure that
comments from all relevant authorities, such as the SACAA, are
provided.

2.2.

2.2.1. Noted and will be complied with

2.2.2. CWA response:

Preliminary comments from SACAA form part of the Scoping
Phase PPP, but further consultation is ongoing through focus
group meeting with SACAA.

Thank you for your reminder regarding the requirements
under the "Procedures for the Assessment and Minimum
Criteria for Reporting on identified Environmental Themes in
terms of Sections 24(5)(a) and (h) and 44 of the National
Environmental Management Act, 1998." We acknowledge the
importance of obtaining the necessary inputs from relevant
authorities, including the South African Civil Aviation
Authority (SACAA), to ensure that the Civil Aviation
Compliance Statement is deemed complete.

In accordance with the Protocols, we are actively engaged in
fulfilling these requirements. As noted in our process, we are
in the final stages of compiling the necessary documentation
to support the compliance statement. This includes securing
letters of support from the City of Cape Town and the Western
Cape Province, as well as providing comprehensive synopses
on the Environmental Impact Assessment (EIA) process and
the Airspace Concept of Operations (ConOps) within the
NASCOM ATM/CNS process

Furthermore, focus groups with affected stakeholders are
currently underway to ensure that all concerns and inputs are
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2.2.3. Based on the electronic mail correspondence from Ms. Amanda

Fritz-Whyte of PHS Consulting received by this Directorate via
electronic mail correspondence on 8 August 2024, it is this
Directorate’s understanding that the following specialist inputs are
not full specialist studies:

2.2.3.1. Geotechnical Report;

2.2.3.2. Freshwater Offset Study;

2.2.3.3. Glint and Glare Study;

2.2.3.4. Major Hazardous Installation Risk Assessment; and

2.2.3.5. Terrestrial Biodiversity Offset Study.

2.2.4.In light of the above, the Protocol nor Appendix 6 of the EIA

Regulations, 2014 (as amended) requirements are applicable. You
are, however, reminded that should the above reports at any stage
be upgraded to full specialist studies, then this Directorate must be
duly informed and the said studies must be further updated to meet
the relevant Protocol or Appendix 6 of the EIA Regulations, 2014 (as
amended) requirements. 2

fully considered in the final submission. These engagements
are crucial in shaping the final design and ensuring
stakeholder buy-in.

Please rest assured that comments from SACAA will be
included in the final submission. We have planned a
preliminary engagement with SACAA to ensure that all
requirements are met and to pre-emptively address any
concerns. Once the necessary supporting documents are
collated, a full submission will be made to SACAA to obtain
their official comment and finalize the Compliance Statement.

We appreciate your guidance and will ensure that the
compliance requirements are fully satisfied in line with the
relevant Protocols.

2.2.3. Noted

2.2.4. Noted
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2.2.5.

2.2.6.

2.2.7.

2.2.8.

2.2.9.

The need to update any specialist input/reports to full specialist
studies must be scoped out and the relevant motivation included in
the final SR.

According to the Groundwater Impact Assessment Report (dated 8
March 2024), the vulnerability of groundwater impacts has been
found to increase to the north-east where the Colenso Fault System
is located and therefore should be considered as a sensitive area in
terms of groundwater. All ‘no-go’ areas must be spatially illustrated,
as part of the spatial development plan to be submitted with all
future reports. Furthermore, measures to avoid, or if not possible
mitigate, negatively impacting the sensitive area, as stipulated in the
Groundwater Impact Assessment Report, must be confirmed.

It is stated in the Freshwater Ecology Report (dated February 2024),
that a 10m conservation buffer in accordance with the City of Cape
Town’s Floodplain and River Corridor Management Policy (2009),
should be considered as a ‘no-go’ area. This ‘no-go’ area must be
spatially illustrated.

Should it not be possible to avoid any sensitive areas, as required by
the specialists/or the Environmental Assessment Practitioner alike,
detailed motivation must be provided.

This Directorate notes that a groundwater monitoring network will
be required. It is therefore requested that a groundwater
monitoring plan, which incorporates the required groundwater
monitoring network be included in the draft EIA Report.

2.2.10. It is this Directorate’s understanding that the various

scoping/baseline reports that were submitted with the draft SR will
be further expanded on during the EIA phase. Hence, you are
reminded that for all full specialist studies, the requirements of the
relevant Protocol or Appendix 6 of the EIA Regulations, 2014 (as
amended) requirements must be met.

2.2.11. Since large scale Search and Rescue was detailed in the Botanical

Scoping Report (dated 22 February 2024) as well as the Botanical
Baseline Report (dated 17 August 2020), please ensure that the

2.2.5. Noted

2.2.6. Noted and will be complied with. The Biophysical constraints
item 12 in Appendix 26 SDP has been updated to include the
geohydrological no-go area. This will also be included in future
reports. The Colenso fault is already described and shown in
section in the Scoping report.

2.2.7. Noted and will be complied with

2.2.8. Noted

2.2.9. Noted

2.2.10. Noted and will be complied with

2.2.11. Detail on the manner in which the Search and Rescue will
take place, the time periods when the Search and Rescue will
take place, and the parties required for the implementation
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botanical study(s), which will follow these studies addresses, inter
alia, the manner in which the Search and Rescue will take place, the
time periods when the Search and Rescue will take place, and the
parties required for the implementation thereof.

2.2.12. According to the Agricultural Agro-Ecosystem Assessment Report
(dated 15 February 2024), the impact of the loss of 206ha high
potential productive land is rated to be of high significance for which
mitigation is necessary. The said Assessment Report further contains
baseline mitigation measures reflected on page 26 to 27. It is
therefore requested that these mitigation measures be further
elaborated on, as follows:

2.2.12.1. The specific actions to limit and restrict the loss or
degradation of soil suitable run-off and soil erosion control
measures and infrastructure; and

2.2.12.2. The specific means on how the release of run-off water
into existing streams should be controlled.

2.2.12.3. In relation to the above, it is hereby particularly
requested that specialists or professionals who are
contributing towards the assessment of the associated
impacts provide/confirm detailed and
practical/implementable mitigation measures that must be
implemented, as part of the proposed development.

2.3. Associated Applications

2.3.1. As per this Directorate’s previous correspondence (dated 2 August
2024), please ensure that proof of the submission and progress
regarding your application in terms of the National Water Act, 1998
(Act No. 36 of 1998) (“NWA”")) is included in all future reports
relevant to your application.

2.3.2. Itis this Directorate’s understanding that other applications such as,
inter alia, Norm & Standards Registrations are also applicable.
Hence, given the nature and scale of your proposal, it is
recommended (unless otherwise stated by this Directorate) that the
relevant applicable applications run parallel with your Scoping and

2.3.

thereof will be included in the Botanical Impact Assessment
report.

2.2.12. Noted and will be included in Impact Assessment report

2.3.1. Noted and will be included

2.3.2. Noted and will be included
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EIA applications as far as possible and proof thereof as well as
responses from the Competent Authorities be included in all future
reports regarding your application.

2.3.3. It is understood that a mine closure application has been lodged
with the Competent Authority for Portion 23 of the Farm No. 724,
Fisantekraal and a Portion of the Remainder of the Farm No. 474,
Fisantekraal. It is therefore similarly requested that proof of the said
application and the progress to date is provided together with all
future reports, as the said properties forms part of the site for the
proposed airport expansion. It is further recommended that
concluding of the mine closure application be prioritised as far as
possible, as the outcome thereof might have a bearing on your
Scoping and EIA application (e.g. rehabilitation of the site as
required by the Competent Authority in terms of the mine closure
application). Further please ensure that you confirm what the
intentions are for these portions of the site, so that such information
can be included/captured in the decision pending your Scoping and
EIA application.

2.4. Strategic Context

2.4.1. Itis noted that Section 4.1. of the draft SR lists the various legislation
and policies applicable to the proposed development. It is hereby
requested that the following information is provided :

2.4.1.1. How the proposed development is consistent, or not, with the
applicable legislation and policies; and

2.4.1.2. In cases where the proposed development is not consistent
with the with the applicable legislation and policies, provide
reasons why such inconsistencies/deviations for the
legislation/policies must be deemed permissible (this may be
applicable to the relevant forward planning policies and
frameworks).

2.5. Servicing Requirements

2.4.

2.5.

2.3.3. The mine closure application has been lodged with DMRE and
a site audit concluded. The application is currently in public
participation phase. The proposed closure plan has been
structured to align with the anticipated development of the
Cape Winelands Airport and the engineering design
specifications provided by the CWA for the future use of the
quarry.

2.4.1.

2.4.1.1. Noted and will be included

2.4.1.2. Noted and will be complied with
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2.5.1.

2.5.2.

2.5.3.

2.5.4.

2.5.5.

Given the nature and scale of your proposal, it is requested that
confirmation letters regarding your service requirements be
obtained as soon as possible and be included in all future reports.

Whilst various energy options are considered, as part of the draft SR,
please ensure that the final SR confirms the selected energy service
requirements of the proposed development, as this information
must be carried over into the EIA phase and the impacts thereof
assessed during this phase of the application process.

Please be reminded that the decision pending your application will
consider the confirmed service requirements that will form part of
the development. Hence it remains imperative that future reports
contain information on the definitive components of your
development proposal. This information will be captured in the
description of your development proposal in the pending decision
on your Scoping and EIA application.

Further, to the above, it is recommended that all efforts as far as
possible be made to select the alternatives regarding your services
requirements that will have the least negative environmental
impact, e.g., the use of green/renewable energy sources.

It is confirmed in the draft SR that conveyance infrastructure must
be implemented outside of the site boundary to convey the flows to
the municipal Wastewater Treatment Works at Fisantekraal. Please
note that for all non-linear infrastructure, or any other components
of the proposed development, which are proposed outside the site,
written consent of the landowner or person in control of the land to
undertake such activity on that land, must be provided. Should this
be the case, then written consent must be provided to this
Directorate as soon as possible as well as be included in all future
reports.

2.6. Public Participation Process (“PPP”)

2.6.1.

Table 55 in the draft SR provides information on the issues raised by
I&APs during Pre-application Scoping Phase, including inter alia,
noise, traffic, air quality and biodiversity related impacts. It is this

2.5.1. Noted and will be complied with

2.5.2. Noted

2.5.3. Noted

2.5.4. Noted

2.5.5. Noted

2.6.
2.6.1. Noted
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3.

Directorate’s understanding that these and all other issues raised
will be assessed as part of the pending EIA phase. Proof thereof must
therefore be included in the draft and final EIA phase. Additionally,
please ensure that all of such issues are scoped out in the final SR,
which is to be submitted to this Directorate for consideration.

2.6.2. Please be reminded to provide all proof of the PPP conducted to
date and in terms of Chapter 6 of the EIA Regulations, 2014 (as
amended).

2.7. Content Requirements

2.7.1. Please ensure that final SR and Plan of Study meet all of the content
requirements in terms of Appendix 2 of the EIA Regulations, 2014
(as amended).

2.7.2. With respect to the above, please note that the final SR must include
the following requirements in terms of Appendix 2 of the EIA
Regulations, 2014 (as amended) which are currently not included in
the draft SR:

2.7.2.1. Section 1 (g) a full description of the process followed to reach
the proposed preferred activity, site and location of the
development footprint within the site, including—

2.7.2.1.1. (viii) the possible mitigation measures that could be
applied and level of residual risk;

2.7.2.1.2. (ix) the outcome of the site selection matrix;

2.7.2.1.3.(xi) a concluding statement indicating the preferred
alternatives, including preferred location of the activity;
and

2.7.2.1.4. (ix) the outcome of the site selection matrix.

2.7.2.2.Section 1 (k) where applicable, any specific information
required by the competent authority.

General

2.6.2. Noted — will be provided

2.7.
2.7.1. Noted and will be complied with

2.7.2.

2.7.2.1. Noted

2.7.2.2. Noted
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3.1. In accordance with Regulation 21(1) of the NEMA and EIA Regulations,
2014 (as amended), the final SR must be submitted within 44 days of
receipt of the application by this Directorate, calculated from 23 July
2024,

3.2. Furthermore, please note that in terms of Regulation 45 of the NEMA and
EIA Regulations, 2014 (as amended), an application in terms of the NEMA
and EIA Regulations, 2014 (as amended) lapses and the Competent
Authority will deem the application, as having lapsed, if the applicant fails
to meet any of the timeframes prescribed in terms of these Regulations,
unless extension has been granted in terms of Regulation 3(7).

4. Kindly quote the abovementioned reference number in any future
correspondence in respect of the application.

5. Itis prohibited in terms of the NEMA for a person to commence with a Listed
Activity unless the Competent Authority has granted an Environmental
Authorisation for the undertaking of the activity. Failure to comply with the
requirements of the NEMA will result in the matter being referred to the
Department’s Directorate: Environmental Law Enforcement for possible
prosecution. A person convicted of an offence in terms of the above is liable
for a fine not exceeding R10 000 000 or to imprisonment for a period not
exceeding 10 years, or to both such fine and imprisonment.

6. This Directorate reserves the right to revise or withdraw its comments and
request further information from you based on any information received.

Your interest in the future of the environment is greatly appreciated.

3.1. Final submission will be on 6 September 2024

3.2. Noted

4. Will be complied with

5. Noted

6. Noted

243

Marius
Christine
Veggelen

and
van

Email dated 26 August 2024:

1. | am against this plan. Do we honestly need another airport? We already
struggle with trucks not adhering to our weight limitations, this airport will
make it worse. Not to mention the noise. This is just a bad idea, end of story.

Email response provided 26 August 2024:
1. Thank you for the email.

The contents thereof is noted.
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244 | Thys Pienaar

Email dated 26 August 2024:

1.

Please find attached comments regarding the Proposed Expansion of the Cape
Winelands Airport.

Letter received via email dated 26 August 2024 (please also refer to comment 224):

1.
2.

I would like to comment and be added as a I&AP.

My general concerns regarding the above expansion like all others are noise,
pollution, congestion and crime. | hope that they will be answered by questions
other have asked

My specific concerns are that PHS consulting and developers are really trying to
tiptoe or not to mention the impact the proposed expansion will have on
MIKPUNT. My late participation in the whole airports matter, is that | have only
now realised how near to MIKPUNT this expansion will come. | do know where
the current Fisantekraal airport (plot) is and have no problem with any activities
or expansions taking place there.

| do however have a huge problem and concern with the proposed runway
extension and additional plots of land acquired to do this.

For all developers and professionals involved in this project it should be an
absolute no brainer that areas, that will be most affected especially with noise
and air quality will be those closest to the end of runways.

I'm not a professional but rude measurement and calculation based on your
pictures and drawings (which always just ends before MIKPUNT) put MIKPUNT
in a direct line with the new proposed runway. The end of runway and nearest
residence to my calculations are roughly 2000-2500meter apart. This alignment
also put us directly downwind of the airport on prevailing wind directions.

Summarised this means that jets will pass directly over MIKPUNT at a very low
altitude (120m at on a 3-degree glide slope 2000m from end off runway. It also
means that all noise and air pollution from ALL the activities will be carried
directly to us on the prevailing wind.

Email response provided 26 August 2024:
1. Thank you for the email.

The contents thereof is noted.

EAP Response to letter:

1. You have been registered as an I&AP for the proposed project.

2. The concerns are noted. The EIA process includes the assessment of a
Noise Impact Assessment, Air Quality Impact Assessment, Traffic Impact
Assessment and Socio- economic Impact assessment, which will be
circulated to all registered 1&APs during the Impact Assessment
commenting period.

3. Theconcerns are noted. Impacts associated with the proposed project will
be determined and assessed during the Impact Assessment Phase and
circulated to all registered 1&APs during the Impact Assessment
commenting period.
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4.

From the above | need to ask you the following:

4.1. Have PHS consulting, the developers and all contracted professionals
contracted to do all feasibility and environmental studies have realised/or
have been briefed, that off all affected areas MIKPUNT will probably be
affected the most.

4.2. Can PHS please confirm on a detailed map with verified distance between
end of runway and residences of MIKPUNT and how this compares to the
international norm

4.

4.1.

4.2.

@

Impacts associated with the proposed project will be determined and
assessed during the Impact Assessment Phase and circulated to all
registered I&APs during the Impact Assessment commenting period.

The comment is noted. CWA Response:

See image below:

Mikpunt Proximity

Extended Centreline Point

Distance = 1.62Km

" Mikpunt

% Runway Extended Centraling
%  Distance to Rwy = 2.46km

Mikpunt to Runway",
Distance = 2 668km.

Map Center: Lon: 184174 X°F
Lat: 33°4391 4S8

Scale 118056
Dato created: 202426008

Western Cape
Government
fon you

The distance between the northern runway end and Mikpunt is
approximately 2.66km. Mikpunt is also not in the direct approach of
the proposed runway, but rather at approximately 23 degrees west
of the proposed runway approach.
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4.3. Can PHS please confirm the flight path in relation to MIKPUNT from
aircraft either landing or taking off. This must include height above ground
and distance to nearest residence

4.4. Can PHS please motivate why a public meeting in MIKPUNT have not been
organised based on the assumption/fact that this will be the most
affected area.

International examples of distance between nearest residence and
runway end (approximately):

e Cape Town Intl Airport Rwy 01 —799m
e ORTambo Rwy 21L —355m

e ORTambo Rwy 21R —449m

e London Heathrow Rwy 27L —482m

e New York JFK Rwy 22L — 1.07km

Mikpunt is substantially further away from the proposed CWA
runway than compared to the above (international norm). It must
also be noted that the list of above airports are substantially larger
and busier than the proposed CWA, expected to process up to 20x
more traffic than CWA in the case of Heathrow.

4.3. CWA response:

See image above which is an approximation. Neither flight paths nor
approach/takeoff slopes have been finalised yet.

Assuming a 3-degree glide slope for landings, and assuming that an
aircraft will land 200m into the runway, it implies that an aircraft
would be 140m above the runway height. Note however, that the
runway itself is approximately 32m elevated relative to Mikpunt and
thus the aircraft at the point in question would be 172m above the
nearest residence.

Regarding noise, the resultant impacts are being assessed and will be
included in the Environmental Impact Reports

4.4. EAP Response:

A public meeting was held at the most central community facility with
capacity to host a large crowd in the area. The Fisantekraal Community Hall
is accessible to Mikpunt residents who we do understand was present at the
8 May Public Meeting.
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4.5.

4.6.

4.7.

4.8.

Based on the noise report on your website the MIKPUNT readings were
the lowest of all sites. Can PHS please supply us with the following.

4.5.1. The calculated change in DB readings expected when airport s in full
operation. This can be based on readings taken from LANSERIA from
same distance and directly inline with runway from end (point 2)

4.5.2. Will this db. reading still fall in the rural residential bracket as per
your report.

4.5.3. Can your professional report do a study or at least mention the
effect prevailing winds have on noise pollution and how this will
enhance the noise pollution effect on MIKPUNT

The air pollution report is very vague. Can PHS do a specific report relating
to the air pollution effect it will have on a residence area 2000m, directly
inline and downwind of a regional airport as planned.

Airplane accidents are more prone to happen during or directly after
landing or take off. With MIKPUNT being directly inline and 2000m front
end off runway we are in direct danger from this. | do not see this point
being mentioned at all.

What alternates have the developers and PHS looked at to minimise the
nearness and the direct inline problem MIKPUNT pose to the
development. Can the runway angle be altered slightly to miss MIKPUNT.
Can the runway be moved over the Fisantekraal road more towards the

We are about to enter into the impact phase. During this phase all impacts will
be considered and will provide a clear indication of the extent of which
communities are and not impacted. It is too early to offer any indication of the
extent to which Mikpunt is affected. There are plans for an open public day in
November this year, at a venue accessible to Mikpunt residents, where
impacts can be further discussed. As a registered I&AP you will receive notice
thereof.

4.5.

4.5.1. The Noise Impact assessment with associated Noise Cones will
be available to all registered I&APs during the Impact
Assessment Phase of the proposed project.

4.5.2.  The Noise Impact assessment with associated Noise Cones will
be available to all registered I1&APs during the Impact
Assessment Phase of the proposed project.

4.5.3. The comment is noted

4.6. The Baseline Air Quality report is done by an independent specialist
company DDA Engineering.

4.7. This comment is noted.

CWA response: The concern about bird strikes above Mikpunt is
noted. However, Mikpunt is in fact not in the direct approach path of
the proposed runway and thus the risk of bird strikes at or above
Mikpunt is extremely unlikely.

4.8. The comment is noted. The placement and orientation of the runway
is through detailed design and incorporates various parameters such
as temperature, wind direction, topography, required airspace
integration, transport infrastructure and airspace exclusion zones.
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NI side to even out the distance and affect to acceptable level for both
sides.

4.9. Property values will in general rise with development, but in MIKPUNT's
case it might very easily decline. People want to live near the airport but
not touching distance from the runway. What guarantees can the
developers give MIKPUNT property owners that they will not loose value.
Are there steps in place should this happen.

Summarised. Most residents including myself, have invested in property in
MIKPUNT due to the rural and tranquil lifestyle it offers. Must of us is under no
illusion that the city and development will catch up with us due time. | am a
frequent flier and would appreciate the convenience it brings. I'm very willing
to concede to some added noise, traffic, pollution, crime etch coming with any
development. However, I'm NOT willing to go from rural tranquil life to living
directly under and very near to and international airport runway. This will not
slightly or moderately affect our way of living; it will drastically and completely
change it from rural and tranquil to living in the most undesired spot in any city
imaginable.

I'm opposed to the Airport development due to the reasons and facts above.
I'm open to be convinced otherwise with facts and guarantees.

| await your prompt response to my questions.

5.

6.

CWA is an existing operational and licensed airport that has been in
existence for 80 years, operating at the current site.

4.9. CWA Response:

The concern regarding property values is noted this is considered as
part of the Socio-Economic IA. Per previous comments, it appears
that Mikpunt is substantially further away from the runway than
occurs at other airports around the world.

The comment is noted.

The comment is noted.

245 | Marijke
Veggelen

van

Email dated 26 August 2024:

1.

I am sending this from my father's email account even though | am listed as an
affected party, | never received an email about this.

Needless to say | am fully against this development. The noise, the traffic, and
everything else that will go along with this... Just no.

Email response provided 26 August 2024:

1.

Thank you for the email. The contents is noted.

You were notified of the commenting period for the in-process Scoping
report on 23 July 2024 by email — please see attached.
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on (DEARDP ref. 16/3/3/6/1/2/A5/20/2209/23)

Proposed Expansion of Cape Winelands Alrport - In-process Scoping report for Public Partopat

AR e, £ ST A R AL 2

Dacwiston

Acmata S Wty

Email dated 28 August 2024:

2. Apologies for indicating the wrong email address _in the

proof of communication sent.

Please see attached the correct email address indicated (||| | NI
) on notification email of 23 July 2024.

Proposed Expansion of Cape Winelands Airport - In-process Scoping report for Public Participation (DEARDP ret 16/3/3/6/7/2/A5/20/2209/23)

oel Loy

Arrvias ca whoe
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246

Clarissa Fransman
— CoCT Spatial
Planning and
Environment
Directorate

Late Comments from In-Process Scoping Phase (Comments revied after 26 August2024)

Email dated 29 August 2024:

Please find attached City of Cape Town collated comment on the DSR for the
proposed CWA expansion.

Letter received via email dated 29 August 2024:

PORTION 10 OF PAARL FARM 724, REMAINDER OF PAARL FARM 724, PORTION 23
OF PAARL FARM 724, PORTION 7 OF PAARL FARM 942, REMAINDER OF PAARL
FARM 474, PORTION 3 OF PAARL FARM 474 AND PORTION 4 OF PAARL FARM 474,
FISANTEKRAAL: DRAFT SCOPING REPORT - PROPOSED EXPANSION OF CAPE
WINELANDS AIRPORT (CWA) - DEA&DP Ref No: 16/3/3/6/7/2/A5/20/2209/23.

The City of Cape Town has delegated certain powers to the Executive Director and
Director, Spatial Planning & Environment, to make comments, objections and
representation in a basic assessment, full scoping or other environmental impact
assessment processes, and on an advertised report or submission, including
applications for exemption from any provision of the National Environmental
Management Act or specific Environmental Management Act. The collated
comment below are given in terms of these delegations (dated 20 June 2023 and
25 July 2024 and sub-delegations of 09 August 2024).

Your email correspondence, dated 23 July 2024, the accompanying Notification
letter dated 17 July 2024 and the Draft Scoping Report (dated July 2024), pertaining
to the proposed expansion of the existing Cape Winelands Airport (CWA) on Portion
10 of Paarl Farm 724, Remainder of Paarl Farm 724, Portion 23 of Paarl Farm 724,
Portion 7 of Paarl Farm 942, Remainder of Paarl Farm 474, Portion 3 of Paarl Farm
474 and Portion 4 of Paarl Farm 474, Fisantekraal, refer.

It is recorded that the City of Cape Town (the City) provided comment on the Pre-
Application Scoping Report, dated 18 January 2024.

The following technical comment is provided by the relevant City of Cape Town
Departments based on the information provided in the Draft Scoping Report (DSR):

1. Spatial Planning and Environment: Urban Planning and Design Department

Email response provided 29 August 2024:

We acknowledge receipt of your comments.

The delegation of certain powers is noted.

Noted.
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1.1.

1.2.

1.3.

The Urban Planning and Design Department (UPD) has indicated that its
previous comments remain applicable and the comments below are
provided in addition.

