	[image: image1.png]K'ASNISTOP



 

  www.stopstanstedexpansion.com 

  info@stopstanstedexpansion.com
	PO Box 311 

Takeley 

Bishops Stortford

Herts CM22 6PY

Tel:  01279 870558

Fax: 01279 870786 



Department for Transport (DfT) Consultation on Night Flights Restrictions at Heathrow, Gatwick and Stansted Airports, Stage 2

Introduction

The current consultation is Stage 2 of a process that started last year. Stage One was intended to deal with various underlying principles of the night flying restrictions regime, and Stage 2 with the details of how those principles would be applied. The restrictions only apply to Heathrow, Gatwick and Stansted airports and are proposed to run from 2006/7 to 2011/12.

The main issues to be considered in Stage 2 are: 

· the hours during which night flying restrictions will be applied 

· the actual quota figures to be applied during these periods 

· arrangements for insulation.

There are in addition a few questions on technical or relatively small details of the restrictions. For reasons of brevity and clarity we have supplied only a bare-bones comment on these. We have put these ‘minor’ questions and our comments in italics. If required, further details on SSE’s responses to these (or indeed the main questions) may be found in our full response. See covering letter for details.

How to respond to the consultation

Copies of the consultation document may be obtained from the address below, or by telephoning 020 7944 5796, or by downloading from the DfT website www.aviation.dft.gov.uk

Replies have to be sent by 16 September 2005 to:

Department for Transport

Aviation Environmental Division 4

Zone 1/34

Great Minster House

76 Marsham Street

LONDON   SW1P 4DR                         

Responses can be sent by email to: nr-stagetwo@dft.gsi.gov.uk
Representative bodies are requested by the DfT to include a summary of the people and organisations they represent.

Explanation of the restrictions regime

The DfT’s night flying restrictions impose maximum quotas during the NQP (Night Quota Period – currently from 2330-0600). The quotas are totalled separately in two seasons: winter – Nov 1 to Mar 31 approx; summer – Apr 1 to Oct 31 approx.  There are two types of quota applied to each season:

1. A limit on the total number of air transport movements

2. A limit on the QC (Quota Count) points, which work as follows:

· each type of aircraft is assigned to a QC category depending how noisy it is;  

· each category contains aircraft that are (roughly) twice as noisy as those in the next category down

· the categories run from QC/16 (16 points per movement) down through QC/8, QC/4, QC/2, QC/1 and QC/0.5. The current consultation is proposing a new lower category of QC/0.25.

Thus one movement by an aircraft in a particular category will use up twice as many points as one movement by an aircraft in the next category down.  The idea behind this system is to allow airports the flexibility to operate relatively fewer but noisier aircraft, or relatively greater numbers of quieter ones. There are various ancillary arrangements for dealing with occurrences such as over or under usage of the quotas in any one season etc. and some of these have a bearing on the ‘minor’ questions referred to above.

In the eight seasons from 1999-2003, Stansted’s quotas were only exceeded on two occasions out of a possible 16; the movements quotas were generally only 60-70% used, if that. (As one of the conditions of its 2003 planning permission, BAA agreed not to seek an increase in the quotas during this consultation: a sign perhaps that it was (and is) happy that the DfT’s ‘restrictions’ would continue to over-provide for its needs.)

Overall comments on the consultation paper

· Little or no evidence is presented for the economic balance between benefits and costs of night flights; and where it is, the environmental costs are virtually ignored.

· No allowance is made for the lower ambient noise levels around Stansted. This ignores the advice of the World Health Organisation (WHO): ‘To protect sensitive persons, a still lower guideline value would be preferred when the background level is low.’ (WHO: Guidelines for Community Noise, 1999, para 4.2.3).

· Large numbers of vehicles arriving at and departing from the airport in the night period contribute significantly to the disturbance in this rural area; this issue is totally ignored in the consultation, which concentrates solely on aircraft noise.