The comment is provided in line with the Department’s operating model
to provide policy guidance to private and public sector developers with
regard to developments to ensure alignment with the spatial
development objectives of the City. The 2023 Council approved
Metropolitan Spatial Development Framework (MSDF) and the Northern
District Plan provide the basis in this regard. As such, the following
comment is provided from a spatial perspective, considering the impact
and desirability of the proposed expansion of the CWA in relation to its
location with surrounding land uses and should be read together with the
comments from of other technical City departments.

Phased development of the proposed expansion of the CWA

Notwithstanding the phases reflected on the site development plan (SDP)
and linear layout (one phase being the landside precinct and the services
precinct; and another phase being the general aviation precinct. The
airside precinct spans across both phases), a phased development
approach of the proposed CWA expansion is required.

1.3.1. The proposed phasing however does not provide detail in terms of
timeframes, nor does it provide a link with various applications and
authorisations that will be undertaken. As such, it presents a gap in
the information and must be provided during the forthcoming
report.

1.1.

1.2.

1.3.

Spatial Planning and Environment: Urban Planning and Design
Department
Noted.

Noted.

There seems to be a misunderstanding, with the precincts being conflated
with the phases. The applications pertain only to two phases: the initial
phase 1 and the final end stage phase 2. The precincts, which are
interrelated and functionally integrated, will be developed
simultaneously across both phases. In the first phase, certain essential
components, such as the 3,500-meter runway, must be established, while
other elements, like General Aviation hangars or cold storage facilities,
will be developed based on demand or growth in perishable freight. Apart
from the agricultural precinct, which constitutes the majority of the site,
all other precincts span both phases.

1.3.1. Thefirst phase 1 is to start immediately upon all authorisations being

in place. The second phase 2 will be triggered by growth in passenger
numbers being at 1.7 million passengers per year. NACO projected
that this is likely to occur by 2029. Full and final development will be
reach when the passenger number reach 5.2 million passengers per
annum.
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1.3.2. The phased development approach is to be declared and considered
in all the specialist studies, especially the noise and engineering
infrastructure network demand planning to prevent the under
representation of the potential impact of the development on noise,
infrastructure networks and surrounding land uses.

1.3.2.

The various land use applications that will be made on completion of
the Final Environmental Impact Assessment Report include:
e Application in terms of section 53 of the Provincial Land-Use
Planning Act.
e A composite application in terms of the MPBL for:

o the City to determine whether site specific
circumstances exist justify the deviation from the
MSDF and following the public participation process
prescribed in section 9 of the MPBL;

o the rezoning to Transport Zoning TR1 with consent for
an “airport” and other subordinate uses such as hotel,
conference facility, business premises and a service
station;

o the consolidation of some of the farm portions and/or
registration of reciprocal servitudes for internal
services;

o the amendment of existing conditions of approval for
the current airport to align with the above.

e Application in terms of section 4 of the CoCT Immovable
Property By-law for the closure of the “cul-de-sac” section
Minor Road OP 6/8 (Buurmanskraal Road) from the western
to the eastern boundary of the Remainder of Farm 724
Joostenbergs Vlakte.
CWA Response: CWA acknowledges the importance of ensuring that
all specialist studies, including those related to noise and engineering
infrastructure network demand planning, fully consider the
cumulative impacts of the entire development.

The phased strategy has been declared and communicated to all
specialists, with a commitment to assessing each phase in the context
of the overall project. NACO (Netherland Airports Consultants) has
structured the phasing of aviation infrastructure to align with
planning activity levels, typically set 5 years apart, and the
subsequent specialists’ studies are based on these clearly defined
phases.
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1.4. Theintended development phases, and the growth in gross leasable area
per land use category, are not available and therefore the noise contours
and phased impact on engineering networks are not available.

1.5. Only two development alternatives are proposed; namely the proposed
alternative (end state) and the no-go alternative. It is a legal requirement
in terms of Section 240(1)(b)(iv) of National Environmental Management
Act to evaluate other alternatives. The evaluation of different alternatives
will aid in assessing the growing impact of the development proposal from
its current to its full development state.

1.4.

1.5.

CWA is closely with its specialists to refine methodologies as the
project progresses, ensuring comprehensive assessments that
prevent underrepresentation of potential impacts on noise,
infrastructure, and surrounding land uses. Mitigation measures will
be implemented and adjusted as needed to address cumulative
impacts, ensuring compliance with regulatory requirements and
minimizing environmental impact.

Noise contours will only become available during the impact assessment
phase of the proposed project. The noise study and noise contours will
reflect the full potential as per current rights, the first year of operating
the 3.5km runway and the ultimate phase and maximum impact i.e. 5.2
million passengers per annum, this on the basis of industry best practice
assessment methodology used by the noise specialists. The noise impact
contours will also be prior to adopting recognised and acceptable industry
noise mitigation measures.

CWA response: CWA acknowledges COCT's concerns regarding the lack of
information on the intended development phases, gross leasable area
(GLA) per land use category, and the phased impact on engineering
networks. Please be informed that detailed information on the GLA per
land use category, along with a comprehensive breakdown across
different phases of the development, will be provided in the next round
of documentation. Additionally, the phased impact on engineering
networks, including necessary analyses and projections, will also be
detailed to ensure that infrastructure planning is well-coordinated with
the project's phased growth. CWA is committed to delivering these
documents to facilitate informed decision-making and to ensure that the
proposed development aligns with regulatory requirements and industry
best practices.

CWA response: CWA followed a systematic approach with regards to
runway alternatives which included the following:

Step 1: Assess the optimal runway orientation based on prevailing wind
conditions to ensure safe operations. Here CWA had to consider:
a) Safe operations
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b) Efficient operations

c) International standards and recommendations
d) Runway orientation (prevailing wind conditions)
e) Wind coverage

f)  All-weather wind conditions

g) Runway designation

Step 2: Assess the integration into the Air Traffic Management

System. Here CWA had to consider:

- Existing controlled airspace in the Western Cape

- Existing traffic flow patterns in the Cape Town Terminal Airspace

- Weather

- Topography

- Exclusion zones i.e. Koeberg Nuclear Power Station

- Air Traffic

- Alignment of traffic patterns for proposed runway with existing
traffic flow patterns

Step 3: Determine the optimal position of the runway/s on site. Here
CWA had to consider:

e Site constraints

e  Operational efficiency and safety

e Cost of development (cost to industry)

e Commercial development potential

Once the runway orientation was determined, positioning on site had
to be analysed. The runway could not be shifted further west, due to
the physical constraints on site, such as the quarry and topography of
the site. The runway could not be shifted further east because of
landownership boundary constraints. The runway had to maintain an
orientation of 01-19 to allow for parallel airspace operations with
Cape Town International Airport. Only slight permutations of runway
orientations were considered when the on-site analysis was
performed, as can be seen in the options below. Notwithstanding all
of the key considerations articulated in steps 1-3 above, it was crucial
to maintain an orientation close to 01-19 from a safety and airspace
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integration perspective as Cape Town International Airport is on this
orientation.

When evaluating the establishment of a second airport in Cape Town,
such as the proposed Cape Winelands Airport (CWA), it is crucial to
assess site-specific circumstances to ensure optimal performance
while minimizing environmental and social impacts. Accessibility
plays a significant role, with the ideal location being within a 30 to 60-
minute drive from the city centre, yet sufficiently distant from
densely populated areas to minimize disruptions. The site should be
predominantly flat, situated away from nature reserves and
mountainous regions to avoid ecological harm and ensure safe flight
operations.

The selected location should offer ample space to accommodate
current operations and future expansion while balancing cost
considerations to maintain accessibility and affordability. Strong
connectivity to highways, public transportation, and potentially rail
networks is essential for easy access. The site must ensure clear
airspace and avoid areas prone to natural disasters, such as flood-
prone regions. Minimizing social impacts, with the airport's
placement aimed at promoting economic development in less
developed areas of the region. Compliance with aviation regulations,
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zoning laws, and alignment with Cape Town’s long-term urban
planning goals are also essential.

Considering these factors, the most suitable location for a second
airport would be in a peripheral urban area. This location should
balance accessibility, space for expansion, and minimal
environmental and community impact, supporting local economic
growth while ensuring successful integration into the region. CWA
argues that its current site, identified as a priority for an airport in
1943 before the development of Cape Town International Airport
(CTIA) which was in 1956, meets the criteria for a second airport in
the city. However, CWA requires a deviation from the Municipal
Spatial Development Framework (MSDF), as some of the runway
infrastructure lies outside the urban edge. This deviation is necessary
due to the strategic importance and unique site conditions, crucial
for developing critical infrastructure, accommodating growth, and
implementing innovative strategies aligned with broader economic
and social goals, such as regional development and job creation. The
deviation will enable CWA to fulfil its role as a key economic driver
while addressing environmental and technical considerations.

No alternative site has been considered for several reasons. CWA is
an existing operational and licensed airport with an 81-year history
at its current site. The expansion of CWA is being developed purely
on a commercial basis without government funding, adhering to the
principles of financial sustainability and viability, in alignment with
Policy Statement 15 of the White Paper on Civil Aviation Policy
(2017). As an upgrade of an existing airport rather than the
development of a new site, it aligns with the preference expressed in
the NADP (2015) for upgrading existing airports over developing
green-field sites. The land as part of the original airport, belonging to
CWA, is already Transport 1 zoned with consent for an airport, and
the CWA properties are centrally located with various existing access
points from regional roads. Additionally, the properties are in close
proximity to and accessible by the railroad network, and they have
access to groundwater that can sustain 75% of the water demand.
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The site can also integrate into existing and planned municipal service
infrastructure. All of the land earmarked for expansion is already
owned by Cape Winelands Airport Ltd or Cape Winelands Aero (Pty)
Ltd or companies controlled by it.

The potential cost of establishing an airport of the proposed scale at
an alternative greenfield site would be excessive, given the current
site’s availability and operational status, along with sufficient land to
accommodate the proposed project. Given its location, CWA is well-
positioned to provide a convenient and safe airport option for
residents in the Cape Metropole and beyond. Road access to the site
is available through various safe routes, and the site does not pose
risks associated with squatting and land invasion. Considering
topography, required airspace integration, and exclusion zones, such
as the Koeberg Nuclear Power Station (KNPS) exclusion zones, no
appropriate alternative site is available in the region.

No alternative site could be identified that meets all the locational
criteria, such as a slope of less than 1% over 4.3 km in the direction
of prevailing winds, a site that will not result in air traffic penetrating
airspace restrictions over proclaimed nature reserves, a site that is
not in a physically built-up area or so close that landings and take-offs
will be problematic, a site that falls outside the FACT controlled
airspace, and a site that is outside the Koeberg Nuclear Power Station
exclusion zones. Ideally, an airport should be located on the urban
development edge (UDE) rather than far outside or well inside the
UDE. It needs to be close to urban infrastructure but not in built-up
areas. It must be accessible to freight and passengers, with a well-
established multi-directional road network and proximity to rail.
Finally, the preferred site location should leverage an existing airport,
which has long been established as a land use in this location.

Amalgamating land to accommodate a 3.5km runway presents
significant complexities due to the sheer scale of the area required.
To ensure proper safety zones and accommodate the necessary
infrastructure, one needs to secure contiguous land measuring just
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1.6. Although the actual market response is not available, the information

(e.g. business plan) providing evidence for financial need and desirability
of the proposed development will have to be provided in the forthcoming
reports.

under 5km in length. This is an extraordinarily challenging task, as it
involves negotiating with multiple landowners, navigating various
zoning regulations, and addressing potential environmental and
community concerns. The process is further complicated by the
scarcity of available land that meets the specific topographical and
spatial requirements necessary for a runway of this magnitude. Given
these constraints, achieving such a land assembly is not only
logistically demanding but also nearly impossible, making it a rare and
valuable accomplishment when successful.

Thus, there is no feasible and reasonable site or location alternative,
as this proposed project is for the expansion of an existing airport
with existing aviation rights at this site.

1.6. CWA Response: The need and desirability of a second airport in Cape

Town can be examined through the lens of its two fundamental
components: “need”, which primarily refers to time, and “desirability”,
which pertains to place. Additionally, these concepts can be equated to
the wise use of land, questioning what the most sustainable use of the
land might be.

“Need” asks whether this is the right time for such a development. Given
the projected economic growth, increasing passenger and cargo volumes,
and the potential capacity limitations of the current airport, the time
appears ripe for considering a second airport. This development could
pre-emptively address congestion and capacity issues at Cape Town
International Airport, ensuring that Cape Town’s infrastructure keeps
pace with its expanding role as a major global hub.

“Desirability” questions whether this is the right place for the proposed
land use. A second airport in Cape Town could be strategically located to
support regional development goals, ensuring that the economic benefits
are distributed more evenly across the province. Additionally, it presents
an opportunity to incorporate sustainability into its design and operation,
aligning with global trends towards net-zero emissions. However, the
desirability of the project also depends on its alignment with long-term
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1.6.1. ACSA also indicated in its comment that certain levels, phases of
development can be supported in a co-existence relationship
between CWA and CTIA, but for ACSA to consider that, the phasing
of development and operational intensity in terms of quantums

urban planning goals, including the impact on local communities,
environmental concerns, and land-use implications.

When considering the “wise use of land”, the question shifts to the
sustainability of this land use. A second airport must be evaluated not just
for its immediate economic and logistical benefits, but also for its long-
term environmental impact, its compatibility with surrounding land uses,
and its contribution to the overall sustainability of the region. The land
chosen for the airport must be the most sustainable option, minimizing
environmental degradation and enhancing the region's resilience to
future challenges. The current site has been in existence for 81 years,
identified as the most suitable site for aviation activity by the Allied Forces
many years ago.

It's also important to note that almost all medium-sized cities around the
world have more than one airport to manage their growing air traffic
demands and to provide redundancy. For instance, cities like Milan have
Malpensa and Linate airports, while Washington, D.C., operates with both
Dulles and Reagan National airports. Similarly, London is served by
multiple airports, including Heathrow, Gatwick, and Stansted. Even
Windhoek, the capital of Namibia, operates two airports: Hosea Kutako
International and Eros Airport. These examples demonstrate that a
second airport can significantly enhance a city’s connectivity and
resilience, contributing to its long-term growth and sustainability.

The need and desirability of a second airport in Cape Town are closely
intertwined with considerations of time, place, and the sustainable use of
land. While the timing seems appropriate given the growth trajectories,
the desirability hinges on how well the location and execution of the
project integrate into the broader economic, environmental, and social
landscape of the region, ensuring that the land is used in the most
sustainable way possible. The precedent set by other medium-sized cities,
including Windhoek, further supports the strategic advantages of
developing a second airport in Cape Town.

1.6.1. CWA response: It is important to note that it is not for ACSA to

consider this development or merits thereof — ACSA is not a regulator
or an approving authority.
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need to be declared/ stipulated and the associated impact per
stage/ or option listed with a clear timeframe connected to each
stage. Further evaluation is required of how this proposal will impact
on the City’s planning policies and how that impact will be
evaluated.

The Airports Company Act 44 of 1993 is designed to promote fair
competition and ensure that other airport developments, such as
CWA, can proceed without being unfairly hindered by the dominant
market position of ACSA. Therefore, while ACSA's input on
operational and logistical aspects is valuable, any objections or
concerns raised should align with the broader regulatory and
competitive principles outlined in the Act. This ensures that the
development of CWA can move forward in a manner that benefits
the region and adheres to the principles of fair competition.

CWA affirms its commitment to collaborating with ACSA and to
working with ACSA and all industry roleplayers for the benefit of the
flourishing aviation industry in South Africa.

Part 1: Co-existence between CWA and ACSA (Sustainability)
ACSA

It's important to note that ACSA's objections cannot be based on
financial reasons due to the regulatory environment in which it
operates.

As long as ACSA, as a fellow developer and operator of airports,
optimises its funding model by investing in assets that are needed
(from its own specific demand) it can never be unsustainable.

Based on the regulatory model and in keeping with the regulatory
framework as outlined in the Airports Company Act 1993, which
protects ACSA by granting a commercial return on assets and thus, as
long as no unnecessary investments in infrastructure are made, the
airports will always be sustainable.

This is true for all airports in the ACSA network, including Cape Town
International Airport and George Airport.

CWA
e CWA concluded a comprehensive business strategy and plan
which was informed by numerous market intelligence,
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stakeholder inputs, risk analysis and mitigation plans and
included amongst plans, a detailed financial plan.

e As an outcome of the business strategy, a full market strategy
was developed.

e Inaccordance with the business plan, the economic and financial
feasibility and viability for CWA indicates that the Cape
Winelands Airport is economically viable and financially feasible
and demonstrates long-term sustainability.

e In addition, the airport would contribute to and significantly
enhance environmental sustainability.

Bearing the above in mind, there is no reason why CTIA, CWA and
ACSA cannot sustainably co-exist.

Part 2: Phasing of the Development
As it relates to phasing, see response to 1.3.1 above.

Part 3: Associated Impacts

Impacts will be assessed as part of the Impact Assessment Phase of
the proposed project and will be provided to all registered I&APs
during the appropriate commenting period.

Part 4: Impact on the City’s planning policies

The City’s Spatial Planning policies in relation to the CWA has been
set out in detail in the CWA “Spatial Planning and land-use status”
scoping report. The MSDF and all other municipal spatial planning fall
under Schedule 4B of the Constitution. As a result, the City created
its MPBL (Municipal Planning By-law) which prescribes the processes
and criteria to assess land-use applications in the context of its spatial
policies, amongst others. The City will conduct a detailed evaluation
of the land-use applications that will follow the EIA process in the
light of the MSDF and every other relevant policy. This is prescribed
in section 99(1)(b) and 99(2)(a) and (c) of the MPBL.
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1.7. The potential impact of increasing levels of passengers and cargo flights
per phase need to be stipulated and declared, as different (growing) noise
contour profile sets for each of the intensifying phases of activities are
anticipated.

1.7.1.

1.7.2.

1.7.3.

The UPD Department notes your response that a detailed Noise
Impact Assessment Study will be undertaken for the construction
and operation of the CWA in the forthcoming reports. Currently, this
gap may have an adverse impact on surrounding communities if not
addressed appropriately. The potential impact of noise on existing
rights and approved (but unrealised land use) rights near the
proposed CWA expansion needs to be assessed in the forthcoming
reports.

The DSR still does not address clarification of the noise impact on
the proposed expansion of the airport as previously requested. The
noise baseline does not clarify the phases of growth from the
current airport/ landing strip to the future phases of the end state
on which this Environmental Impact Assessment (EIA) is based. The
interpretation of the increase of noise, the growth of noise contours
and the associated effect on the existing surrounding land uses and
approved rights, will change over time and have to be clear in the
noise contour study.

Each phase of the proposed end state of the ultimate airport
development is anticipated to have different intensity and
quantums of flights of various combinations, with various flight
paths and different operational hours and will therefore have an
impact and result in different sets of noise contours associated with

1.7. A Noise Impact Assessment forms part of the Impact Assessment Phase
of the proposed project and will be provided to all registered I&APs during
the appropriate commenting period.

1.7.1.

1.7.2.

1.7.3.

A Noise Impact Assessment forms part of the Impact Assessment
Phase of the proposed project and will be provided to all registered
I&APs during the appropriate commenting period.

CWA Response: CWA acknowledges the concerns raised by the Urban
Planning and Design Department regarding the absence of a detailed
Noise Impact Assessment Study at this stage and the potential
implications for surrounding communities, as well as existing and
approved land use rights near the proposed expansion. Please be
assured that a comprehensive Noise Impact Assessment will be
conducted in the forthcoming phase of the EIA. This study will
thoroughly evaluate the noise impacts during both construction and
operation, incorporating baseline noise surveys, predictive
modelling, and focused assessments on the potential impact on
existing rights and unrealized land use rights. We are committed to
finding appropriate mitigation strategies and ensuring that the
project proceeds with minimal disruption to surrounding
communities. We will share the findings of the Noise Impact
Assessment in the forthcoming reports and remain open to further
dialogue to address any additional concerns.

A Noise Impact Assessment forms an integral part of the Impact
Assessment Phase of the proposed project and will be made available
to all registered Interested and Affected Parties (I&APs) during the
designated commenting period.
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1.8.

1.9.

each of the development phases (not only the built environment
phasing but also the impact of the flight arrivals and departures).

1.7.4. The noise contour specialist report should be a response to the
above-referenced (points 1.7.1-1.7.3) to-be-declared phased
development stages, which is to highlight the scale and intensity of
flight activity, operating hours and the noise impact. Effectively, as
example, should there be 4 (four) phases leading to the end state of
the ultimate airport development proposal, then 4 (four) X noise
contour sets will have to be provided in the impact assessment
specialist report.

The same clarification on phasing applies for each of the engineering
services. Each phase is anticipated to have a different impact on bulk and
link infrastructure connections and demand expectations from the
municipal network. It cannot be expected that the City will only engage
the process at the Municipal Planning By-Law (MPBL) land use application
process. Greater clarity is to be included in the forthcoming reports as it
will assist to consider if the potential demands and impact of the
proposed development can be accommodated at certain future timelines.

It is evident from the responses in the Comments and Responses Report
(Appendix 30 of the DSR) that the Environmental Assessment Practitioner
(EAP) is not able to provide some of the details at this stage of the
application and that the proposed expansion of the airport is subject to
several application and authorisation processes. It is reiterated that with
proposed development phases, pointing towards certain increasing
intensities on route to ultimate development rights and the actual impact
on the surrounding land uses are to be assessed.

The noise study and noise contours will reflect No Go alternative and
the two phases within Preferred Alternative the ultimate phase and
maximum impact i.e. 5.2 million passengers per annum, this on the
basis of industry best practice assessment methodology used by the
noise specialists. The noise impact contours will also be prior to
adopting recognised and acceptable industry noise mitigation
measures.

1.7.4. The noise study and noise contours will reflect the No Go alternative

1.8.

1.9.

and the two phases in the Preferred Alternative ultimate phase and
maximum impact i.e. 5.2 million passengers per annum, this on the
basis of industry best practice assessment methodology used by the
noise specialists. The noise impact contours will also be prior to
adopting recognised and acceptable industry noise mitigation
measures.

CWA Response: CWA will ensure that the bulk infrastructure
requirements for Phase 1 and key periods leading up to the ultimate end
state of the proposed development are thoroughly addressed in the
Impact Phase of the Environmental Impact Assessment (EIA). These
requirements will be detailed in the bulk civil and electrical engineering
reports, as well as in the Traffic Impact Assessment (TIA), which will be
prepared by the relevant consultants. This next step in the EIA process will
provide a comprehensive expansion on the infrastructure needs, ensuring
that all necessary details are considered to support the phased
development throughout its progression to the final end state and its
long-term sustainability.

The comment is noted. Impacts will be assessed as part of the impact
assessment phase of the EIA, which will include relevant impacts on
surrounding land uses.
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Existing and latent land use rights

1.10.There is an under representation of the existing and latent land use rights
in the vicinity of the CWA which understate the potential impact of the
proposed CWA expansion to the general public and uninformed
stakeholders of the process.

CWA Response: See 1.10.1 below

In relation to neighbouring developments, it is important to note that,
while the term "latent" refers to something that exists but has not yet
manifested or developed, the conditions imposed on both town planning
and environmental regulations, combined with the passage of more than
10 years without any action, mean these developments can no longer be
regarded as latent but have either formally expired or, if not, should be
considered practically lapsed. As such, any rights or authorizations
previously granted have either lapsed or are no longer relevant in
practice.

Significant neighbours and their latent development rights include:
Garden Cities (to the South)

The original conceptual plan submitted by GC over a decade ago for
Portion 2 of Erf 4, Greenville Garden City, has remained unchanged and
thus is still considered a GC Concept. Currently, CWA holds only a zoning
certificate for Erf 4, indicating this erf as zoned for agriculture, a status
confirmed by the City of Cape Town’s Surveyor General zoning viewer and
the agricultural rates and taxes being paid. Although a rezoning for Erf 4
was issued in a letter dated 3 December 2012, it has since lapsed due to
the failure to submit a subdivision within the additional 5-year period
allowed, totalling 10 years, meaning the land retains its agricultural
zoning.

CoCT has confirmed the above in a zoning certificate given to CWA.
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TONOWING PUrposes:

Property description ERF 4, GREENVILLE GARDEN CITY
| Physical address . LICHTENBURG ROAD, GREENVILLE GARDEN CITY -
Applicable Zoning scheme City of Copea Town Development Managemen! Scheme
Ione AGRICULTURAL IONE (AG)

Other previously opproved use rights | The regoning of Brf 4, Greenvile Garden City, sswed under

(If ary) covet of the enclosed letler daled 3 December 2012, has
aped. No submission has been made for the subdivision
of Erf 4 within the 3 year time perlod allowed,

Erf 4 Greenville, shown in orange.

Bella Riva (To the West)

Bella Riva Development included the following land in the approval dated
17" of November 2014:
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a) Remainder of Cape Farm Lichtenberg 175 (Shown in Light Blue)

b) Portion 1 of Cape Farm Lichtenberg 175

c) Remainder Cape Farm 123 (Shown in Pink)

d) Remainder Portion 1 of Cape Farm 123 (Lowenhof) (Shown in
White)

e) Remainder Portion 2 (Portion of Portionl) of Cape Farm 123
(Shown in Orange)

f) Cape Farm 1446

Sagewise has been leading the development process for "Bella Riva"
under various options to purchase portions of land from the owners
previously mentioned. It is important to note that some of these options
have expired, and certain properties originally included in the
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development have since been transferred to new owners with different
objectives.

The areas highlighted in pink, and orange represent the only sections of
the previously approved “Bella Riva” development that Sagewise has any
control of. The property marked in white was sold to an adjacent farmer
and is not available for development. After discussions with the owner of
the land indicated in blue, the option to purchase has lapsed, and this land
is currently on the market.

The original town planning approval dated the 17" of November 2014 is
coming up for 10 years since it was approved with no action from the
developer.

From CWA's perspective, the developer is unlikely to achieve the
necessary approvals and infrastructure completion in time to register
their rights, primarily due to significant changes in the development plan
and associated delays. The decision to omit the golf course and shift focus
to lower-cost housing on only one portion of the land marks a substantial
deviation from the original vision, likely requiring new environmental and
planning approvals, which will prolong the timeline. Moreover, the road
and stormwater infrastructure needed for Phase 1, including the East-
West Road Link and Lucullus Avenue extension, presents significant
challenges that the developer may not be able to meet within the
required timeframe. This is compounded by potential delays in securing
agreements between the City of Cape Town, Provincial Government, and
the developer on road phasing. Furthermore, the reduced scope of the
development, focusing solely on lower-cost housing and omitting key
amenities like the golf course, undermines the project's original appeal,
potentially affecting demand and the viability of the project. Although
Bella Riva applied for an extension of validity under S 107 (3)(4) of the
Municipal Planning Bylaw, and their zoning rights are in place until 15 July
2025, the substantial changes to the project and infrastructure delays
make it unlikely that the development will proceed within the remaining
time frame.
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1.10.1. Several approved land use applications are available (latent and
not yet visible in the form of physical developments) such as on Bella
Riva as well as the Greenville Garden Cities development project.
However, the DSR documentation are largely silent on those and
hence creates an under representation of the potential impact of
the airport expansion.

1.10.2. Similarly, the DSR (from page 105 onwards) refers to the 350
000sgm of non-residential lettable land uses envisaged, but it is
unclear how the market will take up these land uses considering the
presence of existing commercial and industrial complexes in the
northern corridor — more specifically also around 350 000sgm as
part of the Greenville Garden Cities development project.

Refer to other developments in the area as shown in comment 1.10.4

1.10.1.

1.10.2.

CWA Response: The Spatial Planning and land use status report did
address Bella Riva and Greenville in detail. Enquires will be made to
the District Planning office again for an update of other “latent”
developments.

Also refer to response in 1.10 above.
CWA Response: There are three points to be made here.

Firstly, commercial and industrial nodes do not develop because
spatial plans and zonings permit such land use. It only happens where
the cumulative agglomeration advantages and symbiotic business
interdependencies make it possible. Without a massive catalyst, the
existing Fisantekraal Industrial area and the large extent between it
and the airport, is unlikely to be developed as a thriving industrial
employment node over the next 20 years, despite the 2023 District
Plan earmarking it for Industrial use. The take-up of industrial space
under the status quo (without the airport expansion) cannot be used
as the norm for what could happen with the airport expansion.

Secondly, the floor space proposed for the airport is not comparable
on a m? basis with ordinary industrial and commercial space that
relies exclusively on road-based transport and serves an intracity
distribution and manufacturing role. The driver of floor space at an
airport are uses that serve intercity distribution and manufacturing.
To compare the non-residential lettable land uses at the airport with
those on the N1 and R300 that serves a different function is
unproductive.

Thirdly, a large component of the proposed floor space consists of
hangers, Fixed Based Operators facilities for freight handling and
storage.

As of September 2024, Cape Winelands Airport (CWA) is already
experiencing significant demand for space, with confirmed interest
across various sectors. Airlines like Safair, Airlink, and others have
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requested hangar space totaling 5,400 square meters. Fixed Base
Operators (FBOs) such as Absolute Aviation, Execujet, Signature
Aviation, and Fireblade are seeking more than 38,500 square meters
to support their high-end services for private and business aviation.
General aviation entities, including Air Mercy Services, aircraft
manufacturers like Cirrus, simulators, crop sprayers, and training
facilities, have submitted expressions of interest totalling 65,090
square meters. Additionally, private airplane owners are looking for
hangarage space amounting to 24,900 square meters.

This combined demand of over 133,890 square meters, recorded well
before the airport’s completion, is expected to increase significantly
as the project progresses toward finalization. The closer to
completion, the higher the demand is likely to soar, driven by the
growing recognition of CWA's strategic value and potential to serve
as a multifaceted aviation hub. This early interest underscores the
airport’s future role as a key player in the regional and national
aviation industry.

Phase 1 of the airport development, covering approximately
200,000m?, includes key facilities like air traffic control, passenger
terminals, aircraft parking, and operational support services. It
features essential infrastructure such as the Aero Museum, GA and
VIP terminals, fuelling stations, and maintenance areas. The plan
ensures comprehensive services for both passengers and ground
operations with provisions for restaurants, retail, car rentals, and
public transport. Water and energy systems are established,
including biogas and groundwater treatment plants, along with areas
reserved for future expansion.

The final phase will expand the development to 350,000m?, allowing
for additional infrastructure and increased capacity. Future-proofing
measures include space for pier expansion and terminal reserve,
ensuring the airport can accommodate growing demand. The phased
approach enables the gradual build-up of critical operational areas
like cargo handling, special facilities, and maintenance, while also
considering sustainable energy production and water management
systems, positioning the project for long-term success.
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1.10.3. There is no reflection of current land use rights (albeit latent) of
industrial and commercial land within a 10km radius of the CWA and
hence result in an over stipulation of the potential market demand
and supply plans.

1.10.3. CWA Response: See response to 1.10.2 above

1.10.4. The DSRis silent about other semi-/ publicly known industrial and
commercial developments in various stages of EIA and land use
approvals; such as around Lucullus Gardens, Durbanville Industrial

1.10.4. CWA Response: See response to 1.10.2 above

The comment provided by the Urban Planning Department regarding

Area, to mention a few. Please refer to Figure 1 below

No commitment from Transnet on site locations within Kraaifontein area
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the Cape Winelands Airport (CWA) development and surrounding
development applications has raised concerns due to the inclusion of
incorrect and inaccurate information. These inaccuracies have the
potential to cause confusion among stakeholders, leading to
unnecessary delays and complicating the coordination necessary for

a project of this scale. It is essential that the information shared aligns
accurately with both current and projected developments in the
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There are several inaccuracies in this image, which depicts "semi-
publicly known industrial and commercial developments in various
stages of EIA and land use approvals, such as around Lucullus Gardens
and the Durbanville Industrial Area, among others."

The area marked in black is labelled as the Bella Riva development,
where there are existing rights for residential housing, and a new Site
Development Plan (SDP) is underway. It indicates 3,000 residential
units and 10,000m? of business space on 85 hectares of land.
However, this black-marked area is actually 422 hectares and is
referred to in the Zutari report “Belcon / Kraaicon Feasibility Study”
as "Alternative 4," which is an option for a super container terminal
to replace the Belville Container Terminal. The same applies to
Alternatives 1, 2, and 3 shown in the image. Bella Riva site is in a
similar location but does not have the scale of this.

Farm Nootlgodagcht
* Fre-subymiagon for ndusiial Developmant 71 na cutsde urban dev ecdps

Figure 1: Development proposals surrounding the CWA to be impacted.

The Zutari report discusses the challenges and feasibility of
establishing an inland intermodal freight terminal to address the
capacity limitations at the Port of Cape Town. The port currently faces
constraints due to a lack of available land for terminal expansion,
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leading to issues like congestion, environmental impacts, and
infrastructure damage in surrounding areas.

Transnet, responsible for port operations, is considering inland
intermodal freight terminals as a solution. These terminals would
help manage the increasing port activities, reduce road congestion,
and promote more efficient and environmentally friendly freight
transport, particularly by shifting some operations to rail.

The study outlined in the document aims to compare the potential of
two sites, Belcon and a notional site in Kraaifontein, as suitable
locations for the terminal. It evaluates the technical, financial, socio-
economic, and environmental factors that would impact the decision.

The City of Cape Town is involved in this planning process to ensure
that the siting of an alternative inland port site aligns with its broader
socio-economic and urban development goals.

The description on “Alternative 1” on the reference image supplied
by UPD and marked Figure 1 refers to this “development” as “fully
invaded municipal land”. We assume this is an additional error. This
site is in fact the second highest ranked site for an inland port in Cape
Town as per the report. If this land was available, it would have
ranked the highest.
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Alternatives 1, 2, 3 and 4 clearly identified on the drawing as
development sites, but these are land parcels that have no
development applications on them.

CWA believes together with the identified Inland Port site it would be
a true multimodal transport facility for Cape Town.

Interestingly site 4 adjacent the airport and shown in black would
have ranked highest of the 4 if it was not for land availability.

Table 27: Qx MCDA for site

The Greenville Phase 2-4 Development shown in orange is shown as
73 hectares of business and industrial units. This is the expired
Garden Cities development referred to in 1.10 above and is zoned
agricultural and is 384 hectares.
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Impact on communications infrastructure (masts)

1.11. There is inadequate reference to the existing tall communication masts
(and their potential impact on flight paths etc.) as owned by the South
African Defence Force (Navy). These are located south-west of the airport
site, adjacent to the Klipheuwel Road on Portion 2 of Cape Farm 168.

1.11.

It shows the Cape Winelands Airport Project in pink as a 35-hectare
mixed use development including and intermodal freight village. This
pink site is half of the existing airport and is 110 hectares in size.

Specialist response:

Lucullus Gardens, Bella Riva and Greenville Garden Cities are included
in the Socio-economic Scoping report.

Other developments to be included in the full Socio-economic Impact
Assessment:

Alt 3 — Current smallholdings and multiple owners

Alt 2: Buhr land (49 ha pro-submission for industrial development)
N1 Business Gateway Park: 25 ha approved industrial area

Alt 1: Fully invaded municipal land or residential development

Farm Nooitgedacht: Pre-submission for 71 ha industrial Development
outside urban edge

CWA Response: The masts are 4km south-west of the airport and not
in the direct flight path.

The “ICAO Amended Annex 14 Obstacle Assessment Report for Cape
Winelands Airport" evaluates potential obstacles around the airport
that may affect aircraft operations. Conducted as part of an ATNS
WGS-84 survey, the report assesses obstacles based on ICAO Annex
14 standards to determine their impact on both current and future
aerodrome operations. It outlines the Obstacle Limitation Surfaces
(OLS) designed to ensure safety during aircraft take-offs and landings
by keeping designated airspace clear of obstructions. Detailed
runway data, including dimensions and specific obstacle limitations,
are provided for multiple runways, such as RWY 01, RWY 19, RWY 14,
and RWY 32. Several obstacles that penetrate the OLS are identified,
including structures such as hangars, trees, and power poles.

The existing tall communication masts owned by the South African
Defence Force located south-west of the airport site, adjacent to the
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Acknowledge the lack of connection with an operational freight rail line

1.12. Previous concerns raised by the UPD Department regarding the practical

disconnect between the non-residential land uses on the airport site and
the distant location of the current rail line (no station), about 1 km to the
west, has not been addressed.

Klipheuwel Road on Portion 2 of Cape Farm 168 are not on this report
and this report identifies no significant obstacles.

1.12.  CWA Response: CWA acknowledges the Urban Planning

Department’s concerns regarding the distance between the CWA site and
the existing rail line. However, it is important to clarify that a distance of
approximately 1km from a railway line cannot be considered a “distant
location” in the context of modern airport and transport infrastructure
planning. Many successful airports around the world are located even
further from major rail lines but are effectively connected through well-
coordinated public transport networks.

CWA'’s phased development approach includes plans for a comprehensive
transport network that will address the airport's growing needs over time.
In the early stages, efficient alternatives such as expanded bus rapid
transit (BRT) systems and shuttle services will ensure seamless
connections to the rail line and other key hubs. These measures will ensure
accessibility and mobility without the immediate need for direct rail
integration.

As the airport grows, future rail connectivity is part of the long-term vision,
and we are already engaging with relevant authorities to plan for such
integration at the appropriate stages of development. This flexible, phased
approach allows us to align infrastructure with demand while ensuring
that no immediate gaps in public transport connectivity exist.

CWA recognize the concern, the proximity of 1km to a rail line is far from
prohibitive, and the current transport plan effectively addresses
connectivity in the early phases, with provisions for rail integration as
demand increases.
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1.12.1. Major multi-modal freight and logistic hubs (as proposed in the
DSR documentation), especially in the context of optimization of
costs and logistic efficiencies, would have to have a rail line on the
site.

1.12.1.

CWA Response: See 1.10 and 1.12 above.

While the inclusion of a rail line at major multi-modal freight and
logistics hubs can enhance efficiency, it is important to recognize that
modern supply chains are increasingly flexible and do not rely solely
on rail infrastructure. A phased approach, beginning with road
connectivity, can address immediate operational needs while
allowing for the potential introduction of rail in later stages, based
on actual demand. With advancements in trucking technologies and
automation, road transport is becoming more cost-effective,
reducing the necessity for rail, especially for short- to medium-
distance freight movements. Moreover, the viability of rail depends
on freight volume and distance, meaning a cost-benefit analysis
should guide whether the significant investment in rail is justified. In
a multi-modal hub, air transport is a key component and can
effectively only be done at an airport, highlighting the importance of
Cape Winelands Airport (CWA). While the railway line is just 1km
away, the CWA's landside infrastructure plays a more critical role in
supporting the potential of a multi-modal hub than the rail itself.
Additionally, modern logistics hubs can achieve high efficiency
through technological innovations like automated handling systems
and real-time tracking, which optimize intermodal connectivity.
Successful logistics hubs worldwide demonstrate that road-based
and air transport, integrated with nearby rail or port infrastructure,
can be highly effective. Therefore, rail should not be viewed as an
immediate requirement but as part of a flexible, long-term strategy
that balances costs, air transport, and logistical efficiencies.
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1.12.2. The current location of the railway line is a weak point. Therefore,
it is questionable if the 350 000sqm (or large parts thereof) non-
residential land uses planned, can actually function as an intermodal
logistics hub.

Role of CWA in relation to existing airports

1.13.The role of the CWA in the cluster of existing airports and its functions

need to be clarified and the demand figure stipulated for now and in
future. This will prevent further confusion with many stakeholders
regarding the segmentation and/ or duplication of roles between CWA,
CTIA (Cape Town International Airport), George International Airport and
others.

1.12.2. CWA Response: See 1.12.1 and 1.10.2 above.

1.13. CWA Response: See 1.6.1 above.

The introduction of CWA is about enabling and accelerating growth of the
market and not imposing limitations.

The aviation sector is broad and complex, with multiple unique and
heterogenous sub-sectors. It is globally accepted that multiple airport
operators can serve different and overlapping roles.

Complementary role as General Aviation Hub

General aviation is a key market and integral part of CWA’s business
strategy.

There are other airfields within 30km of CWA, however each are already
at or near their maximum hangar capacity, with short runways suitable
for only a small portion of the sector and face significant barriers to
expansion due to various factors (location, size, zoning, availability of
land). The expansion of CWA will provide much needed relief.

CWA will therefore be the only airport in the region other than CTIA with
the infrastructure capable of serving the broader General Aviation (GA)
sector — a sub-sector that is currently faced with significant capacity
shortages rendering the industry unable to serve the ever-increasing
demand. With CWA, the GA sub-sector can finally consolidate at one
airport in an environment conducive to growth, stimulating further
economic activity.

In addition to an independent GA traffic forecast that was conducted for
CWA, CWA held extensive engagements with GA operators from across
the country to gauge the interest and support from industry. It was
concluded that there is an overwhelming shortage of GA capacity and
facilities within Cape Town across the GA sector. CWA'’s plans have
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therefore been informed by industry and are a direct response to
demonstrated demand.

The CWA will play a major role in consolidating general aviation in the
region.

Complementary role as Diversion Airport

The decision to apply for an ICAO Code 4F instrument operations and
ICAO Category 9 fire and rescue level of protection with a 3.5km runway
follow extensive industry consultations with airlines and airline
associations. This level of infrastructure and services are required by the
airline operators in order to use Cape Winelands Airport as an alternative
destination airport in the event of diversions. From the specialist studies
it is clear that such capability and capacity will reduce operating costs by
up to 5% per flight for current services operating into Cape Town
International Airport. The savings in cost is as a direct result of a reduction
in fuel uplift and fuel burn, the latter then having a further positive impact
by reducing carbon emissions up to 5% per flight.

Globally, the airline industry is challenged to achieve Net Zero by 2050.
The existence of Cape Winelands Airport will enable a 5% reduction in
carbon emissions for every flight flying into CTIA. It will allow Cape Town
to be ahead of the curve in being an attractive destination for those users
that do not only value lower costs but also environmental considerations
— an increasing trend amongst global travellers. Through this CWA will
also align to the aspirations as set out in the National Airport
Development Plan (NADP).

Projected indications are that the cumulative savings or value being
retained on an annual basis exceeds R1 billion per annum when
considered and calculated across all of the airlines.

The specialist studies completed confirm that the further development
and expansion of the Cape Winelands Airport will significantly contribute
in providing real relief for the airline operators in terms of costs and route
profitability. Airline margins are very low, 2-5%, a 5% reduction in the
operating costs of a route therefore will make a meaningful impact, not
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only in retaining current airlines but also in attracting airlines where the
business case have been marginal to date.

The savings have been verified as real and significant and will be a key
contributing factor in ensuring growing and sustainable air access into the
region, much needed to mirror the growing population and economic
activity in Cape Town and the Western Cape.

These benefits accrue with airlines continuing to fly into Cape Town
International Airport, i.e. as a diversion airport, CWA does not take away
any of Cape Town International Airport’s traffic.

Another key benefit associated with CWA as a diversion airport accrues
to the passenger, with the CWA as the diversion airport being located in
the same city as the destination airport (CTIA), i.e. currently when aircraft
are diverted from CTIA, passengers find themselves in a different city.
With the existence of CWA as a diversion airport, passengers will have the
immense of diverting to an airport in the same city only 25km away from
their intended destination.

Scheduled Services

Considering the major capital expansion project that CWA is embarking
on, which includes a 3.5km Code F runway, the gradual traffic growth may
seem misplaced. However, the primary reason for CWA implementing
such infrastructure is not just about scheduled passenger growth at its
own airport —it is to specifically unlock the benefits enabled to the airline
sector by introducing a much closer alternate airport for the purposes of
diversions and fuel planning on flights inbound to CTIA from day one of
the airport opening — as the same level of runway capability as CTIA is
required in order to do so.

The infrastructure described above, comes into being through an
innovative and fresh way of creating world class infrastructure in a
manner that also has minimum impact on the airlines and passengers
from a tariff and cost perspective.

This same infrastructure can and will be used to build scheduled services
over time in and out of Cape Winelands Airport. The approach towards
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Cape Winelands Airport’s (CWA) introduction into the market is one of
measured conservatism with CWA expected to process 5 million
passengers per annum over 25 years. CWA is expected to have 25%
market share (5 million of 20 million). This equates to CWA’s own
incremental growth of market share of a very gradual 1% per annum.

CWA'’s conservative and measured approach to traffic development over
the 25 years, will enable both CWA, CTIA and other airports to adjust their
business plans in keeping with market shifts and growth by positively
contributing to CTIA’s and CWA’s sustainability.

Both CTIA and CWA will have their own defined controlled airspace with
a defined corridor between the two allowing for VFR (Visual Flight Rules)
traffic moving between Stellenbosch and Morningstar Airports and
further up the West Coast. Similarly for flights flying south and east along
South Coast/Garden Route.

Complementary role as a Reliever Airport

CWA, as a reliever airport will perform multiple functions, from relieving
congestion at CTIA during times of temporary increased activity or
providing redundancy to the City of Cape Town in times when the airport
is closed for an extended period of time. As a reliever airport:

e CWA will improve the attractiveness of the city to host major
events by providing additional airport capacity. When the city
bids for a mega event, air access is always a key consideration
and with added airport capacity it could be the difference
between being the winning bidding city or not.

e CWA will contribute toward continuity of economic activity
(trade and tourism) in the event of an extended closure at CTIA.

e CWA could provide additional temporary or permanent capacity
during peak periods (slot constraint times and peak seasons
noting the seasonal nature of visitor trends)

e CWA will offer redundancy in the event of catastrophic fires,
structural failures, fuel or power supply interruptions etc, etc

Add to that the benefits of having a second airport, as is the case with
most major prospering cities, ensuring full redundancy in the event of a
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failure of infrastructure, services or systems at any one of the airports.
Regular failures have been experienced at CTIA in recent times ranging
from fuel supply, availability of runway and power failures. On each
occasion the impact on both the airlines and passengers are significant,
this in terms of disruption, costs and inconvenience.

Other Complementary roles

As part of future proofing the City the CoCT has been on record expressing
for some time now the need and importance of freeing up state land to
provide much needed housing. Part of the land being considered is some
668 hectares of well-located, underutilised land that exists at the
Wingfield and the Ysterplaat air bases, adjacent to Century City, and at
Youngsfield, between Wynberg and Ottery. Should this happen the CoCT
will have to ensure that an alternative existing airport will be able to
absorb and accommodate such operators in proximity or ideally within
the metro.

In previous discussions with the City Planners the officials have requested
the Cape Winelands Team to consider this need and to ensure the ability
to incorporate and consolidate such needs within the Cape Winelands
Airport Development should that be required. The developers of CWA can
now confirm that it will be in a position to fulfil such a role of incorporating
and consolidating all aviation, military and civilian, fixed wing and rotor,
for the Cape Town Metro and greater peninsula should that be
required. There is no existing airport or airfield better positioned than the
CWA to do so.

One must ask the question, why 81 years ago was the CWA site identified
as the preferred site for an airport? The Cape peninsula with its
topography and mountain ranges provide limited options where you
require level tracks of land large enough to lay down runways of
over 3km's in length. Other than the Joostenberg vlaktes decided upon
for CWA there is the Cape flats which eventually became the home for
CTIA. Both sites provide the opportunity, CWA then with the added
advantage of 400 feet elevation which is an important factor when the
Atlantic fog rolls in over Cape Town during some months of the year. The
remainder of the peninsula is restricted, other than mountains and
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obstacles, then also by built-up areas, protected areas and development
exclusion zones such as the Koeberg nuclear zone.

CWA carries the majority support of the neighbouring farmers and
farming community and essentially provides a clean slate for responsible
and inegrated development. This is on the basis where conflicts between
the airport and conflicting land uses such as residential within flight paths
and noise zones can be planned and avoided from the start. In doing so
CWA will provide the much-needed roles identified i.e. being a reliever
airport and providing both additional capacity and redundancy. There is
the added benefit of CWA having the opportunity and capability to play a
very important role in consolidating numerous smaller military and
civilian airport activity over the medium to long term onto one single
site.

Once CWA has been completed the city will have an added advantage of
having two 3.5km unrestricted runways at two geographically
independent and separated sites with full redundancy.

It is clear that the relationship between CTIA and CWA is complementary
in that as a first step CWA allows to grow the market substantially and on
a sustainable basis.

George Airport is a regional airport in the ACSA stable feeding into CTIA,
similar to Plettenberg Bay Airport being a regional airport feeding into
CTIA and in future CWA. The two main airports CTIA and CWA can in
terms of their respective master plans, co-exist and integrate with smaller
surrounding airfields, the consolidated picture essentially representing
the Cape Town and Western Cape integrated Air Access Master Plan.

Airport Phasing

The first phase is to start immediately upon all authorisations being in
place. The second phase will be triggered by growth in passenger numbers
being at 1.7 million passengers per year. NACO projected that this is likely
to occur by 2029. Full and final development will be reach when the
passenger number reach 5.2 million passengers per annum.
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1.14. Previous comments provided during the pre-application scoping phase

requested clarification of what is meant by the Cape Winelands as a
commercial airport. The response “An application in terms of Section .53
of LUPA will be made and provide more detail re the commercial airport
and the intended associated uses and scale of development” is a standard
response provided for various comments raised in the pre-application
scoping phase that detail will follow in one or the other process.

1.14.

Competition

ACSA has since its establishment had the benefit of operating CTIA for 30
years without competition.

CWA'’s position is that competition in a free-market economy is critically
important, this includes competing fairly with competitors, customers
and suppliers, alike.

Competition benefits both businesses and consumers. It shows
companies where they need to improve; encourage organisations to
strive for greater efficiency, become more innovative, more productive,
and be better businesses, in other words ultimately satisfying unmet
demand.

It is CWA’s view that the proposed investment into CWA should be
welcomed as it helps to grow the SA airport network and sector as a
whole, while contributing toward a sustainable city.

CWA Response: See 1.10.2 above.

CWA as a commercial airport means that the airport will be designed
and operated to serve public passenger and cargo flights,
accommodating a wide range of commercial airline activities. This
involves regular scheduled flights by airlines, airport services for
passengers (such as check-in, baggage handling, and security), as well
as cargo and logistics operations.

Being classified as a commercial airport implies that it is not limited
to private, military, or charter operations but is part of the broader
aviation infrastructure catering to business and tourism demand,
supporting the economic activities of the region. The commercial
focus would typically include infrastructure for airlines, retail, cargo
handling, and ground transportation.

In the case of Cape Winelands Airport (CWA), this aligns with the
strategic goal of positioning it as a significant hub to support Cape
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1.15.The DSR is based on the end state to develop the airfield into a fully
commercial airport with very limited detail of the in-between phases.

1.15.1. This limits the UPD Department in evaluating the symbiotic or
conflicting roles of the CWA compared to CTIA strategically, and at
which stage certain functions may migrate from CTIA to CWA.

1.15.2. Considering the case at CTIA regarding their re-aligned and
second runway EIA a decade or so ago, the Environmental
Authorisation may be considered likely for some of the phases, but
not all of the total end state of the development as envisioned.

1.15.

1.15.1.

1.15.2.

Town's growing air traffic. The phased development approach for
aviation and surrounding infrastructure demonstrates the airport’s
role in regional economic development.

To facilitate the formal approval process for the CWA development,
an application will be submitted in terms of Section 53 of the Western
Cape Land Use Planning Act (LUPA). The application will require
detailed submissions, public participation, and comprehensive
assessments to ensure the proposed airport development aligns with
planning frameworks and environmental considerations.

The Section 53 application will include the intended development for
passenger air traffic, cargo operations, and commercial activities,
such as retail, hospitality services, warehousing and hangars. The
scale of the development is Phase 1 of the airport covering
approximately 200,000m? and the final phase expanding to
350,000m?2. This development will reflect the airport’s dual role as
both a transportation hub and a catalyst for regional economic
growth, integrating various industries and services.

Additionally, the application will address the airport’s phased
approach, including provisions for phased activity levels. It will
explore the necessary infrastructure to support passenger and cargo
traffic, multi-modal transport facilities, warehousing, and potentially
customs facilities for international cargo. This comprehensive
planning process will ensure that the airport’s development is
sustainable, economically beneficial, and aligned with regional
growth objectives.

CWA Response: See 1.3.1 and 1.7 above.

CWA Response: See 1.3.1 and 1.13 above

CWA Response:

(also refer to 1.17 below)
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Therefore, the CWA may consider positioning certain phases of
development, which may result in a step-by-step-approval, or
certain cumulative components of the development instead of the
end state development to be considered in the EIA.

1.16. The role of George International Airport is to be understood, considering
that there is hardly any mention of this airport, which is located closest to
CWA than other airports referenced. Furthermore, it is unclear why
George International Airport is not included in the cluster of airports.

1.16.

Please be advised that CTIA does not have EIA approval for their
second runway, only for their new realigned runway.

A valid consideration in response to this phased approach is that an
incremental strategy may also face criticism for not presenting the
full scope of the project upfront. By clearly outlining the proposed
end state from the beginning, all stakeholders—including role players
and investors—can better plan for the long-term. This transparency
helps ensure that the necessary infrastructure, environmental
mitigation measures, and other critical elements are accounted for
early on, facilitating more efficient decision-making and resource
allocation. A comprehensive view of the end state allows for a holistic
approach to development, which can reduce unforeseen challenges
and promote more coordinated efforts among all parties involved.

CWA Response:
Also referto 1.17.

George Airport is a regional airport in the ACSA stable feeding into
CTIA, similar to Plettenberg Bay Airport being a regional airport
feeding into CTIA and in future CWA.

George Airport is not suitable as a destination alternate airport, for
several reasons. One of the main limitations is its runway strength,
with a lower Pavement Classification Number (PCN 47), making it
inadequate to handle heavier wide-body aircraft like the A350-1000.
This restricts its ability to accommodate larger aircraft during
diversions.

Additionally, George Airport operates under limited hours and is not
available for final arrivals outside of these hours, reducing its
reliability as an alternate option for Cape Town International Airport.
The airport’s infrastructure is also insufficient for certain wide-body
aircraft, and its ground handling, maintenance services, and apron
space are limited, making it less capable of handling diverted traffic.

These factors, combined, make George Airport an unfavourable
option as a destination alternate for Cape Town International.
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1.17.The DSR documentation lacks a comprehensive response/ specialist
study, which lays out the current functioning of the airfields and airports
(or various sizes), and how their anticipated growth will complement
rather than compete with each other for passengers and cargo.

1.17.1. Theindustry should have transparent and practical phasing plans,
which both parties agree with, in submitting for replacements or
functional replacement roles.

1.17.2. The DSR documentation are not clear on those components in the
cluster of airports in the Western Cape. This particularly affect the

1.17.

An independent study by a European airport consultant confirmed
that the plans for CWA will enable it to be classified as an operational
aerodrome, meeting all airline requirements for such a designation.
The study assessed six South African airports—Bloemfontein, King
Shaka, George, OR Tambo, Port Elizabeth, and CWA—for their
suitability as destination alternate aerodromes for Cape Town
International Airport (CPT). Military airports were excluded from
consideration, as they cannot be nominated as alternates in South
Africa.

Based on criteria such as aircraft performance, apron and taxiway
strength, operating hours, ground handling, fuel services,
maintenance, passenger facilities, firefighting services, runway
lighting, instrument landing systems, air traffic control, apron space,
and meteorological capabilities, the study found minimal
competition. Only King Shaka and OR Tambo Airport, besides CWA,
are suitable as destination alternates for CPT, with both able to
accommodate all aircraft types flying to CPT. However, OR Tambo’s
high elevation limits the ability of some aircraft to take off at their
maximum weight.

The master plan for CWA meets all requirements to serve as a
destination alternate aerodrome for CPT, and given the significant
fuel savings it offers airlines, the study concludes that CWA could
become the preferred destination alternate for CPT in the future.

CWA Response
Also refer 1.13.

We do not concur with the SPD’s departure point that airports
should “rather not compete”.

ACSA has since its establishment had the benefit of operating CTIA
for 30 years without competition.
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phases of moving into full international commercial cargo and
passengers, customs, and such land uses which at the moment is
located at CTIA and George International Airport. It is less about the
civil aviation function than about the commercial function. For
example, Figure 9 of the DSR is not clearly segmenting the role of
CWA versus CTIA, vs other in the cluster of airports.

CWA'’s position is that competition in a free-market economy is
critically important, this includes competing fairly with competitors,
customers and suppliers, alike.

Competition benefits both businesses and consumers. It shows
companies where they need to improve; encourage organisations to
strive for greater efficiency, become more innovative, more
productive, and be better businesses, in other words ultimately
satisfying unmet demand.

It is CWA’s view that the proposed investment into CWA should be
welcomed as it helps to grow the SA airport network and sector as a
whole, while contributing toward a sustainable city.

The Airports Company of South Africa was founded by way of an Act
of Parliament, Act No. 44 of 1993: Airports Company Act, 1993.
ACSA is prohibited from conducting its business in any way that
might restrict fair competition. In terms of the Act and more
specifically Clause 5 (2) (d),

“..conduct its business in such a manner as to ensure that the
company does not engage in any restrictive practice as defined in
section 1- of the Maintenance and Promotion of Competition Act,
1979 (Act No. 96 of 1979);' .

Anti-competitive behaviour leads to monopolies that are insufficient
and does not serve the public efficiently. That is why SA has a
Competitions Board to prevent the creation of monopolies and
oligopolies from distorting the marketplace. Healthy competition will
improve the CTIA’s high levels of service delivery even more, and at
lower prices. Whereas collaboration is essential within the industry,
care should be taken that cartels are not formed, and the decision-
making authorities (and relevant |IAPs) should be clear on their
position in this regard. The formation of cartels in the construction of
the FIFA 2010 soccer stadia is an example of how local government
and ultimately the taxpayers were exploited. the well published
inefficiencies of the Cape Town Port demonstrate the risks to the
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City’s economy if well-run monopoly regresses with no alternative to
keep it on its toes.

A detailed Concept of Operations (CONOPS) report outlines the
operational framework and vision for a project or system, serving as
a bridge between technical and non-technical stakeholders. It defines
the current environment, establishes objectives, and describes how
future operations will function, including roles, responsibilities, and
necessary changes to infrastructure or processes. In the context of
Cape Winelands Airport (CWA), their final CONOPS report covers a
comprehensive specialist study that examines the current
functioning of airfields and airports of various sizes and provides
guidance on how their anticipated growth will complement, rather
than compete with, each other for passengers and cargo. The report
also emphasizes collaboration among stakeholders, such as air traffic
control, airlines, and regulatory bodies, to ensure seamless
integration and operational efficiency.

Additionally, the report offers a roadmap for implementing the
proposed changes, focusing on safety, risk management, and
operational standards. It outlines steps required for development,
such as infrastructure upgrades, procedural modifications, and
technological advancements, ensuring that growth in air traffic and
cargo is managed harmoniously across multiple facilities. By
presenting a comprehensive plan that aligns future actions with the
project’s goals, CWA’s final CONOPS report supports informed
decision-making, ensuring that airfields and airports function
effectively and complementarily while maintaining high standards of
safety and efficiency.

The Cape Winelands Airport CONOPS report considered several key
airfields and airports in its study. These include Cape Town
International Airport (FACT), which handles both Instrument Flight
Rules (IFR) and Visual Flight Rules (VFR) traffic, Stellenbosch Airfield
(FASH), which supports VFR traffic, and Ysterplaat Airforce Base
(FAYP), primarily used for military purposes. Additionally, several
smaller airstrips and local aerodromes within 20 nautical miles of
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1.18.The UPD Department supports the proposal for a detailed economic/

market study to determine the need and desirability of both airports
within the regional context of the Western Cape including a consideration
of George Airport together with CTIA. This was previously raised by the
UPD Department and not adequately addressed in the specialist studies.

1.18.

CWA were assessed, such as Morningstar, Diemerskraal, and
Grootfontein.

These airports and airfields are considered for their proximity to CWA
and the potential for their traffic to interact with CWA's operations.
The report ensures that CWA's anticipated growth complements
rather than competes with these facilities, particularly FACT, with
which it will share controlled airspace while facilitating both
scheduled and unscheduled operations.

CWA Response:
Also refer 17.1 and 1.6.

The Need and Desirably will be addressed in accordance with the DEADP
guidelines. The 2013 DEA&DP guideline states that “while the concept of
need and desirability relates to the type of development being proposed,
essentially, the concept of need and desirability can be explained in terms
of the general meaning of its two components in which need primarily
refers to time and desirability to place —i.e. is this the right time and is it
the right place for locating the type of land-use/activity being proposed?
The concept of need and desirability can also be equated to wise use of
land —i.e. the question of what the most sustainable use of land is.

Refer 1.16 and 1.17

The business plan and financial modelling for the Cape Winelands Airport
(CWA) are commercially privileged information and cannot be made
publicly available. However, we would like to emphasize that the question
of "need" in the context of CWA's development pertains primarily to the
timing of the project. Based on thorough analysis and projections, we
firmly believe that there will definitely be a need for a second major
airport in the Western Cape to support growing passenger numbers,
cargo throughput, and general aviation demands.

The timing of CWA’s development is crucial, and CWA feels that this is the
right moment to begin the project. Current trends indicate that Cape
Town International Airport (CTIA) will face capacity constraints in the
coming years, particularly during peak periods. Additionally, the growth
of regional and international air traffic, coupled with the expansion of the
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Western Cape’s economy, signals that demand for air transport
infrastructure will increase. CWA’s phased approach to development
allows us to align our infrastructure expansion with this anticipated
demand, ensuring that the airport will be fully operational when it is most
needed. By starting now, we are positioning ourselves to be ready at the
optimal time, avoiding delays that could impact regional growth and
competitiveness. The Need and Desirably will be addressed in accordance
with the DEADP guidelines. The 2013 DEA&DP guideline states that “while
the concept of need and desirability relates to the type of development
being proposed, essentially, the concept of need and desirability can be
explained in terms of the general meaning of its two components in which
need primarily refers to time and desirability to place —i.e. is this the right
time and is it the right place for locating the type of land-use/activity
being proposed? The concept of need and desirability can also be
equated to wise use of land — i.e. the question of what the most
sustainable use of land is.

Based on CTIA’s own projections and information from their
Environmental Impact Assessment (EIA) for their realigned runway:

1. Current Runway (01-19) Capacity: ACSA estimated that Runway 01-19
would reach its maximum capacity of 30 air traffic movements (ATMs)
per hour by 2019. This suggests that the runway has already been
operating at or near its peak capacity in recent years.

2. The New Re-aligned Runway (18-36) Capacity: The new, re-aligned
Runway 18-36, with a length of 3,500 meters, is expected to increase
CTIA's capacity. According to ACSA's estimates, Runway 18-36 is
projected to reach its maximum operational capacity around 2032.
This runway is designed to handle up to 228,899 annual aircraft
operations and 23.2 million passengers annually.

ACSA in their EIA for the runway realignment at CTIA has acknowledged
the uncertainties in predicting exactly when these capacity limits will be
reached due to variables such as demand growth, fleet mix, technological
advancements, and regulatory constraints. The projected maximum
capacity for Runway 18-36, the new realigned runway is 2032.
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1.19.The UPD Department notes the response that an application in terms of
Section 53 of LUPA will be made which will address the national and
regional spatial relationships in the context of the Greater Cape Town
Urban Spatial Transformation and Economic Transition Region (“GCTR”).

1.19.

Specialist response:

The extent to which this is addressed in a Socio-economic Impact
Assessment will be considered with input from other specialists.

CWA Response:

Cape Winelands Airport (CWA) is designed to align with South
Africa's national and regional urban growth patterns, as well as key
economic development goals. The project has been structured to
complement the objectives outlined in the National Development
Plan (NDP) 2030, focusing on inclusive growth, job creation, and
enhanced connectivity. The phased approach of CWA allows the
airport to respond effectively to demand while serving as a catalyst
for economic development in surrounding areas. By promoting
decentralization and supporting the creation of new economic hubs,
CWA contributes to reducing urban congestion and aligns with the
spatial transformation goals of the Greater Cape Town Urban Spatial
Transformation and Economic Transition Region (GCTR).

CWA'’s development is also integrated with regional transportation
infrastructure plans. Strategically positioned to connect with existing
and future transportation networks, the airport will act as a critical
node for air, road, and potentially rail connectivity. This integration
ensures that CWA enhances freight and passenger flows within the
region. In alignment with the Western Cape Provincial Spatial
Development Framework (PSDF), CWA supports the development of
a multi-modal transport system, including public transit access and
non-motorized transport options, to further reduce reliance on
private vehicles and contribute to sustainable urban mobility.

Economically, CWA is positioned to be a significant driver of regional
and national economic growth. The airport will enhance the region’s
trade capacity, support tourism, and create employment
opportunities across various sectors such as aviation, logistics, and
agriculture. By serving as a key export hub for the Cape Winelands'
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Need for airport role players discussion

1.20.The UPD Department is of the opinion that it will serve the decision
makers of both the National Environmental Management Act (NEMA) and
MPBL processes well if the current EIA process can bring together all the
relevant decision makers who are mandated to approve different
components of the realisation of an end state airport as indicated in this
EIA application.

1.20.

agricultural products, CWA will connect local producers with global
markets. Additionally, the airport’s phased expansion will contribute
to economic diversification, supporting advanced industries such as
technology, finance, and manufacturing, ensuring that CWA supports
the long-term economic transition of the Western Cape.

In terms of urban integration, CWA’s development is designed to
promote sustainable and inclusive urban transformation.
Surrounding areas will benefit from mixed-use development
opportunities, including residential, commercial, and industrial
activities. This ensures that the airport not only integrates into the
broader urban fabric but also contributes positively to the socio-
economic well-being of the region. As the Western Cape transitions
into a more diversified economy, CWA will play a pivotal role in
positioning the region as a competitive player in the global economy
while driving long-term socio-economic benefits.

CWA Response:

Airports by nature are highly regulated in terms of infrastructure,
standards, quality and services, this in terms of ICAO, Department of
Transport and the Civil Aviation Authority (SACAA) as the competent
authorities.

The UPD Department can with the greatest of confidence leave it to
these authorities to deal with and resolve conflicts, if any.

A more productive role for the UPD Department will be to consider
how specialist transportation systems road, rail, air and sea ports
best be integrated spatially to ensure effective multi-modal transport
systems allowing seamless transitions between the respective
modes.

The CWA team has spent significant time understanding how it could
long term best contribute towards this key objective, using current
properties i.e. CWA and current transport infrastructure i.e. N1, rail
line running past CWA and connecting both Ports of Cape Town and
Saldanha.
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1.20.1. Clarity be provided by the different mandate holders regarding
the principles and information required to come to such
consideration. If the debate and dispute continues only via
submission of letters of concern or complaint in the EIA process,
without creating the space for verbal interaction and consideration
or each other’s views, the EIA process will be delayed, and may not
result in a win-win situation for any of the airport asset owners or
operators.

1.20.1.

The UPD Department is best positioned to bring these major
providers of transport systems and technical solutions together i.e.
SANRAL, Transnet, PRASA, ACSA and CWA to ensure effective
integration and long-term sustainability.

An integrated approach by local and provincial authorities will help
in providing both clarity and efficiency in the development of the
proposed airport. By coordinating efforts between municipal
planning, environmental regulation, transport infrastructure, and
other key departments, decision-makers can ensure that all relevant
aspects of the project are aligned. This collaboration would
streamline the approval process, minimize delays, and address
potential conflicts early on, thereby fostering a more cohesive and
well-managed path towards the realization of the final airport
development. Such an approach would also ensure that the
infrastructure, environmental, and economic needs of the region are
comprehensively addressed, benefiting both the project and the
broader community.

CWA Response:

While the idea of fostering greater collaboration and open dialogue
is commendable, CWA is concerned that the existing process
timelines are simply not conducive to meaningful progress. Although
the EIA process is designed to ensure thorough evaluation and
careful consideration of all stakeholder concerns, it risks becoming
unnecessarily protracted without defined milestones to drive timely
resolution. The continuous cycle of debate, exacerbated by the lack
of direct, solution-driven engagement between key stakeholders,
threatens to stall the momentum of the entire project. CWA believes
that while open dialogue and consensus-building are crucial, the
proposed framework is too cumbersome and lacks the necessary
agility to support efficient decision-making. Without a more
streamlined approach, CWA fears that the project may face
significant delays, ultimately hindering the development and
creating missed opportunities for all airport asset owners, operators,
and the broader regional economy. It is vital that timelines be
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Interpretation of the MSDF and Northern District Plan

1.21.The MSDF and the Northern District Plan were quoted in the comments
and response report (Appendix 30 of the DSR) as motivation to some
comments submitted by other entities, namely the Airport Company of
South Africa (ACSA). The spatial plans were also used as reference to
some responses by the EAP. The following clarity is provided on the policy
statements of these reports, to ensure no confusion or misinterpretation:

1.21.1. The MSDF recognises Cape Town International Airport (CTIA) as a
key economic asset of the City that needs to be protected and
supported in order for it to continue its current role and anticipated
future expansion.

1.21.

1.21.1.

adhered to ensure that progress is not only achievable but aligned
with the broader objectives of the project and its stakeholders.

EAP response:

The NEMA EIA process is regulated with set timeframes and
deliverable dates. Consultation with parties responsible for input or
authorisation of certain milestones is to be included within this
timeframe.

Noted.

CWA Response: CWA emphasizes that while the MSDF rightly
recognizes CTIA as a singular key economic asset, with the
introduction of CWA, the MSDF would need to acknowledge both
CTIA and CWA as vital assets for both the local and regional economy.
Currently, Cape Town has only one airport, and it is imperative to
protect it within the existing spatial planning framework. However,
the introduction of CWA means the MSDF must adapt to recognize
the importance of both airports, ensuring that they contribute to
economic growth, connectivity, and resilience for future expansion.

Noted and agree in as far as “protection” is used in a spatial planning
context as is the intention of the MSDF. But it is not the City’s role to
protect the CTIA’s monopoly and from business competition. The
MPBL is clear in 5.99(2)(e) that the City must consider the impact on
existing rights (other than the right to be protected against trade
competition). This distinction reinforces the idea that while spatial
planning can protect infrastructure assets, it should not interfere
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1.21.2. The MSDF supports complementary and appropriate land
development at the CWA that will contribute to the efficiency of
CTIA in terms of general aviation and related uses. [The policy
statements does not explicitly confirm commercial and international
cargo or passenger related land uses as appropriate].

1.21.2.

with market competition between businesses, which strengthens
CWA'’s position for the development of a second airport.

Imagine a city that has only one bridge connecting two important
economic hubs. Naturally, that bridge would be protected at all costs,
as it serves as the only critical link between the two areas. The city
would prioritize maintenance, upgrades, and even restrictive zoning
around it to ensure it continues functioning without disruption. This
protection is essential because without it, the economy would suffer
greatly.

However, if a second bridge were to be built, the need to "protect at
all costs" shifts. Now, both bridges are vital to the city's infrastructure
and economy. The role of the city changes from solely protecting the
first bridge to ensuring that both bridges are maintained and allowed
to operate freely, enhancing connectivity and economic growth. At
this point, the city's focus would not be on protecting the first bridge
from competing with the second but rather ensuring both can coexist
and serve the public effectively.

Similarly, with only one airport (CTIA), the MSDF must prioritize its
protection. But with the introduction of CWA, the focus should shift
to recognizing both airports as essential economic assets. The City's
role isn’t to shield CTIA from competition but to allow both airports
to function together, benefiting the broader economy without
interference in the natural business dynamics.

Specialist response:

The view expressed by CoCT is not in line with the economic growth
and development of the Western Cape economy and specifically the
broader CoCT area.

CWA Response:

Noted and agree. The policy does not specifically preclude
commercial and international cargo and passenger flights either.
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Secondary airports play a crucial role in complementing primary
airports by alleviating congestion, serving different market segments,
and providing alternative routes and services that enhance overall
aviation capacity. Secondary airports often attract low-cost carriers
(LCCs), regional flights, and general aviation traffic, allowing primary
airports to focus on long-haul and high-value operations. This
relationship creates a symbiotic system, where secondary airports
reduce pressure on primary airports, improve connectivity, and offer
more flexible options for travellers. For example, Gatwick Airport
plays a complementary role to Heathrow by focusing on short-haul,
budget-friendly flights with LCCs like easylet, while Heathrow
prioritizes long-haul, international connections and premium
passengers. This division of roles maximizes efficiency in the London
aviation system, offering more choice and reducing congestion at
Heathrow.

Similarly, Cape Winelands Airport (CWA) is poised to complement
Cape Town International Airport (CTIA) in much the same way. CWA
can serve as a hub for LCCs and regional routes, allowing CTIA to focus
on premium long-haul flights and international connections. This
complementary relationship will help alleviate capacity constraints at
CTIA, enhance Cape Town’s overall aviation capacity, and provide
more options for travellers. Furthermore, by developing general
aviation, cargo, and scheduled traffic offering different routes and
carriers, CWA will support CTIA’s efficiency while catering to specific
market needs. Just like Gatwick is to Heathrow, CWA can
complement CTIA by offering diverse services, improving the region's
aviation infrastructure, and ensuring long-term sustainability for both
airports.

While CWA will primarily focus on accommodating smaller scheduled
airplanes and General Aviation traffic to enhance CTIA's capacity, this
does not preclude CWA from handling larger aircraft. The airport is
designed with the flexibility to manage a range of aircraft sizes,
including bigger planes, ensuring it can adapt to varying operational
demands and contribute to the overall efficiency of air traffic in the
region.
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1.21.3. The MSDF focuses on matters relating to land use and the long
term spatial planning and does not include operational details
associated with the operations of both airports and in particular, the
proposed CWA to cater for scheduled commercial aircraft
operations. This is outside of the MSDF policy guidance because it is
effectively outside the mandate of the City to stipulate the
appropriateness of such land uses. The mandate sits with the
National Department of Transport and separate regulatory
processes.

1.21.4. The Northern District Plan (NDP) is aligned with the MSDF. With
regards to the development of the CWA, similarly than the MSDF,
the NDP does not provide operational details. The NDP states that
any extension to the existing operations, or application for
amendment of approvals (existing) need to follow due process, as
may be prescribed.

1.22.The EAP/applicant is cautioned of the following stipulations in the MSDF,
which highlights the investment partnerships guidelines in new
developments:

1.21.3.

1.21.4.

1.22.

CWA Response:

Noted and strongly agree.

CWA Response:

Noted and agree.

The EAP notes the comment.

CWA Response: Cape Winelands Airport (CWA) aligns well with
multiple aspects of the Municipal Spatial Development Framework
(MSDF) and can provide substantial benefits to the city of Cape Town.
By integrating into the Incremental Growth and Consolidation Areas
(IGSAs), CWA can drive public-private partnerships, attracting
investment in infrastructure that serves both existing communities
and future developments. The airport’s phased development
approach matches the city’s engineering masterplan, making it a
candidate for public investment in bulk services like roads and
utilities. Additionally, CWA could benefit from grants for new
development areas, especially those tied to green infrastructure, as
it incorporates sustainable elements like vertical wind turbines.

CWA could also contribute to the Urban Inner Core (UIC) by
improving transport links and easing congestion at Cape Town
International Airport (CTIA). By offering alternatives for cargo
operations, low-cost carriers (LCCs), and general aviation, CWA can
diversify the region’s transport infrastructure. This would make Cape
Town more competitive, attracting more airlines, creating jobs, and
promoting economic growth. The airport’s focus on sustainable

Page 273 of 324




Table 4.2: Investment partnerships for spatial transformation
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Figure 3: Exiract of Table 4.2 on page 56 of the MSDF.

1.22.1. There will have to be an investment partnership with the City’s
various directorates. All development and support of the City will be
subject to service capacity of existing services networks, and subject
to engineering masterplans. Limited incentives will be available.

1.22.1.

design could also align with the city's goals for future-proofing
infrastructure and promoting environmental resilience.

Furthermore, CWA offers potential benefits to rural areas, especially
Discouraged Growth Areas (DGAs), by improving logistical support for
agricultural exports. Its cargo facilities could connect Cape Winelands
and other rural regions to international markets, promoting rural
economic development. By preserving nearby natural assets and
promoting eco-tourism, CWA’s environmentally conscious approach
also fits into the Critical Natural Assets (CNA) zone, ensuring that
development aligns with sustainable tourism and conservation
objectives.

Overall, CWA’s development would not only relieve pressure on
CTIA but also provide a balanced growth strategy for the city,
combining economic expansion, environmental responsibility, and
spatial transformation.

CWA Response:

It is not always the case for all private sector development to bear
the cost of critical infrastructure projects without subsidy.

The development of Cape Winelands Airport (CWA) aligns with
established precedents in cities around the world where strategic
infrastructure projects have been supported through financial
incentives and public-private partnerships. As demonstrated in global
examples, it is widely recognised that providing rates rebates,
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1.22.2. The cost and financial implications for each role player in the bulk
and link infrastructure network system may be required at the early
stages of the planning documents (such as the EIAs).

1.22.2.

infrastructure subsidies, and incentives for sustainable development
is a standard practice for cities aiming to stimulate economic growth
and enhance regional competitiveness. CWA’s development offers
Cape Town a similar opportunity to leverage such incentives to
unlock significant long-term economic benefits.

Internationally, cities such as Dubai and Berlin have adopted this
approach to support the development of major airports like Al
Maktoum International and Berlin Brandenburg. In these cases, local
governments provided infrastructure subsidies, tax breaks, and co-
investment in transport networks, recognizing the far-reaching
economic and social impacts of a well-developed airport. These
incentives have proven instrumental in attracting business
investment, driving tourism, and creating jobs—outcomes that are
equally attainable for Cape Town through the development of CWA.

Additionally, incentives tied to sustainability are increasingly
common in global airport development. Cities like Stockholm,
through projects such as Arlanda Airport, have successfully
supported eco-friendly initiatives by offering green infrastructure
subsidies. CWA's sustainable features, including renewable energy
integration and the use of frangible fynbos, align closely with Cape
Town’s own environmental priorities. Offering similar support to
CWA would not only enhance the airport’s development but also
reinforce. Cape Town’s position as a forward-thinking,
environmentally conscious city.

Given these well-established precedents, it is clear that providing
strategic incentives for the CWA development is in line with global
best practices. These incentives will ensure that Cape Town remains
competitive, attracts new businesses, and fosters sustainable
growth, making CWA a critical asset to the region’s economic future.

CWA Response:
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1.22.3. A package of plans submission may be required, including a
phasing plan for engineering services provision.

1.22.4. Applicants are advised to generate motivations for a site-specific
deviation from the City’s Council-accepted vision of a more compact
and integrated City as communicated in the MSDF and the DSDFs.

1.22.3.

1.22.4.

Yes, it must be done, but it falls under s.65 of the MPBL and not under
NEMA. It is clearly falls under municipal planning which
Constitutionally the City must deal with under its MPBL.

Cape Winelands Airport (CWA) requires infrastructural development
that exceeds the scope of the standard bulk infrastructure calculators
used by the City of Cape Town. Airports, by their very nature, have
distinct capacity demands in critical areas such as transport networks,
stormwater management, water supply, sewerage, and solid waste
systems. These demands arise due to the scale and complexity of
airport operations, which include continuous passenger and cargo
services, 24/7 operations, and a wide range of ancillary services.

Transport networks must accommodate larger and more frequent
traffic flows, while stormwater management systems need to handle
extensive impervious surfaces like runways and aprons. These
specialized demands go beyond the assumptions typically made for
other types of developments.

Recognizing these unique requirements, CWA understands that the
demand from airports is evaluated on a case-by-case basis. This
approach ensures that the necessary infrastructure is appropriately
scaled to the specific operational needs of an airport. Given CWA’s
role in serving the public and contributing to regional economic
development, it would be common for the associated development
contributions will be subsidised to reflect the public benefit nature of
airport infrastructure.

CWA Response:

Noted and see 1.3. A Package of Plans approach may not be
necessary for two phases where all precincts are developed
simultaneously.  Engineering phasing plans will definitely be
necessary. This will be discussed in the Pre-application consultation
in terms of s.70 of the MPBL.

CWA Response:

Noted, the process prescribed in s.9 of the MPBL will be followed.
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1.22.5. Motivations are required as to why the protection of areas of
agricultural significance (if applicable) or critical natural assets are
not essential anymore or not applicable in the application (SPLUMA
and LUPA).

1.22.6. The public sector most likely will not invest or utilise any grant
funding to finance engineering services expansions for human
settlement or conventional urban development projects in isolated
locations in the Discourage Growth Areas (DGA), considering the
contradiction with the inward growth premise. Although the UPD
Department is satisfied that the potential impacts have been
highlighted, the above comments highlights shortcomings in the
current documentation, which requires further assessment in the
forthcoming reports.

Spatial Planning and Environment: Development Management Department

2.1. The Development Management Department has indicated that its
previous comment remains applicable and satisfied with the scoped
impacts.

Human Settlements: Forward Planning Department
Human Settlement Development

3.1. The NDP has identified and investigated sites within the North East
Corridor for possible housing initiatives and recognizes its potential in
producing an increased number of subsidized housing opportunities and
also leveraging private partnerships to produce open-market suburbs to
ensure the development of integrated communities. It has identified
Housing Priority Action Areas in the north-east region for short and
medium term housing initiatives to occur and the project sites are located
within the prioritized action areas. The bulk infrastructure required in the
different project sites is largely in place or at an advanced planning stage.

3.2. The CWA expansion is significant to the form of the City rural areas, and
has significant implications to the existing and future human settlement
development of the Greenville Garden Cities development project.

1.22.5. Noted.

1.22.6. Noted.

CWA Response: It must be pointed out that the proposed
development is not “a conventional urban development” as
suggested here.

2.
2.1. Noted

3.
3.1. Noted

CWA Response: Of critical importance when expanding human settlement
will be to ensure the right level of economic development and job
creation in the same area, this if we are to successfully reverse the
historical poor practices of the past where residents have to travel vast
distances and spend out of the ordinary amount of time and money to get
to work and back.

The airport development and its broader commercial precinct is exactly
the type of differentiator and force multiplier you need as an anchor
development to create integrated spaces where people can work, live,
learn and play in close proximity.

3.2. Impacts will be assessed as part of the impact assessment phase of the
EIA.
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3.3.

3.2.1.

3.2.2.

3.2.3.

3.24.

3.2.5.

The Concept Plan for Greenville Garden City (6 Phases), was
endorsed by the Western Cape Government as part of the original
rezoning and Phase 1 subdivision approval.

The Greenville development consists of 770 hectares (15 hectares of
which are City-owned). The Greenville New Town is contiguous with
the urban edge and lies approximately 4km to the north of the
established and growing suburb of Kraaifontein.

The Greenville development is providing opportunities for
affordable human settlement development. The overall
development plans to provide 14 562 residential opportunities
(state-assisted, finance linked and market), including business and
industrial GLA.

The expansion of the CWA airport will have a significant impact on
the noise levels, traffic congestion and potentially securing open
market opportunities.

The documentation is to refer to the Greenville Garden City
Development as the future phases of the project will continue and
is anticipated to be impacted by the airport expansion.

Noise impact

Based on the conclusions of the Baseline Noise and Scoping Report
(Appendix 5 of the DSR), the Fisantekraal residential area will be impacted
by the airport expansion, as the frequency of aircrafts will increase the
current noise levels.

3.3.1.

The Baseline Noise and Scoping Report does not indicate the noise
impact of the proposed CWA expansion, but rather measures the
current noise levels. The forthcoming Noise Impact Assessment
Report is to measure the impact of the airport expansion and the
further activities and uses on the surrounding environment.

Socio-economic impact

3.2.1.

3.2.2.

3.2.3.

3.2.4.

3.2.5.

CWA Response: The approval for what is now known as Greenville Erf
4, has lapsed.

Also refer response in 1.10

CWA Response: Refer response in 1.10

CWA Response: Refer response in 1.10

Impacts will be assessed as part of the impact assessment phase of
the EIA.

CWA Response: Noted. Likewise, any future application where rights
have lapsed will have to take into account the existing rights of the
Cape Winelands Airport on Portion 4 of Farm 474 Joostenbergs Kloof
and Portion 10 of Farm 724 Joostenberg Vlakte which was seemingly
omitted in the original approval which has now lapsed.

3.3. The comment is noted.

3.3.1.

The Noise Impact Assessment forms part of the Impact Assessment
Phase of the proposed project and will be circulated to all registered
1&APs during the IA commenting period.
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3.4. The Socio-economic Scoping Report (Appendix 12 of the DSR) noted the
impact of the future development and did not yet consider the
surrounding areas and potential impacts on the existing residential
development.

Transport impact

3.5. The Transport Scoping Report (Appendix 20 of the DSR) indicates the
future developments impact on the area, and the planned roads within
the Greenville Garden Cities development. The forthcoming Traffic
Impact Assessment (TIA) is to address safety of surrounding communities
in the road design, such as efficient pedestrian zones.

Conclusion

3.6. The Human Settlements Department notes the potential impacts.
However, the existing Greenville Garden Cities development and future
phases of the project must be taken into consideration during the EIA
process. The impact on noise, traffic congestion, and potential loss of
securing open-market buyers must be considered.

Economic Growth: Policy and Strategy: Economic Analysis Department

Appendix 12: Socio-economic Scoping Report dated September 2023 compiled
by Dr Jonathan Bloom

4.1. The section dealing with Socio-economic scoping of the proposed
expansion of the CWA provides much detail regarding the exact plans for
the expansion and the economic contours of the surrounding area.
However, it does not provide economic analysis of the likely impact that
the expansion of the CWA will have on the regional economy. It also
draws alignment with a range of strategic documents from the City but
refers to the old 2013 Economic Growth Strategy rather than the 2021
Inclusive Economic Growth Strategy (IEGS) — though this document is
referred to in the broader scoping report. Forthcoming reports are to
draw strategic relevance from the latest 2021 IEGS.

3.4. Specialist response: The Impact on surrounding areas will be considered
in the Impact Assessment phase, and the specific impacts defined in
conjunction with the EAP.

3.5. The comment is noted.

3.6. Noted. The Socio-economic Impact Assessment will consider the impact
on property prices.

4.1. CWA Response: The savings in fuel costs and carbon reduction are not
unsubstantiated but rather independently and professionally validated by
way of the CWA Diversion Airport Analysis i.e. refer the Pace Laboratories
Report.

This data has been further validated in one-on-one engagements with the
respective airlines, in summary these savings are real and substantiated.

The savings are not....” based solely on the assumption that inbound
flights will be able to reduce their reserve fuel capacity by potentially
diverting to CWA under emergency conditions, rather than Johannesburg
or eThekwini (as per Appendix 28 of the DSR).” The savings incurred are
based on every actual flight operated to CTIA, whether it diverts or not.
Diversions do not happen every day but that is not the issue, airlines by
law have to carry the additional fuel on every flight regardless, it is not a
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4.2.

4.3.

Despite alluding to the use of a macro-economic impact model in Section
1.3 Approach and Methodology, there is no discernible use thereof at any
point in Socio-economic Scoping Report.

Section 6. Assessment of Impacts merely outlines potential points for
consideration without providing any quantifiable estimates for either the
employment or economic impact of the project.

4.3.1. Given the advanced stage of planning for the proposed CWA
expansion, an estimate of construction costs and operational
requirements is expected and be available to quantify the potential
benefits of the project. This information is to be provided in the
forthcoming reports, as it will be essential in understanding the
economic impact of the proposed development.

4.4. Additionally, Section 2.3. makes the following bold and unsubstantiated

statement regarding the role of the CWA in driving carbon reduction

4.2.

4.3.

matter for discretion. CWA will provide a far more effective and efficient
planning alternative and the savings are real, as from flight 1 to CTIA on
Day 1 with the opening of CWA.

As for weather related diversions, specialists have confirmed based on
weather data of the last 20 years that CWA will be available to CTIA as an
alternative diversion airport 96% of the time, refer the Munich report. For
the other 4% CWA will not be available to CTIA as a diversion airport, for
these particular flights airlines will nominate an alternative further away
i.e. ORTIA or KSIA, for these flights the airlines will uplift additional fuel
accordingly.

As for air passenger volumes, as explained elsewhere, CWA’s entry will
allow the passenger volumes and number of routes and destinations
served to increase. The NACO forecast furthermore confirms that CWA
will take 25% of the market by 2050.

Incidentally, the ACSA traffic forecast corroborates this forecast done by
NACO.

Specialist response:

Impact on local economy and the alignment with 2021 IEGS will be
addressed in impact assessment phase.

The Socio-economic Impact Assessment will provide the required
information.

The Socio-economic Impact Assessment will provide the required
information.

4.3.1. The Socio-economic Impact Assessment will provide the required

information.

4.4, The study by PACE provides the background substantiated information

to this comment quoted from the Socio-economic Scoping report.
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towards the goal of net-zero carbon emissions: “Reducing take-off weight
enables significant economic, ecological and operational benefits for the
airline industry through reduced fuel consumption and carbon emissions,
while increasing cargo-carrying capacity. This substantially reduces the
net cost of flying into Cape Town. This reduction in net cost will
significantly boosts tourism by enabling new route development.
Furthermore, the CWA will be the single most impactful intervention by
South Africa in assisting the global aviation industry in reaching its “net-
zero by 2050” carbon goals (Source: Cape Winelands Airport).”

4.4.1. This statement is based solely on the assumption that inbound
flights will be able to reduce their reserve fuel capacity by potentially
diverting to CWA under emergency conditions, rather than
Johannesburg or eThekwini (as per Appendix 28 of the DSR). Using
such a baseline, without due consideration for reasonable expected
impact of increased private jet usage, lowered per flight occupancy
rates, or increased reliance on air travel by visitors to the city, is
misleading. Additionally, no comparison is made to any other carbon
reduction interventions undertaken by the aviation industry in
South Africa.

4.4.2. The reliance on statements of this kind, accepted directly from the
CWA without question, raises questions to the objectivity of the
analysis. Relying heavily on this motivation also creates a
requirement for supporting clarification on the need and desirability
of the CWA as an alternate landing site to Cape Town International
Airport (CTIA) in the case of weather related contingencies, given
the close proximity of the two sites.

4.5. While a case is made for the tourism benefits of the proposed

development, and projections of air passenger volumes are provided,
how the CWA will increase net arrivals over and above cannibalising CTIA
arrivals — this should take into account CTIA’s planned expansion.

Appendix 23: Spatial Planning and Land Use Report dated 16 February 2024
compiled by H&A Planning

4.6. The report highlights the proximity of the existing CWA to 3 (three) areas

of importance: environmentally sensitive areas; designated agricultural

The Climate Change Impact Assessment will assess and quantify the
impact of carbon emissions.

4.5. Refer previous responses provided on this repeat comment.

4.6. Refer previous responses provided on this repeat comment.
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land; and the boundary of the urban edge within Discouraged Growth
Areas. The report states the following on page 17: “The Cape Winelands
Airport is explicitly supported and encouraged to address the market
needs in the areas. Inter-dependent associated economic activities and
the maximisation of economic opportunity within and in immediate
proximity around the airport property are encouraged.”

4.6.1. As noted in the report, an informal settlement, on land designated
for agricultural use, is 4.5km north-west of the proposed expansion.
As the majority of the land surrounding the CWA is currently zoned
as agricultural or unused, the development and expanded operation
of the CWA logically adds to the risk of expanded informality in the
area, including within Discouraged Growth Areas and
Environmentally Sensitive areas. This aspect of the development
adds both an element of risk and financial costs to the City. These
risks and costs are not properly evaluated in the Socio-economic
Scoping Report.

Urban Mobility: Transport Impact Assessment and Development Control
Branch

5.1.

5.2.

5.3.

The Transport Impact Assessment and Development Control Branch has
indicated that its previous comment remains applicable and sets out its
requirements to be included in a full Transport Impact Assessment for the
proposed CWA expansion, including a requirement for further
engagement.

Previous comments have been captured and responded to within the
Comments and Responses Report.

Technical meetings have been held between the appointed Transport
Engineer and City officials from the Urban Mobility Directorate and
transport engineers involved with the Bella Riva and Greenville
development to the west and south of the CWA site (first meeting took
place on 13 August 2024).

5.3.1. The first meeting was attended by officials from Project Planning
and Conceptual Design, Roads Infrastructure Management and
Transport Impact Assessment and Development Control.

4.6.1. Response from specialist: Potential informal settlement
establishment will be addressed in the Socio-economic Impact
Assessment report

5.1. Noted. Further engagement is currently underway between the
Transport Impact Assessment and Development Control Branch and ITS.

5.2. Noted

5.3. Noted. Further engagement is currently underway between the
Transport Impact Assessment and Development Control Branch and ITS.

5.3.1. Noted
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5.4.

5.5.

5.6.

5.3.2. The next meeting is scheduled for 22 August and will progressively
inform the detailed aspects to be analysed in the Transport Impact
Assessment for the CWA including the surrounding development
and transport environment.

In addition, the following should be noted:

5.4.1. The latest proposal to exclude any development (including freight
related development) to the east of the runway from this
application, does not remove the need for a road reserve to link
these possible, and highly likely airport related activities to the CWA,
and should be further explored.

Recommendations

It is recommended that the applicant continue with the current
engagement with the City’s Urban Mobility Directorate as well as
Provincial and National role-players and surrounding developers in order
to find an acceptable transport solution for the proposed development,
as also recommended in the TSR.

In addition to the current input provided, the Urban Mobility Department
will provide further detailed comments on the development during the
land use application stage, including comments regarding the detail of
transport infrastructure required for each development phase at the time
of development.

Urban Waste: Integrated Planning and Waste Strategy Branch

6.1.

6.2.

Integrated Planning

During the construction phase, the Integrated Waste Management By-law
2009 as amended must be complied with. All waste produced during the
construction phase must be transported by an accredited service
provider.

Disposal

The waste disposal facilities for both the disposal of general and/or
hazardous waste must be specified in the forthcoming reports.

5.3.2. Noted

5.4.

5.5.

5.6.

6.1.

6.2.

CWA Response:

Expansion of the CWA or any related land-uses to the East of the current
SDF, will require a separate land use application. Development between
the airport and the R304 is not foreseen in the near future and is not part
of this application.

CWA Response: Noted and agree
Noted
Noted and will be included in EMPr.

Noted and will be included in EMPr.
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7.

6.3.

6.4.

6.5.

6.6.

Collections

Solid Waste (Collections) as the service provider in the CWA area has
sufficient unallocated capacity to accept and collect and dispose of all
types of waste to a designated licence landfill site.

A good waste management system must be in place to handle all waste
generated by the activities and mitigate against negative impact on the
environment.

The generation of construction waste and waste during the operation
phases should be recycled on site or re used to fill up other sites and clean
builder’s rubble can be disposed of at the nearest licenced under the
guidance of the City of Cape Town.

The waste generated by the construction personnel e.g. lunch remains,
packaging etc. must be placed in approved refuse bins on site during the
construction phases.

Waste Services: Waste Markets

6.7.

For the food waste and packaging from the planes what would be the fail-
safe methods to prevent the waste from just being diverted to landfill
without considering the two alternatives (bio digester and recycling). It is
questioned whether provision will be made for any S@S (Separation @
Source) bins within the airport facilities to promote the S@S if one general
waste bin will be provided.

The above comments are to be addressed and included in the
forthcoming EMPr.

Community Services and Health: Environmental Health Department

7.1.

All potential impacts in terms environmental health have been identified.
The below comments are to be addressed in the forthcoming reports:

Vector and odours mitigation measures to be implemented for the bio-
digester and composting and must be addressed in the forthcoming
Environmental Management Programme (EMPr).

6.3. Noted and will be included in EMPr.

6.4. Waste Management Plan to be included in IA Phase and EMPr

6.5. To be included in EMPr

6.6. To be included in EMPr

6.7. To be included in EMPr

7.1. To be included in EMPr
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7.2. The Environmental Health Department recommends that Option 1
(Construction of pump station and associated rising main to pump sewage
to Fisantekraal WwTW) for sewage disposal be used.

Community Services and Health: Air Quality Management Unit

8.1. The Air Quality Management Unit indicated that its comments have been
captured and responded to in the Comments and Responses Report.

8.2. The Air Quality Management Unit reviewed the Air Quality Baseline
Report (AIR) dated March 2024, and require the following to be included,
where applicable:

8.2.1. The Sensitive Receptors are also to be listed in tabular form in the
AIR.

The following is noted:

8.2.2. The latest Aviation Environmental Design Tool (AEDT) will be used
for the development of the emissions inventory and the AERMOD
atmospheric dispersion modelling tool, together with AERMET,
which is the meteorological data pre- processor, will be utilised,
however, the Model Version is to be included.

8.2.3. The refuelling pumps and retail service station to be included in the
Stationary sources in Section 2.2.

8.2.4. In addition to the mentioned emission sources, the emission sources
identified within the 10km radius of the CWA will be included in the
emissions inventory for the determination of potential cumulative
air quality impacts, which is found acceptable.

8.2.5. ICSA Durbanville Crematorium is to be included under Industrial
Sources in Section 2.3.

8.2.6. Fouryears (2016-2019) of hourly local meteorological data from the
Cape Town International Airport weather station, will be used as
input for the air pollution dispersion modelling.

8.2.7. The measured ambient concentrations from three ambient air
quality monitoring stations being Wallacedene, Paarl and

7.2. Noted

8.

8.1. Noted

8.2.

8.2.1. Noted
8.2.2. Noted
8.2.3. Noted
8.2.4. Noted
8.2.5. Noted
8.2.6. Noted
8.2.7. Noted
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Stellenbosch, from January 2019 to July 2022 are utilised as
background concentrations, which is found acceptable.

8.2.8. In the Emission Information point 5.2, that Benzene (C6 H6) was not
included in the pollutants to be modelled. Benzene emissions are to
be incorporated in the AIR.

8.3. Further conditions may be provided during the review of the Atmospheric
Impact Report.

8.4. All rights are reserved by the City of Cape Town Head: Specialised
Environmental Health Services /Air Quality Officer to call for any further
requirements in terms of the legislative provisions governing air quality
matters, should the need arise.

Community Services and Health: Noise Control Administration Unit

9.1. The Terms of Reference (TOR) states the following for the intended Noise
Impact Assessment (NIA) under Section 11.4.3 of the Draft Scoping
Report:

e Identify the noise-sensitive receptors, such as schools,
hospitals, places of worship, etc. in the area that may be
affected;

e Use the Integrated Noise Model (INM) that is developed by the
Federal Aviation Administration, as defined in SANS 10117, to
determine and map the future noise contours (representing
average and maximum noise levels) associated with the
proposed runway;

e Assess the impacts of noise on surrounding communities and
the environment using the prescribed impact assessment
methodology;

e Consider, and where required, assess the impacts of vibrations
associated with the construction and operations phases of the
development;

8.2.8.  Noted the content will be communicated to the specialist

8.3. Noted
8.4. Noted
9.
9.1.L
e Noted
e Noted
e Noted
e Noted
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10.

Identify and describe potential cumulative impacts resulting
from the proposed project in relation to proposed and existing
developments in the surrounding area;

Recommend practicable mitigation measures to
minimise/reduce impacts and enhance benefits.

Assess the effectiveness of proposed mitigation measures using
the prescribed impact assessment methodology; and

Recommend and draft a monitoring campaign to ensure the
correct implementation and adequacy of recommenced
mitigation and management measures, if applicable.

The above TOR is accepted as the required scope of a NIA for a
development of this nature. As such, the scope for the forthcoming NIA is
deemed acceptable. The following concerns are to be assessed and
addressed in the NIA.

9.2. The noise impact on existing settlements (Mikpunt, Mellish, Klipheuwel

9.3.

and Fisantekraal) in close proximity to the CWA site, as well as to the
approved and future residential development eminent, in light of current
land ownership.

Land to the south of the CWA site, which may be developed into an
expansive residential district, and the Bella Riva residential development
to the north of the CWA site.

9.4. The NIA must comprehensively provide detail on the noise impact and

mitigating measures.

Water and Sanitation: Technical Services - Water Demand Management Branch

The following updated overview of the sewer network and bulk services
affected and technical requirements to be implemented was provided by the
Water Demand Management Branch, based on the City of Cape Town master

plan model.

e Noted

e Noted

e Noted

e Noted
Noted

9.2. The comment is noted.

9.3. Noted

9.4. Noted

10.
Noted
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Figure 4: Locality map showing the development being reported on (Western Precinct)

Water Demand Calculations
PAL1A | PAL1B | PAL2 PAL3 PAL 4
Description Units Demand | Demand | Demand | Demand
Total AADD Keday | 372.32 426.84 496.37 | 781.97 844.77
Instantaneous
Us 43 454 5.75 9.05 9.78
Poak Water |-demand
Demand | Peak Factor (PF) 3.30 3.30 3.30 3.30 3.30
Calculations | Peak instantanecus
demand (Qp) AADD Us 1422 16.30 18.96 2987 3227
x PF
Consider 15% losses Us 213 245 284 448 484
Poak Fire Flow (Qf) Us 21500 | 21500 | 21500 | 21500 | 215.00
Total Peak
Instantaneous s 23135 | 23375 | 236.80 | 24935 | 2521
Demand (Q) Op « Of

Water Reticulation Drainage area

10.1. The site falls within the Spes Bona Reservoir supply zone. There

Table 1: Water demands as provided by the consultant.

existing municipal potable pipelines in close proximity to the site.

Present situation

are no

10.2.The site is not currently serviced by a municipal water connection. The
existing buildings on site are serviced through boreholes. An existing

10.1.

10.2.

Noted. The Bulk Services report indicates a proposal to extend the
municipal network to CWA.

Noted. The Bulk Services report indicates a proposal to extend the
municipal network to CWA.
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10.3.

10.4.

water reticulation main supplies the chicken farms to the west of the Cape
Winelands Airport (CWA) development. The closest accessible existing
municipal water service is located in the Fisantekraal settlement.

A modelling exercise previously done to determine if connection to the
450mm @ water main in the R312 (Klipheuwel Road) just after Okavango
Road was able to supply the proposed development. The results
concluded that at best (especially now with the higher water demand) it
only had the capacity to supply approximately 25% of the AADD (i.e.
5.63l/s).

It is noted that the applicant is exploring alternative water sources to
meet the developments water requirements. From the Phased water
supply plan below (extracted from Figure 38 on page 173 of the DSR) the
applicant will be utilising boreholes water for the initial phase of the
development. Water will be treated to the required standards and used
as potable water. The applicant must engage with Water Pollution Control
(Shahied Solomon: Shahied.Solomon@capetown.gov.za ) as the water
usage needs to be registered as a Water Service Intermediary (WSI). There
is expectation that in the long term for the full development there will be
access to an augmented Bulk Supply via Muldersvlei

10.3. Noted. CWA water supply strategy consists of a combination of the
current water supply potential described in 10.3, groundwater as well as

supply from a proposed Bulk Supply main.

10.4. Noted. Zutari will engage with Water Pollution Control to obtain
the necessary WSI. The acknowledgement of the supply from
Muldersvlei is noted.
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Figure 5: Proposed phased water supply plan (exiracted from Figure 38 on page 173 of the

DSR)
Sewaqe Flow Calculations
Average Dry
Land use Weather Flow Unit PAL 1A | PAL 1B PAL 2 PAL 3 PAL4
(ADWF)
o
Warehousing mjﬂ = Kl'dey | 2774398 | 2.774308 | 7.831806 7.631998 TE319964
Based on 80%
Hotel of Wler use KL/dmy B84 Bg4 2.4 LX) B854
Based on 80% . -
. Cormmercial Lot ':v'dmm Klidey | 1478492 | 184 2502 . 1645138 | 418.0818 | 48801223
Based on B0% = =
| . Hangers | of Water use KL/ day 7448 E458 . 11.312 . 13272 [ 15,588
Based on B0% "
|_ Resdental | e e | Mday | tev? 1617 1817 1817 1617
Based an B0% g
| | Wesh Fichty | of \ateruse KLidary 20 » | 2 | 20 | %
= Based on 80% . y
| Gate House | of Wator use KLidey 0.578 0.576 . 0884 | 0684 [ 0882
Based on 80% o & = i -
| CubHouse | 0?:-’? m:r"u” KUidey | 085867 | 0.65887 | 147597 | 147587 | 14758704
| Total ADWF | Keiday | 26732 304.T4 3zam 540,32 50057
Instantaneous demand s .08 383 | 315 | 836 | €84
Avg Peak Facior - Varies aries Varias Vanes Varias
Peak Dry Weather Flow (PDWF) s 4.99 5.60 6.00 .65 10.46
Infiltration @ 15% Ifs 0.78 084 0.80 1.45 1.57
(PWWEF) s 5.74 B.44 6.80 11.10 12.03

Table 2: Sewer flows as provided by the consultant.
Sewer Reticulation
Drainage area

10.5.The proposed development at present does not fall within an existing
catchment area, but any new sanitation infrastructure that is installed will
drain to the Fisantekraal Wastewater Treatment Works (WwTW).

Present situation

10.5.

Noted
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10.6.The current GIS records shows that the site is located on the urban edge
and thus sewage services provision in close proximity to the site is limited
and existing services are located quite far from the site.

10.7.The nearest existing services are located in Fisantekraal. Based on the
information received, the applicant has decided to consider two options:

10.7.1. Option 1: Construction of pump station and associated rising
main to pump sewage to Fisantekraal WwTW

10.7.2. Option 2: Construction of an on-site packaged sewage treatment
plant to treat sewage on site.

10.8. Option 1 is possible as the Fisantekraal WwTW has sufficient capacity to
treat the proposed effluent produced from the development. The
Standard Operating Procedure for Treatment Package Plants are
applicable to developments situated in the constrained catchments, but
has also been allowed when there is a network constraint (affecting a
proposed development). Further engagement with the City’s Water and
Sanitation officials (Water Pollution Control) will be required in order for
a Package plant to be registered.

10.6.

10.7.

10.7.1.

10.7.2.

10.8.

Noted. CWA is proposing new link infrastructure to service the site

Noted
Correct

Correct

Noted
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Figure 6: Water (blue line) and Sewer (red line) layout

Bulk Water

10.9. No bulk water pipelines or infrastructure under the control of the City of
Cape Town’s Bulk Water Branch exists in the immediate vicinity of the
subject properties.

10.10. The Bulk Water Branch will have to comment as the long-term
supply to the CWA is expected to come via the augmented BW system.
There are no Bulkwater ground water schemes located in the vicinity of
the development. The applicant is required to obtain the necessary
authorisations to abstract groundwater from Department of Water and
Sanitation (DWS).

Water Pollution Control

10.11. Should the applicant discharge to the Fisantekraal WWTW, the
following will be applicable:

10.9. Noted. CWA understands that this statement is made to indicate
that the proposed development does not impact on Bulk Water's
infrastructure.

10.10. Noted. (1) CWA acknowledges that the Bulk Water branch will have
to comment on augmenting the water supply from the Bulk Water
system. (2) CWA will apply for the necessary authorizations to abstract
groundwater.

10.11.
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10.11.1. Any company producing industrial effluent (laundry, restaurant;
butcher etc.) should comply with the Wastewater and Industrial
Effluent By-Law, 2014 and the Bylaw relating to Storm water
management: Companies should pay special attention to the
following points with regards to the Wastewater By-Law:

10.11.1.1.  An Industrial Effluent Permit is to be applied for;

10.11.1.2. A sampling chamber is required where the final
industrial effluent can be sampled before it mixes with
domestic waste;

10.11.1.3.  Industrial Effluent needs to pass through a suitable
treatment facility before it is allowed to be discharged to the

sewer; and
10.11.1.4. No cross connections between storm water and
wastewater.
10.12. Should the development discharge industrial effluent into the
sewer system, the Water Pollution Control Unit must be contacted. The
relevant official is Thembakazi Gobodo

(Thembakazi.gobodo@capetown.gov.za and 021 400 3320).
Wastewater

10.13. The proposed development falls within the catchment of
Fisantekraal Wastewater Treatment Plant. The Wastewater Branch
confirms that there is currently sufficient unallocated spare capacity at
the Fisantekraal WWTW to accommodate the proposed 599.57 kl/d
sewer flow discharged from this development.

10.14. The option of installing a package plant is available should the
developer wish to install one to accommodate the anticipated discharge.
The following officials is to be contacted regarding the required process
for approval for a private wastewater treatment package plant: Caashief
Adams (Caashief.Adams@capetown.gov.za) and Shahied Solomon
(Shahied.Solomon@capetown.gov.za ).

Conclusion

10.11.1. The requirements and bylaws are noted and will be complied with
where applicable.

10.11.1.1. Noted
10.11.1.2. Noted
10.11.1.3. Noted
10.11.1.4. Noted

10.12. The contact provided is noted.

10.13. Noted

10.14. Noted
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10.15. There is limited capacity in both the existing water and sewer
networks to accommodate the proposed development. Based on the
engineering service report, boreholes are proposed to be used for potable
water supply but its impact must be assessed by the Bulk Water Branch.
The intention to make extensive use of treated effluent does make Option
2 with onsite treatment a desirable solution.

10.16. The applicant should be cognisant of the other large proposed
developments in the vicinity, such as Bella Riva and Greenville Garden
Cities development when planning the water and sewer infrastructure
requirements.

Water and Sanitation Directorate related Conditions

10.17. The Water and Sanitation Department indicated that the
following conditions are to be met:

10.17.1. Development Contributions may be payable as per the City’s
Development Contributions Policy.

10.17.2. The developer will be responsible for payment of Development
Contributions applicable to sewer and water services, before
transfer of individual erven will be allowed.

10.17.3. All engagements with the City officials as indicated above need to
occur timeously.

Additional Technical Requirements

10.18. The water and sewer capacities allocated according to this
comment must not be reserved if not taken up before the lesser of 5 years
or the approved development period.

10.19. Water and Sanitation municipal service designs to be designed
according to Departmental Service Standards and be approved prior to
construction. These standards can be obtained on the City of Cape Town
website.

10.20. The applicant must advise the Water and Sanitation Directorate
when all conditions have been complied with, in order to have the work
inspected.

10.15. Noted

10.16. Noted - dialogue bewteen CWA and these developments is
underway

10.17.

10.17.1. Noted - this is a standard condition of approval.

10.17.2. Noted - this is a standard condition of approval.

10.17.3. Noted - this is a standard condition of approval.

10.18. Noted - this is a standard condition of approval.

10.19. Noted - this is a standard condition of approval.

10.20. Noted - this is a standard condition of approval.
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10.21. The owner is responsible for application for the new water
metered connection at the standard tariff to the Reticulation District
Head. If an existing water meter is not accessible, this will include for the
repositioning of the meter.

General/ Disclaimer

s based on best avallable data. The infrastructure as-bullt Information referred to
donthe C

rec

wds, while modelled pressures, flo

and demand
d and the impact of ¢ development compared

capacitie i volumes ore based on hydraulic els of curent land us
appropriate, future lan e and demands are cons

1o that currently planned for the same land and surroundings

11. Water and Sanitation: Catchment, Stormwater and River Management Branch

12.

11.1.The Catchment, Stormwater and River Management Branch previous
comments have been captured and responded to in the Comments and
Responses Report and remains applicable. The impact on catchments and
stormwater will be addressed in the forthcoming required Stormwater
Management Master Plan.

Additional comment to previous comments provided:

11.2.Page 178 of the DSR states: “A portion of the treated effluent will be
disposed of on site.” It is not clear in the report how this will be achieved.

11.3.Figure 34 of Appendix 8: Freshwater Ecological Report reflects a seep
wetland that has been deemed a no-go area however; it is within the
development area. This conflicting information is to be corrected.

Spatial Planning and Environment: Environmental Management Department

The Environmental Management Department’s comments have been captured
and responded to in the Comments and Responses Report. It is noted that the
concerns regarding the on-site Critical Biodiversity Areas and other
environmental and heritage impacts will be addressed in the forthcoming
environmental (terrestrial, faunal, avifaunal, freshwater), heritage specialist
and offset reports. As such, the scope for the forthcoming environmental and

10.21. Noted - this is a standard condition of approval.

11.
11.1. Noted - A SWMP will be prepared and submitted.

11.2. The information will be provided in report revision.

11.3. Response from specialist: The freshwater report stipulates that an
area of 6.74 ha of seep wetland will be lost as a result of the proposed
CWA development. The freshwater report further states that the
remainder of the wetland is to be deemed a no-go area. The same applies
to the CVB wetlands further north of the seep wetland, where
development will not occur.

12. Noted
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offset reports is deemed acceptable. Herewith supplementary and additional
comment:

Environmental
Potential botanical impacts (Page 354 of the DSR)

12.1.The Biodiversity Management Branch has had preliminary discussions
with Mr. Marc Botha, the appointed terrestrial biodiversity offset
specialist, around securing an appropriate terrestrial offset.

12.2.The remnants that remain and that will not be affected by the
development (on site set-aside) must be cleared of alien vegetation now
using best practise methodology as per the DEA&DP Directive issued in
December 2021 ensuring no further loss of Critically Endangered plant
populations.

12.2.1. These remnants will need a conservation status protecting it from
future development aspirations, a clearly defined boundary, and to
be managed as a conservation area to ensure the continued survival
of these species.

12.2.2. These areas must also be physically demarcated as No-Go areas
before any development takes place.

12.2.3. Effortshould be made to reintroduce Leucadendron grandiflorum
(Endangered) which was lost during the alien clearing activities and
restore additional patches of Leucadendron verticillatum (Critically
Endangered), which was also heavily impacted on during the alien
clearing process.

The above mitigation measures are to be included in the forthcoming
EMPr.

12.3. Any populations of indigenous species within the development footprint
must be Search and Rescued and reintroduced on site within the set-aside
or offset areas. This must be included in the forthcoming EMPr.

Freshwater and terrestrial offsets (Page 409 of the DSR)

12.4.The Biodiversity Management Branch has had preliminary discussions
with Mrs Bianca Bleuler of FEN Consulting, the appointed wetlands offset

12.1. Noted
12.2. An alien vegetation management plan will be included in the EMPr.
12.2.1. Noted

12.2.2. To beincluded in EMPr

12.2.3. Noted

12.3. Noted

12.4. Response from specialist: CWA is committed to conserve the
rehabilitated wetlands (portion of the CVB wetland and remaining seep
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specialist, regarding the on-site rehabilitation of a channelled valley
bottom (CVB) wetland of the Klapmuts River. The on-site rehabilitation of
the CVB wetland is tentatively supported, provided that the site is
assigned an appropriate conservation status and managed as a
conservation area protecting the integrity of the rehabilitated system and
buffered from outside influences, especially agricultural activities. This
must be included in the forthcoming EMPr.

Forthcoming Construction and Operational Environmental Management
Programme (CEMPr and OEMPr)

The previous comments are re-iterated regarding the forthcoming CEMPr and
OEMPr:

12.5.The CEMPr is to include full details on the proposed search and rescue
operation (as recommended by the botanical specialist).

12.6. The OEMPr is to include the following:

12.6.1. The Wildlife Management Plan (as recommended by the faunal
specialist).

12.6.2. An alien and invasive species management plan for the ongoing
maintenance of invasive alien species.

Heritage

12.7. Previous comment on the Heritage Baseline Study and Scoping Report by
Aikman Associates remains applicable and the recommendation for the
need for a Heritage Impact Assessment in terms of Section 38(3) of the
National Heritage Resources Act (NHRA) to assess the potential impacts
on the cultural landscape and the potential significance of the site is
deemed acceptable.

Signage

12.8.The newly promulgated Outdoor Advertising By-Law N0.8969 of 2023
(the By-law) has repealed the Outdoor Advertising and Signage By-Law
10518 of 2001 to regulate the use of land and buildings for outdoor
advertising and signage.

wetland) and ensure the integrity of the systems are maintained, and

improved.
12.5. Noted
12.6.
12.6.1. Noted
12.6.2. Noted

12.7. A Heritage Impact Assessment will be submitted to HWC.

12.8. The legislation in the Scoping report has been updated. The
Outdoor Advertising Guideline (Appendix 32) will be updated for the EIA
Phase.

Page 297 of 324




12.8.1. Proposed signs are to be omitted on the Site Development Plan
(SDP) drawings and the Outdoor Advertising Guideline must be
amended to encompass the requirements of the new By-law.

12.9. A signage master plan application must be submitted directly to the
Environmental Management Department for consideration.

13. SUMMARY

13.1. Although an extensive list of possible impacts have been identified, the
current specialist reports require additional assessment and aspects to be
evaluated more comprehensively. Herewith a summation of potential
impacts and shortcomings as highlighted by the technical Departments
above

Lack of alternatives as currently only 2 alternatives presented - the prefered
alternative (end state) and the no-go alternative. This does not safisfy the
Alternatives regulatory requirement for the evoluation of alternatives in terms of NEMA. The
lack of information regarding a phased apprcach for the proposed
_expansion needs to be addressed. |
The need and desirability of the proposed CWA within the regional context of
Meed ond Desirability | the Western Cope, including a consideration of George Ainport together with
CTiA, has not been adequately addressed in the DSE.
Loss of indigenous vegetation to be oddressed in the forthcoming Temestrial
Cifset Report.
Freshwater impact Loss of wetionds to be addressed in the forthcoming Freshwater Offset Report, |
Forthcoming Arport Bird Hozard Monagement Study to address potential bird
Avifaunal impact strike impacts. The assessmeants are to address the phases approach up until
and including the end state.
The baseline report only measures current noise levels. The forthcoming Noise
Impact Assessment needs to address the increase of noise. the growth of
noise contours and the associated effect on the existing surounding land
Noise impact uses, existing settlements and opproved rights. as well as measure the impact
of the airport expansion ond the further activities and uses on the surrounding
environment, The assessment i to address the phases approach up until and
ding the end state. _ : .
assessments are required in the forthcoming Afmospheric

Botanical impact

Air quality impact Impact Repori.

The cument Socio-economic scoping report refers to outdated City economic
strategies and does not provide economic analysis of the likely impact that
Socio-economic the expansion of the CWA will have on the regional economy. Forthcoming

impact reports are to include quantifiable estimates and assess potential risks of
expanded informality in the area. The assessments are to address the phoses
approoch up until and including the end state.

The abovementioned City of Cape Town comment must be addressed and included
in the Final Scoping Report. The Final Scoping Report and final correspondence from
the Competent Authority must kindly be submitted to the City of Cape Town for

12.8.1. Response from specialist: The Revised Appendix 32 will not include
proposed advertising signs. The Outdoor Advertising Guideline to be
amended accordingly to encompass the newly promulgated by-law
No. 8969.

12.9. Noted

13. The summary is noted. Responses are provided above.

Noted
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record purposes and to ensure that the City of Cape Town’s comments are
sufficiently addressed.

Udec Engineering

1. Thank you for your reply.

| do believe you have Mr Hersov’s mail address, and | respect your right to not
give it to anyone. | want you to reconsider my request on this.

I'm following the private professional way of getting a private letter to him
addressing some concerns. You are employed by him to handle this maters ,
and I'm following the correct route to get in contact with him.

| could go the open letter route on the various platforms available.

At this moment I’'m giving him the opportunity to have a conversation between
2 professional gentlemen.

Email reply dated 29 August 2024:

247 | George Zondagh - | Email dated 27 August 2024: Email response provided 28 August 2024:
E;izi/t:rl Ag- 1. | have spoken to Michael Orsmond of WP Oes Cropspraying. 1. Thank you for the email.
I would like to register as an interest party in the airspace utilisation part of You will be registered as an I&AP for the proposed project
Cape Winelands development.
Ag-Sprayers do regular airwork in the area North of Fisantekraal and
Malmesbury.
248 | Guy Gibbon Email dated 28 August 2024: Email response provided 28 August 2024:

1. Didyou get any other feedback on the review period? Will you be puttingalist | 1. You have been registered as an I&AP for the proposed project. The in-
of statements together for our perusal? We have a team ready to assist with process Scoping public participation closed on 26 August. Please note
whatever you believe to be important to proceed to the next phase? further communication with registered 1&APs will be during the Impact

Assessment Phase of the proposed project, during which time comment
on the IR and supporting documentation will be requested.
249 | Francois Naude — | Email dated 28 August 2024: Email response provided 28 August 2024:

1. Unfortunately, | do not have Mr Hersov’s contact details.

Rob Hersov ended his involvement with Cape Winelands Airport in all
capacities. He stepped down as a director of Cape Winelands Airport in
March 2023. The departure signified a full and complete disassociation
from the airport's operations, management and shareholding.

| have copied Deidre Davids in this email to further assist you with your
query.

Email response provided 29 Augst 2024.:
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2. Thank you for the reply. It is general knowledge that he is the main investor in
the airport. He said it himself on TV. Is he still and investor. And then please
then who is the actual owners and directors now and how can | contact them.

2. I have copied in Deon Cloete in this email — he is the Executive Managing
Director. He will be able to answer your queries.

250 | Carli Costa Email dated 31 August 2024: Email response provided 1 September 2024:
1. Could | please register as an I&AP for the expansion of the Cape Winelands | 1. Thank you for the email.
airport. You will be registered as I&AP for the proposed project.
251 | Barend du Preez - | Email dated 5 September 2024: Email response provided 6 September 2024:
Ir:?rr;ssfr(:,lrzture 1. | hope this email finds you well. Due to our new database system for | 1. Thankyou for the email. The public participation period for the in-process
Branch applications, | missed the deadline for submitting comments. Is there still an Scoping Phase ran from 24 July to 26 August 2024, but further opportunity
! opportunity to provide feedback, or will there be more chances to comment in for comment will be within the Impact Assessment Phase later this year.
Department  of . . o . . .
the future? As a registered I&AP you will be notified when this commenting period
Infrastructure, starts
Western Cape )
Government
252 | Lourens de Bruyn | Email dated 5 September 2024: Email response provided 5 September 2024:

1. Youremailisgiven as a contact person regarding the Winelands Airport Impact.

How can | find out what the proposed flight path is for landings and departures
to and from this airport?
What towns will have aircraft overhead due to this development?

Email reply dated 5 September 2024:

2. Please note that no one consulted the inhabitants of Wellington regarding this
project.

1. Thankyou for the email. Please refer to the in-process Scoping report
and supporting documentation on our website at download link
https://phsconsulting.co.za/proposed-expansion-of-cape-
winelands-airport/.

Please note the period for commenting on the in-process Scoping
report was between 24 July and 26 August 2024.

You will be registered as an I&AP for the proposed project and
notified of the next available round of public participation within the
Impact Assessment Phase.

Email response provided 6 September 2024:

2. Thank you for the comments regarding flights from and to CTIA.
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None of the relevant seeming appendixes seems to Address my question.
Appendix 5, Appendix 17 and Appendix 28 was perused.

| would assume that some air traffic control authority determines the approach
and departure flight plans. 2

Somewhere since 1999 the approach to Cape Town International changed, re-
routing flights over Wellington. This had a marked increase in noise over the
area.

Especially as the noise of the aircraft becomes suddenly louder as the pilot
seems to shed speed on approach to Cape town.

No one consulted anyone in the affected areas.

| therefore ask the question again: What is the determined flight path after the
aircraft leaves the airport and before it lands.

Aircraft do not "just appear" out of nowhere nest to the airport.
It is not so difficult. Give us a flight plan to within say 300 km from the airport.

Somewhere there has to be a diagram for this. It just do not appear to be in
your documentation. We cannot comment if you do not document.

Email reply dated 10 September 2024:
3. Thank you for the feedback.

Email reply dated 22 October 2024:

4. When later this year will be later this year? 2024 is seriously running out of
sand.

The proposed project is within the Scoping Phase at present, with Impact
Assessment to commence later in the year.

Airspace planning and flight paths determination / design is still in
process.

Responses to your queries will be answered in the next round of public
consultation. As a registered 1&AP you will be notified when this
comment period starts and provided with the opportunity to comment
on the proposed project.

Response from EAP:

Please note this project concerns the expansion of the existing Cape
Winelands Airport.

The flight paths for Cape Town International does not form part of the
scope of this project.

Proposed flight paths for CWA are included in APPENDIX 22: Visualization
of FACT and FAWN combined operations to the IAR.

253

Terry Gal
Exporters
Western Cape

Email dated 6 September 2024:

1. Trust this finds you well. Nick Ferguson, ric, has requested that | forward the
attached letter of support for this is to be registered. Many thanks.

Email response provided 6 September 2024:
1. Thank you for the email and the letter.

We will capture the contents and also register you as an I&AP for the
proposed project.
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Letter reived via email dated 6 September 2024:

2.

It gives me great pleasure to support and endorse the establishment of the new
Cape Winelands Airport (CAW) on the old Fisantekraal Airfield in Durbanville.

In view of the potential growth of the export industry, not only with reference
to the implementation of the AfCFTA, which CWA can be a major conduit for
trade into Africa, CWA can become an air cargo hub, ideally situated close to
the N7 and the Atlantis Industrial Area, plus there is a rail link for ease of access,
and if Dube Tradeport can do it, we can as well!

As the port struggles with inefficiencies, exporters and importers are turning
more to airfreight to ensure the cargo moves and to meet deadlines.

We also take cognisance of CWA working in collaboration with CTIA, when CTIA
goes fogbound and flights to be rerouted, with CWA only 20km away, and not
affected by coastal fog, flights can be diverted to CWA.

This is not even taking into account the safety aspect of having an alternate
option to CTIA, as we have witnessed in the past when the main airport has
been closed due to protest action, we will have another option.

Another International Airport will add more job opportunities and from a
Global perspective, most major cities have 2 International Airports nowadays
as air travel becomes more competitive and more international carriers want
to fly to our awesome.City.

254

Ross

Email dated 5 September 2024:

1.

I'm not sure if you are the right person to be contacted, but | did a bit of
research on flight paths, flight altitudes and airport economic effects in the
area.

A typical commercial airliner starts to descend 30km from an airport traveling
from 10km in altitude (the hypotenuse angle) giving it a 20km baseline distance
from the airport. at around 10km, the altitude drops to 6km and at 6km, the
dB noise level is around 60dB. The average home is around 45dB, and

Email response provided 6 September 2024:
1. Thank you for the email.

Your comments will be recorded, and you will be registered as an I&AP
for the proposed project.

EAP response:

Page 302 of 324




Durbanville (Avalon estate) is only 7km away from AND in the direct path of
the runway ANGLE.

https://www.youtube.com/watch?v=ETWxhp6KK3A

Please include this video or something similar in your overall assessment of
the area if you can please!

In terms of economic impact, the amount of informal settlements that will rock
up because of employment opportunities, which increases crime rates, as well
as noise and environmental pollution is also a concern.

Even airport sound-dampening designs have very little impact on noise and air-
pollution:
https://youtube.com/shorts/SWVrsY20SMQ?si=BOAXIQ gmN8HOERE

Only a 5dB reduction, still makes it incredibly noisy and disturbing.

Please help all residents of Paarl, and Durbanville fight to keep this airport from
expanding into an international airport.

Email reply dated 8 September 2024:

4,

That's great, thank you very much Amandal!

The economic impacts for the proposed project have been considered by
the Socio-economist and is included in APPENDIX 24: Socio-economic
Impact Assessment Report for consideration by IAPs.

The noise and air quality impacts for the proposed project have been
considered by the relevant specialist and are included in APPENDIX 5:
Noise Impact Assessment Report and APPENDIX 4: Air Quality Impact
Assessment Report for consideration by IAPs.

255

Lozaan Burger —
Mikpunt Resident

Email dated 6 September 2024:

1.

| would like to comment and be added as a I&AP.
The pen is mightier than the sword...

This is the reason | am putting my situation in writing; all | am asking is please
read this so you will have a better understanding off the impact the airport will
have on my parrot sanctuary and the lives of 147 parrots.

General Information:

My general concerns about the above expansion are the noise and big effect
this will have on my property value. Also,

the cost of building new parrot rooms/aviaries and moving 147 parrots will be
too expensive.

Email response provided 6 September 2024:
1. Thank you for the email.

The comments will be recorded, and you will be registered as an I&AP for
the proposed project.

Responses to your queries will be answered in the next round of public
consultation. As a registered I&AP you will be notified when this comment
period starts and provided with the opportunity to comment on the
proposed project.

EAP response:
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https://www.youtube.com/watch?v=ETWxhp6KK3A
https://youtube.com/shorts/SWVrsY2OSMQ?si=B0AXIQ_qmN8HOERE

We bought this small holding 8 years ago. We bought this property, because of
the silence, the nature, the farm atmosphere.

We run a non-profitable parrot sanctuary at our property.
We have three big parrot aviaries.

One parrot room of 120 square meter, we built this room 4 years ago. Especially
for the needs of the nine macaw parrots.

Our house is also converted to cater for stressed parrots.

The last 8 years we spend thousands of rands to make this our safe, peaceful
forever home.

What is the sanctuary about?

The sanctuary is all about peace and harmony for birds.

| run the sanctuary at my own cost, from my home in Mikpunt.

This is not a sanctuary which is open to public, no visitors are allowed.

| does not do this to exhibit these birds, | takes them to love and provide good
lives for them.

Most off these parrots are already traumatised by the time they end up with
me.

| take old, cripple, neglected birds in.

When people immigrate and cannot take their birds, | will give them a forever
home.

| also do not adopt “out” birds, they stay with me forever.

Parrot facts:

e  Parrots react to the appearance of airplanes with a marked increase
in heart rate, in other words they become nervous.

e Airplanes can also prompt birds to take flight. They see an airplane as
a predator. This is when they hurt themselves. Flying into the fence a
wall, breaking a wing, sometimes even the neck...fatal accidents

e  Currently we experience this only one a year, with the crop sprayer
aircraft.

The noise impacts for the proposed project have been considered by the
relevant specialist and are included in APPENDIX 5: Noise Impact Assessment
Report for consideration by IAPs.
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5.

e Loud noise from aeroplanes landing and taking off causes birds to
become more aggressive and potentially impairs their hearing.

e Parrots Have a Remarkably Long Lifespan. ... the larger parrots, like
macaws and grey parrots, can live 25-75 years.

Well, with a parrot sanctuary, where most of the parrots are "stressed",
the airport is big NO-NO for us.

We put a lot of money into our place because it would be our "forever
home".

It is sad to have to leave your "forever home" due to matters beyond your
control.

| do not even think we are going to get our price for the house's sale, for
everything we put in.

Any property we buy, we will have to build new aviaries and rooms for the
parrots. This is not thousands, but hundreds of thousand rands. Too
expensive for us.

Then we need to relocate 147 parrots. This means we need to get the help
of an avian vet. Now we are talking a lot of money...

How many parrot lives will we lost in the relocation??? Many of them will
not be able to take the stress. But yes, most people will think, o it is just a
parrot!

For me this is the sad reality of the new Winelands airport!!

From the above | need to ask you the following:

5.1.

5.2.

Have PHS consulting, the developers and all contracted professionals
contracted to do all feasibility and environmental studies have realised/or
have been briefed, that off all affected areas MIKPUNT will be affected the
most.

Can PHS please motivate why a public meeting in MIKPUNT have not been
organised based on the assumption/fact that this will be the most affected
area.

5.1 The comment is noted. The proposed project requires authorisation in
terms of NEMA and is currently in Impact Assessment Phase. All registered
IAPs will have the opportunity to consider the various specialist impact
assessment reports and technical reports and provide comment.

5.2 A public meeting was held in Fisantekraal during the Pre-application
Scoping Phase. An Open day is planned on 20 November 2024 during the
Impact Assessment Phase at a central location for all IAPs (Goedgeleven
Estate). During the open day IAPs will have an opportunity to interact with
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5.3. Property values will in general rise with development, but in MIKPUNT’s
case it might very easily decline. People want to live near the airport but
not touching distance from the runway. What guarantees can the
developers give MIKPUNT property owners that they will not lose value.
Are there steps in place should this happen.

| await your prompt response to my concerns.

Email reply dated 6 September 2024:

6.

Thank you so much.

technical staff and specialists in order to obtain more information regarding
the proposed project.

5.3 The economic impacts for the proposed project have been considered by
the Socio-economist and is included in APPENDIX 24: Socio-economic Impact
Assessment Report for consideration by IAPs.

256

Larry Eichstadt -
Nerina Resident &
Environmental
Consultant

Email from IAP to CoCT Ward 112 dated 9 September 2024:

1.

| have received an information mail re the Winelands Airport. It would be
appreciated if you could clarify why the “Politicians” are already marketing the
new Airport when the respective Environmental and Town Planning processes
are far from complete. The current approach is potentially in direct conflict
with the need for the respective CoCT departments to make informed
independent decisions based on the factual outcomes of the reports which
still have to be prepared without political interference.

Email reply from IAP to CoCT dated 10 September 2024:

2.

Political interference in the EIA process is quite clear - according to these
statements.

New Cape Town airport: Which flights will operate there?

The Cape Winelands Airport, located in Durbanville, will begin offering local
and international flights in 2027.

These 2 statements clearly show that the outcome of the various legal
processes is just seen by the Politicians as a tick box exercise !!

Email response from CoCT Ward 112 to IAP dated 10 September 2024:
1. Thank you for your mail.

This office strive to keep the community informed on city news. |
herewith put you in touch with the Sub Council 7 Administration, who
will either escalate or have more information on the subject.

Trust you find it in order.

Email response provided from EAP dated 11 September 2024:

Thank you for the email.

Page 306 of 324




257

Francois Naude -
Udec Engineering

Email from IAP to CWA dated 11 September 2024:

1.

I hope that you will read this e-mail and care to reply. But let’s hope the airport
and its people are as good as it is presented in the media.

I’'m a resident of MIKPUNT and have followed the airport development closely.
Let’s make it clear that I'm not against the development or trying to stop it in
any way. Yet. | understand that it’s for the greater good of the region etc.

Unfortunately for the residents of MIKPUNT which is very near to the airport
and more importantly more or less directly under the runway, this
development will have a huge impact on their lives and the place they call
home. Please remember that we stay there because we don’t want to stay in
town. The rural environment, peace and quiet is the most important factors
of staying there. Your airport will alter this drastically. I'm in the engineering
profession and like to work with facts rather than emotion. | went and plotted
a GPS point between the end of Cape Town international runway and the
location of my house compared to Cape winelands airport. | went to that
point, and it is beyond noisy. This was with airplanes landing and not taking
off in that direction. When | read your PHS Consulting studies and look at the
noise zoning aspects, MIKPUNT should be re-zoned to industrial according to
COGT laws.

As in my reply to the public participation via PHS, | do feel that you know very
well MIKPUNT will be the big losers in your development. So far, according to
what | can observe you tiptoe around this issue. All maps stopping short of
MIKPUNT, no meetings in MIKPUNT etc.

At this point, please feel free to correct me on any point | have mentioned so
far.

| want you to put yourself in my shoes. | have worked hard , bought the plot
cash, and build my house with my own hands, also cash. At this moment, a
portion is finish and I'm at the point of investing more money to continue the
build. | have a few chickens, a very good veggie garden and then the rural
peace and quiet | have mentioned before. Would you exchange that for living
2500m direct inline from and international airport runway with you freight and
passenger estimates. | can answer that for you. No, you won'’t.

Email response from CWA to IAP dated 15 September 2024:

1. Thank you for your email and attached letter sent to PHS in August, my
apologies for the somewhat belated response.

Maybe as a point of departure, please be assured that we are aware of
Mikpunt as one of the current residential communities in the area, as is
the case with Fisantekraal and Klipheuwel. To date we have had only one
public meeting, that being in Fisantekraal, it happened during our pre-
application phase and it was a meeting open to, and attended by anyone
that wished to do so.

As for the impact on Mikpunt, in terms of process, to date we have only
been in the pre-application and scoping phase of our EIA application, we
are now entering the impact stage where all impacts, including noise will
be assessed and shared with the public and surrounding communities. It
is only when the noise specialists have concluded their work that we will
have a true and accurate understanding of the impact, on any or some
of the surrounding communities, or if at all. The studies will then allow
for informed and constructive engagements with interested and affected
parties, until then Francois any other conversations will be premature.

During this time we are also planning an open day at the airport, where
we will in person share our plans and both the development team as well
as the specialist consultants will be available to provide insights and
respond to questions, inputs or suggestions. Francois | hope that you will
be able to take up the invitation and join us on that day, the date and
time will be communicated in due course.

In copy | have placed Amanda from PHS for her awareness of our email
exchanges and correspondence. Thank you again for reaching out
Francois, | trust that you will find this in order, we are looking forward to
meeting and engaging you further at the open day.

Email response from EAP to IAP dated 16 September 2024.:
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So, I'm left with 2 options. Either | take on the David vs Goliath fight with the
airport and become the torn in your flesh, or | relocate further from town.
Option 2 seems the more practical option for both of us.

If you are a good and decent human being and Cape Wineland Airport want to
portray themselves as good for all, then please buy my house and enable me
to go elsewhere to continue my standard of living. I’'m very sure that with all
the good things that’s going to happen with the development, owning a piece
of land so nearby at this stage will pay dividends later.

I have done a professional evaluation on my house and my fair asking price is
R1 800 000.00. | have also found a plot to relocate to in Malmesbury and will
need to build a new house from scratch again with my own hands.

You will realise | need to make life changing decisions so can we call it fair to
expect an response to this mail within 3 days from sending.

Reply from IAP to CWA dated 16 September 2024:

2.

Thank you for replying on a Sunday. It is appreciated and a good start.

| will attend your open day and any other meetings. | do hope this is advertised
better than the one already held.

Yes, perhaps the conversation is pre-mature, but we can both agree that the
airport will happen. The only way Mikpunt will be acceptable to call home will
be, either with the airport not happening at all, or with major changes to the
current proposed runway layout. | don’t need the professional noise studies
to tell me in smart language the noise will be acceptable. Going to the same
location at Cape town International will tell you all you need to knowas |
explained in my previous e-mail. | think even yourself will make up your mind
in seconds whether you want to stay there or not.

I’'m also having this conversation pre-mature because the options of suitable
alternatives to our current lifestyle in the Cape Town area is very limited or
Stellenbosch expensive.

So currently I'm telling Cape Winelands airport that my HOME is currently —
reluctantly — up for sale due to your plans to drastically alter the environment

1.

Just note the Public Open Day will be at an accessible venue to be
communicated to all I&AP’s in due course.
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around it. I’'m also asking you due to you ,creating the problem, to do the
honourable thing to buy it.

258 | Patty Giliomee - | Email dated 19 September 2024: Email response provided 19 September 2024:
E/qur:ii?p:/;llleoffices 1. |trustyou are well. 1. Thank you for the email.
- Subcouncil 7 I need your assistance or guidance please. At our Subcouncil Meeting PHS Consulting has been appointed as the Environmental Assessment
(Area North) yesterday, they Councillors asked for the contact details of the consultants for Practitioner for the EIA process for the proposed project, so you are
the abovementioned. welcome to forward my contact details to them.
Please could you let me know who's details | can forward to them?
259 | Rhynhardt Bresler | Email dated 27 September 2024 (In response to notification of Public Meeting held | Email response provided 27 September 2024:
—lgzc)gnct:iltllocr)fvc\/:rg on & May 2024: 1. Thank you for the email.
¥ P 1. |take note of this mail. Thanks. | was unfortunately not able to attend dew to . . . .
Town . . . . . Please refer to the in-process Scoping report still available for download
other commitments. | am still very interested in the development of this . . . .
. . . . on our website at link https://phsconsulting.co.za/proposed-expansion-
project. Was there some minutes or feedback on this meeting. . . . ] . .
of-cape-winelands-airport/ in particular Appendix 33 that contains
more detail on the meeting you are referring to (Page 41 onwards).
As a registered I&AP you will be notified during the NEMA process and
further opportunities to comment.
260 | Elizabeth Roger- | Email dated 9 October 2024: Email response provided 9 October 2024:
und 1. | would please like to register as an I&AP for the development of the cape | 1. We can register you on your email address or if you would like to provide
winelands airport. Please let me know how to do that. further contact details you are welcome to do so.
You will be notified of all further opportunities for public participation
for the proposed project.
Email reply dated 9 October 2024: Email response provided 9 October 2024:
2. Thank h
anks so-muc 2. Thank you Elizabeth
emil: I . o i the res
We will record your details in the register of I&APs
phone: I
261 | Craig Dearham Email dated 13 October 2024: Email response provided 14 October 2024:
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1. Isthere any feedback, as to how far the process is for breaking ground at the
Cape Winelands Airport. | am still very keen to be part of the CWA especially
with regards to the Museum. If you have any updates please let me know.

1. Thank you for the email. The proposed project is currently in the Scoping
Phase, with the EIA Phase to follow. As a registered 1&AP you will be
notified of the future phases and afforded the opportunity to comment.

— Department of
Agriculture

1. Please find attach comments from the WCDoA: LUM.

Letter received via email dated 24 October 2024:

2. Your application of July 2024 has reference.

The Western Cape Department of Agriculture: Land Use Management has
no objection to the proposed expansion of the Cape Winelands Airports.

3. Please note:
- Kindly quote the above-mentioned reference number in any future
correspondence in respect of the application.
- The department reserves the right to revise initial comments and
request further information based on the information received.

262 | Christi Email dated 18 October 2024: Email response provided 18 October 2024:

Germishuys 1. Is dit moontlik vir my om nog te registreer as n i&ap vir Cape Winelands? 1. Thank you for the email.

We will register you as an I&AP for the proposed CWA project.
Email reply dated 18 Ocotber 2024:
2. Thank you Amanda

263 | Murray van der | Email dated 23 October 2024: Email response provided 23 October 2024:

Poll . . . . s . . .

° 1. Hi Amanda, could you kindly add my details as an interested individual to the 1. Thank you for the email. We will register you as an I&AP for the
EIA process. proposed project

264 | Brandon Layman | Email dated 24 October 2024: Email response provided 24 October 2024:

1. Thank you Brandon

2. This comment is noted.

3. This comment is noted.
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265 | Karla Burger-Elco | Email dated 24 October 2024: Email response provided 24 October 2024:
property

1. The below has reference. 1. Thankyou Karla
developments

Herewith please find updated resolutions for your records.
The following document was shared and been included along with the original

documents provided as Appendix E (C237):

e  Resolutions

Submissions via the Cape Winelands Airport Website
Website Name & I / C R
. . ssue/ Concern esponse
No. Presenting unit P
Deferred Submissions from Pre-Application Scoping Phase
W188 Lulama Dyobhani - | I would like to add business on the database This comment is noted. Lulama Dyobhani has been registered as an IAP for the
Lulu's Water wise NEMA process.
Gardens
W189 Regis Maniora got my support This comment is noted. Regis Maniora has been registered as an IAP for the
NEMA process.
W190 Sibulele Landzela I would love to be part of this organization in the near future. This comment is noted. Sibulele Landzela has been registered as an IAP for the
NEMA process.
w191 Sonika Claassen - PJ | Please keep us updated on this project. Thank you This comment is noted. Sonika Claassen has been registered as an IAP for the
Aviation NEMA process.
W192 Carlos Tavares | support the development of this new airport This comment is noted. Carlos Tavares has been registered as an IAP for the
NEMA process.
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W193 Nceba Phike | am a Cape Town born, Black South African. | am not politically poisoned; | | This comment is noted. Nceba Phike has been registered as an IAP for the
am fully behind this project. NEMA process.
Borrowing a mindset of the high-speed runners or driver, look, or rather
focus on where you are going, not where you don't want to go. So, justignore
these people and their noise about this development.
w194 Nomfundo Current airport is very close to areas where there is high level of crime. | This comment is noted. Nomfundo Moletsane has been registered as an IAP
Moletsane Tourists are being killed and it gives our country a bad name to the world. | for the NEMA process.
Hopefully my business will grow as | would like to start a business of yellow
cabs and African Cuisine restuarant.
W195 Anelisa Siyibana - | I would like the airport to give our organisation learnership for the Youth of | This comment is noted. Anelisa Siyibana has been registered as an IAP for the
Waumbe Youth | Fisantekraal. NEMA process.
Development
W196 Monde Mpumela - | We are Game Changer collaborative partner who are looking to be part of | This comment is noted. Monde Mpumela has been registered as an IAP for the
Millennium Support | this development to foster Jobs and Enterprise Supplier Development as | NEMA process.
Services Pty Ltd Specialists on Sustainable Development.
We are looking forward to be approached for us to add value , our target is
to create 60 000 thousand jobs through entrepreneurs earning a living , we
have 6 million members.
W197 Marina Labuschagne | Having a airport close by will be exactly what is needed to avoid the long | This comment is noted. Marina Labuschagne has been registered as an IAP for
- Value Fencing Paarl | drive on a dangerous N2. Definately in support of it. the NEMA process.
& Boland
W198 John Wilkinson This is a great project, positive impact for job creation, tourism, | This comment is noted. John Wilkinson has been registered as an IAP for the
infrastructure development etc. NEMA process.
W199 Sally Ferguson It’s going to be wonderful to see this exciting new project unfold, with an | This comment is noted. Sally Ferguson has been registered as an IAP for the
incredible team who are experienced in the aviation world. A lot of work | NEMA process.
ahead but will be worth it in the end. Not only will it be an amazing asset for
Cape Town and its tourism but will create revenue that is needed by the way
of job creation. Congratulations to the whole team.
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In-Process Scoping Phase

[30 day commenting period commencing on 24 July 2024 and up to and inclusive of 26 August 2024]

W200 Bruce  McNicol - | Over the years we have developed a number of hotels in the stellenbosch | This comment is noted. Bruce McNicol has been registered as an IAP for the
Mantis area the most recent being the Hazendal Boutique Hotel. We also developed | NEMA process.
Pearl Valley Hotel and as well as Delaire. An airport close to this growing
economy is the next step and necessary to facilitate further growth and
economic opportunities in this country and assist and manage tourism
trends into the Western Cape. The Cape Grace hotel was also recently
refurbished. Onwards and upwards. Let’s unite and build a better South
Africa
W201 Marisse Venter- | | fully support the development of this project This comment is noted. Marisse Venter has been registered as an IAP for the
Plastic and NEMA process.
Reconstructive
Surgeon
W202 Pete Martin - Inner | Cape Town is the gateway to Africa and is expanding at a rapid rate. The | This comment is noted. Pete Martin has been registered as an IAP for the
Reality Limited greater city's population has almost doubled since 2000 from around 2.75m | NEMA process.
to nearly 5m people now. As the city continues to expand, mainly
northwards, there is a growing need for more air travel and transport to
service this growth. Cape Town is also the tourism capital of South Africa and
the Cape Winelands airport plans to deliver an exceptional experience,
providing a draw card for high profile international travelers, which will drive
more job and increase GDP per capita for the area.
W203 Eric Setterberg | support the new Cape Winelands Airport This comment is noted. Eric Setterberg has been registered as an IAP for the
NEMA process.
w204 Anthony Nash What a fantastic project. You just need to ensure both noise and other | This comment is noted. Anthony Nash has been registered as an IAP for the
environmental pollution is controlled and without compromising on life | NEMA process.
quality of residents, livestock, produce and wildlife in the surrounding area.
W205 Henriette Van Beek No comment provided Henriette Van Beek has been registered as an IAP for the NEMA process.
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W206 Hennie  Lucas - | What a great idea. Will support you all the way. This comment is noted. Hennie Lucas has been registered as an IAP for the
FLAMES NEMA process.
W207 Cara Smit We are excited to follow the development of this project and wish you every | This comment is noted. Cara Smit has been registered as an IAP for the NEMA
success. Are there opportunities for small investors /crowd funding? process.
Thank you for your interest in investing in Cape Winelands Airport. We
embrace small investors and would like to take you with us. If you would like
to invest, then please email cwa.wbc@wbcapital.co.za.
W208 Tiaan Smit Thank you for the initiative of putting this project together. | wish you every | This comment is noted. Tiaan Smit has been registered as an IAP for the NEMA
success in your endeavours. process.
W209 Michelle Bartlett | am excited to express my strong support for the Cape Winelands Airport | This comment is noted. Michelle Bartlett has been registered as an IAP for the
project. This development is a pivotal step towards enhancing our region's | NEMA process.
connectivity and boosting economic growth. By facilitating better access to
the Cape Winelands and surrounding areas, the airport will not only create
job opportunities but also invigorate local businesses and promote tourism.
| believe that the Cape Winelands Airport will serve as a cornerstone for
future prosperity, connecting our community with the world and elevating
our region’s status as a premier destination. | am proud to be part of this
transformative initiative and look forward to witnessing its positive impact
on our economy and quality of life. Thank you for your dedication to making
Cape Winelands Airport a reality. | am eager to see its success and the
numerous benefits it will bring to our community.
W210 Abu bakar Heynes - | We as ABH Shuttle and Tours, fully registered with BEE compliance, would | This comment is noted. Abu bakar Heynes has been registered as an IAP for
ABH Shuttle and | like to offer our service in doing airport transfers, to and from airport, we | the NEMA process. All potential service providers can register on the CWA
Tours also offering to do staff transport in and out, pick up and drop offs. website: https://capewinelands.aero/opportunities/#supp-reg
w211 Terence Queue Brilliant initiative This comment is noted. Terence Queue has been registered as an IAP for the
NEMA process.
w212 Abu bakar Heynes- | We as ABH shuttle and tours, fully registered with bee compliance, would | This comment is noted. Abu bakar Heynes has been registered as an IAP for
ABH SHUTTLE AND | like to offer our service in doing airport transfers, to and from airport, we | the NEMA process.
TOURS also offering to do staff transport in and out, pickup and drop offs.
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W213 Emma Quinn - Caren

Helvey

We see that your Instagram account
(instagram.com/capewinelands_airport) and other social media accounts
are not getting many followers, likes, comments, or views. This could be
affecting your sales, personal reputation, and ability to attract new
audiences. My name is Emma Quinn

) $ ffom BulkSocialFanShop®
T - o 2| media marketing company

celebrating our 10th anniversary with a special $49 combo offer designed to
enhance your social media presence.

Instagram Combo Offer: 100% Real Profiles - 12K Followers + 8K Likes + 100K
Views + 500 Comments + 1K Shares + 20 Bluetick profile engagements + Free
1 Million Instagram users database + Free 100k Email database - (Can be split
into multiple links - Full details on our website) All for just $49! (Coupon code
BSFS10) Get it here:

combo-offer We also have combo offers for Facebook, Twitter, LinkedIn,
Pinterest, YouTube, and more. We can provide up to 2 million followers. Our
Advantages: Free trial, Instant delivery, Accepts paypal, cards and cryptos,
Lifetime guarantee, No password needed, 100% safe from bans, 100%
refund guarantee, 10+ years of experience, 24/7 live support, 100% privacy,
and more. All for just $49! (Coupon code BSFS10) Get it here:
https://www.bulksocialfanshops.com/instagram-combo-offe

This comment is noted. Emma Quinn has been registered as an IAP for the
NEMA process.

W214 Karl Lehmkuhl

A fantastic opportunity for growth

This comment is noted. Karl Lehmkuhl has been registered as an IAP for the
NEMA process.

W215 Emma Quinn - Celsa

Walter

We see that your Instagram account
(instagram.com/capewinelands_airport) and other social media accounts
are not getting many followers, likes, comments, or views. This could be
affecting your sales, personal reputation, and ability to attract new
audiences. My name is Emma Quinn

) (o  BulksocialFanshop®
I - <o<i2| media marketing company

celebrating our 10th anniversary with a special $29 combo offer designed to
enhance your social media presence.

This comment is noted. Emma Quinn has been registered as an IAP for the
NEMA process.
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Instagram Combo Offer: 100% Real Profiles - 6K Followers + 4K Likes + 50K
Views + 200 Comments + 200 Shares + 10 Bluetick profile engagements |
(Can be split into multiple links - Full details on our website)

All  for just 829! (Coupon <code BSFS10) Get it here:
I, < 2s0 have
combo offers for Facebook, Twitter, LinkedIn, Pinterest, YouTube, and more.
We can provide up to 1 million followers.

Our Advantages: Free trial, Instant delivery, Accepts paypal, cards and
cryptos, Lifetime guarantee, No password needed, 100% safe from bans,
100% refund guarantee, 10+ years of experience, 24/7 live support, 100%
privacy, and more.

All  for just 829! (Coupon code BSFS10) Get it

here:

more so when it brings more competition to the market. Cape Town, as one
of the most recognisable cities worldwide, and with its population in the

W216 Markus van Wyk - | There should be more people on earth like everybody involved with the | This comment is noted. Markus van Wyk has been registered as an IAP for the
SCAFF-LOCK revamping of the CWA, but it takes initiative to make this airport adventure | NEMA process.
a reality. Please do not leave one stone unturned to make a success of this
project. Do not talk to people that cannot say "Yes" to your requests.
Make it happen!! | need this airport to start a tourist attraction not seen
before. A treat to be remembered, and it is going to be born at CWA!! | need
a lot of advice about the aviation industry for which | have so much passion.
Please feel free to contact me.
w217 Julian  Kassner - | New regional airport required to support the Winelands area This comment is noted. Julian Kassner has been registered as an IAP for the
HERBAR NEMA process.
investments
w218 Hugo Stroud - Kruger | We at KMIA are supportive of enhancing connectivity and route | This comment is noted. Hugo Stroud has been registered as an IAP for the
Mpumalanga development within the Region for the benefit of citizens and tourists to | NEMA process.
International Airport | South Africa.
W219 Anish Abraham Infrastructure development is crucial to the growth of any country, even | The comment is noted. Anish Abraham has been registered as an IAP for the

NEMA process.
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broader region, deserves another airport that can cater to commercial
flights. Being able to fly from Lanseria to CWA and skip all the big queues and
city traffic will be awesome!

W220 Willem Engelbrecht This airport will play a intreclle part in and for aviation. An airline and fly from | The comment is noted. Willem Engelbrecht has been registered as an IAP for
lanseria to cape winlands as there is no available slots at OR and we need an | the NEMA process.
alternate to CPiA.

w221 Lois Radu - bid air Hey am lois radu from fisantekraal durbanville looking for a job and am | This comment is noted. Lois Radu has been registered as an IAP for the NEMA
desperate please help || EGzNG process. Please register as a service provider using the CWA website

W222 Barry Lodewyk Great initiative and great business prospects for SMME's The comment is noted. Barry Lodewyk has been registered as an IAP for the

NEMA process.

Late Submissions from In-Process Scoping Phase (Comments revied after 26 August2024)

W223 David Kirsch - Pick n | best thing ever hope you are successfully This comment is noted. David Kirsch has been registered as an IAP for the
Pay NEMA process.
W224 Jayson Philander - | The success of this new airport is pivotal to creating value in the aviation | This comment is noted. Jayson Philander has been registered as an IAP for the
Safintra Building | space and equally so a huge benefit to the Western Cape as it finds itself | NEMA process.
Solutions more and more a destination of choice for international travelers and
tourists. | wish you well in your efforts to bring new life into the African the
aviation space.
W225 Nobuntu Sibozo Excited to expand Cape Town This comment is noted. Nobuntu Sibozo has been registered as an IAP for the
NEMA process.
W226 Werner  Kuhn - | I believe the airport will put Durbanville on the international map and it has | This comment is noted. Werner Kuhn has been registered as an IAP for the
Kenridge Pharmacy | my full support NEMA process.
w227 Matthys Lourens | believe the airport will bring major environmental benefits due to reduced | This comment is noted. Matthys Lourens has been registered as an IAP for the

diversion fuel required. The location is ideally situated for numerous visitors
to the Cape Winelands, both local and international. Furthermore, this
airport will be much safer to travel to for many passengers, especially after

NEMA process.
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dark. Impact of noise on populated areas will be significantly less as the flight
path of aircraft will pass over significantly less populated areas.
W228 Shirvaan Abrahams - | We fully support this incredible economic opportunity to help grow business | This comment is noted. Shirvaan Abrahams has been registered as an IAP for
Abrahams and create more options for affordable travel the NEMA process.
investments pty ltd
W229 Hein Kulsen - HACT | | believe that the airport will bring significant economic benefits to our | This comment is noted. Hein Kulsen has been registered as an IAP for the
Enterprise province and | hope and believe that the developers and owners are planning | NEMA process.
with our environment as a priority. This will also ensure that tbe CWA
becomes an entity for others to follow. Let's do this!
W230 Jacgt W - Apex | We are a company that believe and thrives to promote sustainable products | This comment is noted. Jacq W has been registered as an IAP for the NEMA
Polymers Solutions and drive to preserve our beautiful environment. process.
Pieter Le R . . . .
W231 eter te roux Here to make Western Cape better This comment is noted. Pieter Le Roux has been registered as an IAP for the
NEMA process.
W232 Phumelelo Tennyson | | would like to wish you all the best and good things on your new adventure, | This comment is noted. Phumelelo Tennyson has been registered as an IAP for
on creating new jobs, improving the economies strength, and not forgetting | the NEMA process.
the aviation industry.
w233 James Coetzer | offer a complete turnkey signage and branding solution with experience in | This comment is noted. James Coetzerhas been registered as an IAP for the
Airport and project management. I'd be happy to provide more info on | NEMA process. All potential service providers can register on the CWA
request. website: https://capewinelands.aero/opportunities/#supp-reg
w234 James Coetzer We offer flexographic printing and packaging solutions. Our typical products | This comment is noted. James Coetzer has been registered as an IAP for the
include branded condiments, sachets and specialty small run prints. We | NEMA process. All potential service providers can register on the CWA
would be happy to provide more info should you require. website: https://capewinelands.aero/opportunities/#supp-reg
W235 Charl Watson Absolute necessity for the 'northern Cape Town areas' for growth This comment is noted. Charl Watson has been registered as an IAP for the
NEMA process.
W236 Teddy Theron - | Glad that this is happening. This comment is noted. Teddy Theron has been registered as an IAP for the
Negosie Shop and All the best. NEMA process.
Exop
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W237 Asiphe Mlinganiso | would like to register as an interested person in the environmental impact | This comment is noted. Asiphe Mlinganiso has been registered as an IAP for
assessment ,to expand and grow. the NEMA process.
W238 Robert De Mink The Cape Winelands Airport will be an invaluable addition to the Cape Town | This comment is noted. Robert De Mink has been registered as an IAP for the
and Western Cape landscape. From a growth and opportunity perspective, | NEMA process.
it will not only be financial benefit, but it will also benefit the growing
Northern Suburbs community.
W239 Joseph Williams - | We support the airport This comment is noted. Joseph Williams has been registered as an IAP for the
Internet Fibre NEMA process.
Solutions
W240 Melanie Burgers | support the development as long as it creates sustainable economic | This comment is noted. Melanie Burgers has been registered as an IAP for the
opportunities for the local community. NEMA process.
W241 Willem Meuwesen Will be great opertunity for Winelands This comment is noted. Willem Meuwesen has been registered as an IAP for
the NEMA process.
w242 Jaco Smit | would love to keep in touch with any new developments as I'm interested | This comment is noted. Jaco Smit has been registered as an IAP for the NEMA
in establishing a business at the airport when operational. process. All potential service providers can register on the CWA website:
https://capewinelands.aero/opportunities/#supp-reg
w243 Neil Jaxa - ECJ | Let's grow together our world and prosperity province. This comment is noted. Neil Jaxa has been registered as an IAP for the NEMA
Construction and process.
Projects
w244 Gareth Whitehead - | | support RSA. Aero investment into the Winelands airport. | support the | This comment is noted. Gareth Whitehead has been registered as an IAP for
Aggreko partnership in a sustainable supply of solar and clean power gebneration mix | the NEMA process.
and options to this investment.
W245 Steven Comrie - | This is an incredible addition to the western cape. It is well needed and on | This comment is noted. Steven Comrie has been registered as an IAP for the
Gochu Gang | an already semi-developed site, so can't see how it's environmental impact | NEMA process.
stellenbosch will worsen anything greater. However it's economic impact and amounts it
will save plane carriers in feul, transport distances for nearer commuters
needing to fly will also create huge economic /environmental gain in saving
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driver miles. Very excited for it's launch, it will be a shinning economic driver
in the Cape northern suburbs and winelands area.
W246 Casper Oosthuizen - | | support the new airport, as an business men based in Paarl and traveling | This comment is noted. Casper Oosthuizen has been registered as an IAP for
Alpha Zero | allot overseas for business, this new airport will be a great push for the | the NEMA process.
Consultants Pty Ltd economy, increasing tourism to our beautifull country and creating new jobs,
which is so important for our economy to grow and there by uplifting all the
citizens in our country.
W247 Neil Wolter - KLS | In support of the new development This comment is noted. Neil Wolter has been registered as an IAP for the
Consulting Engineers NEMA process.
W248 Daniel  Sheard - | I fully support the development of the Cape Winelands airport. This comment is noted. Daniel Sheard has been registered as an IAP for the
African Lynx NEMA process.
W249 Chad Ehlers - Cape | We are in support of your plan to develop an extra airport. This comment is noted. Chad Ehlers has been registered as an IAP for the
Town Helicopters NEMA process.
W250 Mnikeli ~ Zilani - | | would like my business to be the part of the project as am staying in | This comment is noted. Mnikeli Zilani has been registered as an IAP for the
Uwakhe PTY Ltd kraaifontein around the area NEMA process. All potential service providers can register on the CWA
website: https://capewinelands.aero/opportunities/#supp-reg
w251 Bernard Phillip | This would be a great opportunity and advance economic development in | This comment is noted. Bernard Phillip Lebaea has been registered as an IAP
Lebaea - Nareng | ourregion for the NEMA process.
Trading
W252 Dennis  Jones - | You have my full support as a resident of Durbanville. This comment is noted. Dennis Jones has been registered as an IAP for the
Dynamic  Business This is going to be game changer! NEMA process. All potential service providers can register on the CWA
Advisors & going g ger: website: https://capewinelands.aero/opportunities/#supp-reg
Accountants You will hear from me soon with regard to my tourist project /proposal
linked the route that you are on.
W253 Tamara Loutchia I’'m in the travel industry so this is an exciting phase for sure. And I’'m so | This comment is noted. Tamara Loutchia has been registered as an IAP for the
happy for more job creation NEMA process.
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W254

Craig Robertson -

Great initiative!

This comment is noted. Craig Robertson has been registered as an IAP for the

Wilkinson, however,] can do much more via www.skal.org
www.saubuntu.org.za www.satsa.com and FB Tourism Jobs Matter and No
Way SAA (| managed to assist to stop the plunder of the SAA assets by
powers that be,now deceased)Regards Vernon Kirsten also on LinkedIn and
www.bigvfuncharters.com www.bigvwine.com www.busking.com

Oakhurst Property NEMA process.
Group
W255 Hugo Fourie - | I support the build of a second airport for the Cape Town region. | hope it | This comment is noted. Hugo Fourie has been registered as an IAP for the
Hurosco Properties | will be able to accommodate the A380/777/747 NEMA process.
and Construction
Holdings Pty Ltd
| wish thi j I ilot 1 h I ) . . .
W256 Kwazi Khumalo wish this pro;eo.:t very we 3s a student pilot | hope to one day be able to This comment is noted. Kwazi Khumalo has been registered as an IAP for the
operate from this new airport.
NEMA process.
W257 Anthea Frith Exciting times ahead This comment is noted. Anthea Frith has been registered as an IAP for the
NEMA process.
W258 liesl dewet Excited for the airport and job opportunities that comes with it. This comment is noted. liesl dewet has been registered as an IAP for the NEMA
process.
W259 Vernon Kirsten Hi Folks,| am in contact on a weekly basis with Deon Cloete and Mark | This comment is noted. Vernon Kirsten has been registered as an IAP for the

NEMA process. All potential service providers can register on the CWA
website: https://capewinelands.aero/opportunities/#supp-reg
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SUMMARY OF PUBLIC PARTICIPATION TO DATE

Pre-application Scoping Phase PPP

Numerous methods were used to effectively engage 1&APs in the Pre-Application Scoping Phase of the S&EIA
for the proposed CWA expansion. The Public Participation (PPP) consisted of three main components: i)
Notification, ii) Engagement, and iii) Comments and Response, as elaborated below:

Public Participation Period

The pre-application draft Scoping Report (containing NEMA, NEM: AQA and NWA detail) was made available for
a 30-day commenting period to potential I&APs including but not limited to: Neighbours; Organisations; Groups;
Trusts; Aviation Organisations; State Departments; Organs of State; with jurisdiction in the area. Public
participation ran from 8 November to 8 December 2023. Late IAP registration and comments were accepted.

Notification of IAPs & Availability of Documents

All potential IAPs were notified as follows:

Notification letters were sent to neighbouring landowners via email. Landowners were asked to
notify their tenants of the proposal and the commenting period.

Written notifications sent via email to the municipal ward councillors that represents the
community in the area. The ward councillors were asked to notify their community via their
preferred method of communication or existing communication system.

English and Xhosa advertisements were placed in the Tygerburger (a free newspaper). An
Afrikaans advertisement was placed in Die Burger and an English advertisement in The Cape Times.

Three larger site notices were placed on or near the site along various roads adjacent to the site.
These site notices were in English, Afrikaans and Xhosa.

The Pre-Application Scoping Report and supplementary reports were made available as separate
links on the PHS Consulting website. Documentation was left on the PHS Consulting website for
access by IAPs until 23 July 2024, and additional IAP registration and comments were accepted in
this extended period.

In addition, a hard copy of the report was lodged at the Fisantekraal Public Library for public
viewing from 8 November 2023 up to 23 July 2024. A site notice was pinned on the library notice
board for the same time period.

I&APs were encouraged to submit any comments via email, fax, post or Whatsapp.

I&APs who are unable to read or write or who otherwise need special assistance to state their
views on the proposal, could request assistance in recording their comments or objections. These
I&APs could send their comments using the voicenote option on Whatsapp.

Comments and Responses:

All comments received from I&APs were filed and an I&AP register compiled and updated as
required.

Issues identified and comments received from Interested and Affected Parties (I&APs) were
considered and informed various reports and studies, and amendments to the draft Scoping
report, prior to the lodging of the formal application with DEA&DP.

The comments received and responses formulated for the pre-application Scoping Report were
recorded and responded to in the Comments and Response Report.

Focus Groups & Public Meetings



A public meeting was held on the 8" of May 2024

Afocus group meeting with the Durbanville Farmers Association was held on the 4t of June 2024

All comments/issues raised during these meetings were recorded. Focus group meetings are ongoing.

In-process Scoping Phase PPP:

After submission of the application form, Registered I&APs and relevant State Departments and Organs of State
had another opportunity to comment on the Draft Scoping Report.

Public Participation Period

The in-process Draft Scoping Report (containing NEMA, NEM: AQA; NEM: WA and NWA detail) was made
available for a 30-day commenting period on the PHS Consulting website. Public participation ran from 24 July
2024 up to and inclusive of 26 August 2024. No extensions were allowed during the commenting period because
of strict timeframes.

Notification of IAPs & Availability of Documents

Registered 1&APs and State Departments were notified via email / WhatsApp / sms (as per
contact detail provided) of the availability of the draft Scoping Report. Any additional I1APs
highlighted by State Departments, or the competent authority were included in the registered
IAP list.

An advertisement in English was placed in the Tygerburger with detail on and how to comment
on the draft Scoping Report and the Water Use Licence application.

Three site Notices in English were placed on or near the site along various roads adjacent to
the site with detail on and how to comment on the draft Scoping Report and the Water Use
Licence application during the 30-day commenting period.

The In-Process Scoping Report and supplementary reports were made available as separate
links on the PHS Consulting website for the duration of the 30-day commenting period. The
supplementary documentation available included a Background Information Document (BID)
containing public participation information.

A hard copy of the report was lodged at the Fisantekraal Public Library for public viewing for
the duration of the 30-day commenting period. A site notice was pinned on the library notice
board for the same time period.

I&APs were encouraged to submit any comments via email, fax, post or Whatsapp.

I&APs who are unable to read or write or who otherwise need special assistance to state their
views on the proposal, could request assistance in recording their comments or objections.
These I1&APs could send their comments using the voicenote option on Whatsapp.

Comments and Responses:

All comments received from I&APs were filed and an I&AP register compiled and updated as
required.

All comments received will be responded to in the Comments and Response (C&R) report
which will also be included in the final Scoping Report.

All comments received during the 30-day comment period will be considered in the final
Scoping Report.

Focus Groups & Public Meetings

A focus group meeting with Fisantekraal / Klipheuwel Community Representative was held on
the 16" of August 2024
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. A focus group meeting with the Durbanville Heritage Society was held on the 17t of August

2024
o A meeting was held with the CoCT Air Quality Division on the 22" of August 2024.
o Ongoing consultation with various interest groups during the in-process Scoping Phase

included Garden Cities, the Stellenbosch Flying Club, ACSA, the Morningstar Flying Club,
County Fair and various local landowners.

The final Scoping Report was submitted to the DEA&DP for approval on 6 September 2024.
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Overview:
—__ nurturing Nature, empowering communities e et b S St s f o

At Myezo, we believe that every heartbeat of nature resonates within all of
us. Our mission transcends mere conservation - it is about weaving
sustainability into the fabric of our communities. We roll up our sleeves to
remove illegal dumping and invasive alien species, reclaiming neglected and
forgotten corners of our city. From tangled thickets to neglected parks,

we establish balance, one indigenous plant and tree at a time.

Our youth programs are more than tree-planting - they're seeds of
knowledge. We cultivate eco warriors, nurturing their love for the land.
Spekbooms and Fynbos become their allies in carbon sequestration.

We are not lone rangers. We work with municipalities, businesses, and
schools. Together, we choreograph climate action, turning challenges
into pas de deux for a greener future.

The United Nations Sustainable Development Goal 17 is our
crescendo. Partnerships harmonize our efforts. With each handshake,
we compose a symphony of change.

We're young, but our roots run deep. Ourimpact whispers through
transformed parks, cleaner air, and hearts awakened to nature's rhythm

Greater Flamingos at the Paarl Bird Sanctuary pictured.



Bird watching &
conservation

* Nestled between the magnificent backdrop
of Du Toit and Paarl
Rock mountains,Mbekweni Paarl Bird Sanct
uary is a hidden gem for bird enthusiasts.
Here every winged visitor has a story to tell.

* The Hadeda ibis with their raucous calls
echoing across the ponds and Bergriver.

* Flamingos graceful and pink, here they
gather in flocks, creating a living canvas
against the blue sky, with reflections
that ripple like dreams.

* Conservation has a healing effect
especially for those who live in the fringes
of society

7/22/2024




Nature based
activities

about holistic education to inculca
te values of respect for nature

in young minds. This exposure has
a powerful effect on young minds

Mbekwen Paarl Bird

Sanctuary: A sanctuary indeed,
but can we expand its "wings"?



Inclusivity

* Accessible, clean parks PROMOTE EQUITY,
ensuring everyone can enjoy recreational
spaces —SDG 3 — Good Health & Well-being.

* The space located between

the Paarl Waste Water Treatment Works and
Landfill both in close proximity to the
township can be utilized

for Health promotion.

* Investment: Allocate resources for natural
recreational spaces. They're
not luxuries; they're necessities.

*  While New Orleans Park and Antonie's Vlei
serve their purpose, we yearn for recreational
spaces where youth can thrive, learn, and
connect with the natural world. SDG 10 -
Reduced Inequalities
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Youth Greening
initiatives bringing and
recreation

We don’t see what we do as work, but
as Purpose and our Mission to help
heal the world one human and one
tree at a time. If we take care of the
planet, the planet will take care of us.
We are working with people from all
walks of life united in our collective
endeavor to leave this world better
than we found it.
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Indigenous trees
and Veggies planting
Education

Holistic approach using Outdoor Education



Indigenous Seed Collection

Our youth hike Paarl Mountain, collecting native seeds. These

seeds hold resilience, combat climate change, and whisper

hope. Partnerships with Drakenstein Municipality,

Cape Nature, and Paarl Rotary Club have fueled our

Bast missions. As Myezo Sustainable Development Alliance, we
elieve that in SDG 17 where we come and stand together

united in protecting the planet and its people. We propagate

the seeds and grow them into trees. When they have

grown, we plant them back to their original habitat and

In open spaces..



School Outreach

Education and awareness is at the core of our

existence. The Western Cape is a drought prone area

and Climate Change phenomenon like "Day Zero" are not
isolated occurrences. These require resilience, mitigation
and Adaptation Strategies that endorse Climate

Change efforts already outlined in the Integrated
Development Plan.




Pain Point: illegal dumping and open space occupation




Human health impacts

Physical Safety: Litter in parks poses tripping hazards, especially
for children who see parks as places of recreation. Broken o
glass, sharp objects, or discarded materials have caused a lot of injuries.

Respiratory Health: Accumulated rubbish may
release harmful particles into the air, affecting lung health. Smoke
from burnt waste exacerbates respiratory conditions.

Infectious Risks: Discarded food containers attract pests (e.g., rats,
flies) increasing the risk of disease

Mental Well-being: Cluttered, unkempt spaces can contribute to stress
and anxiety

Environmental Consequences

Soil contamination: Decomposing waste releases chemicals into soil,
impacting plant growth and soil health

Water Pollution: Rainwater washes litter into nearby water bodies,
affecting water quality and aquatic life

Aesthetic Degradation: Litter diminishes the natural beauty of parks,
reducing their alppeal and overall value. Perpetrators tend to

use littered neglected spaces to set up illegal structure camps — these
often being cesspools for vandalism activities and illegal items exchange

Biodiversity Loss: Rubbish disrupts ecosystems, affecting plants, insects,
and small animals. It reduces habitat quality and availability.



Impact (continued)

Economic Impact

* Property Values: Well-kept parks enhance property values in nearby neighborhoods

* Tourism Attraction: Attractive parks draw visitors, benefiting local businesses and
the economy - According to BusinessTech SA informal economy is estimated to be R750
billion (hidden from economic indicators and taxman) - GG Alcock Biznews

Conference 2024



Awareness &
Outcomes

Community Pride: Clean, well-maintained parks foster
community pride and a sense of ownership. We have
cleaned and rehabilitated numerous parks in Wellington
and Mbekweni. Some of our volunteers are picture

here removing litter before planting hundreds of trees
and plants




Indigenous
Tree Planting
Initiative

We have been well

received by many locals and
community members. We
engage with councilors and the
Drakenstein Municipality

to target areas that are
vulnerable to illegal dumping.
We have been greatly

assisted by the Parks Division.
We believe that

engaging with residents

and supporting them in
showing ownership is the only
sustainable way to preserve
our open spaces. Pictured here
are residents who watch us
working in their areas and feel
compelled to come assist.




Street Gardens

Every seedling of indigenous plant, tree and vegetable
has been planted by Myezo with the support

of learners and farms in our effort to educate

them in Sustainable Development Goal 1 — No Poverty
and 2 - Zero Hunger, which is also linked to 3 - Good
Health and Well-being. Children are usually the first to
come and show support to what we are doing.



Indigenous Plants For Carbon
Sequestration and Health

* We nurture Spekboom and Proteas,
planting them alongside schoolyards

and tucked into forgotten corners. Our youth -
barefoot, hands caked in soil - understand
that these plants are more than

green ornaments; they're guardians of our
planet. As proteas take root, so do values -
responsibility, resilience, and the art of
nurturing life. Beyond aesthetics,

our work whispers through the rustle of
leaves, the hum of bees. It's not loud,

but it's lasting.




Pollution Awareness

At Myezo SDA, our expertise and experience stretches to longer than a
decade in working with schools and children in education and
awareness. We believe in the values upheld by our inhouse Community
Psychology practitioners, stakeholders and volunteers.

We believe that to Place-based education is critical to inculcating
values in the hearts of children. By taking them to places where
litter/rubbish is recycled, repurposed and reused, they learn that the is
a Circular Economy that they can one day tap into which leads to the
sustenance of the community and theirimmediate environment. We
are not only in the business of planting indigenous trees but also
planting ideas in sustainability and conservation. Here our friend

John from Plastic SA is teaching our learners how Product Packaging
Designing can help reduce the throwing away of recyclable packaging.
This is what we mean when we speak of another man's trash being
another's treasure — virtue is indeed in the eye of the beholder.



In Conclusion

Myezo Sustainable Development
Alliance stands

for environmental conservation,
community empowerment, and

LA . D . sustainable practices. Our mission
A A = L is to nurture biodiversity, combat

e
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| e stewards through initiatives like

seed collection, native

tree planting, bird watching and
youth engagement. We weave
hope into barren neglected spaces,
one native tree, plant and animal
at a