Replies to the specific questions posed

1 Q1. Do you have any comments on the proposals for environmental and noise abatement objectives set out in section 4?

1.1 We object to the omission of the concept of reducing/eliminating sleep disturbance as one of the objectives. 

1.2 The night noise limits recommended by the WHO are 45 dBA Leq (8 hours) and 60 dB LAMax. In Stage One of the consultation the DfT committed to adopting these as targets for the long term (defined by the DfT as 30 years). However the stated objectives do not include any long term plans - let alone short and medium term plans (as recommended by the WHO) - for achieving the WHO targets. [See also Q8]

1.3 The proposed specific environmental objective for Stansted is expressed as ‘to limit the overall noise from aircraft during the night quota period close to existing levels’. However this turns out to mean:

· an increase of 25% in the 48 dBA Leq land area contour,

· an increase of 34.4% in the winter QC total and 15% in the summer one, and

· an increase of 74.7% in the winter movements quota and 44.9% in the summer one.

(Proposed 2011/12 limits compared to actual usage in 2002/3, which is the DfT’s chosen benchmark year.)

1.4 These sharp increases are several times misrepresented in the Stansted sections of the document, where the proposals are compared to the 2002-3 (underused) maximum quotas rather than the actual movements. 

1.5 We do not accept the use of Leq contours (which are in effect an ‘averaged’ depiction of noise over a period of time) as a suitable indicator of sleep disturbance when used on their own.  People are woken by single noisy events, not a generalised average noise level. We are supported in this by the WHO, which recommends the additional use of dB LAMax (peak noise) indicators when setting limits for non-continuous noise disturbance.  The DfT itself acknowledges this in its para 8.7.

1.6 The Leq level chosen by the DfT for depicting the area of disturbance is 48 dBA Leq which is 3 decibels higher than the WHO’s recommended level. [3 decibels represents a doubling of the noise energy at its source.]

1.7 The predicted 25% increase in the 48 dBA Leq land contour area is a faster rate of growth than BAA itself is predicting for Leq contour growth in its July 2005 consultation paper on expansion.1
2 Q2. Do you agree that the QC/4 scheduling ban should continue to apply only between 2330 and 0600 as set out in paragraphs 5.32 - 5.37?

2.1 We do not agree. If the NQP is extended to 8 hours, it would presumably be for the reason that the Government now (rightly) agrees that the ‘sleep period’ is 8 hours. It would therefore be illogical to schedule these noisy aircraft to operate at any time in this newly extended period.

2.2 Nor do we agree to the suggestion in para 5.34 that there should be no QC/4 operating ban in this period: to the disturbed sleeper, it is immaterial whether the incident was scheduled or unscheduled for that particular time.

3 Q3. Do you have any views on the definition of the night period and night quota period?

3.1 We strongly support the extension of the NQP to a full 8 hour period of 2300-0700 because:

· this would align the NQP and the ‘night period’ with each other (and also with the requirements of Directive 2002/49/EC) and obviate the need for some of the complicated rules which have arisen because they have previously needed to cater for two different periods;

· the two shoulder periods (2300-2330 & 0600-0700) have an hourly average of flights that is nearly 6 times the hourly average of the current 6.5 hour NQP;

· 8 hours is widely recognised as an average sleep period, and recommended as a minimum for many such as children and the elderly;

· the early and late parts of the sleep period are particularly important and many people have increased difficulty in getting back to sleep if disturbed at these times.

3.2 On the other hand, we do not accept that extending the NQP to 8 hours should mean that the huge number of currently unrestricted movements in the shoulder hours (12,286 in 2003) should have carte blanche to be moved to even more sensitive periods of the night. [See also 8.4 below]. 

3.3 Extending the NQP would require measures (eg hourly quotas) to prevent bunching in what would become the new shoulder periods. The 6:1 ratio mentioned above is a function of the pressure that builds up from the industry aiming to get as many late/early movements as possible while still avoiding the NQP restrictions. This would presumably continue unless controlled.

4 Q4. Supposing, hypothetically, that the movement and noise quotas would be set precisely to accommodate current levels of night flying in either case, are you in favour of extending the night quota period to 2300-0700 or would you prefer to retain the current definition?

4.1 We suggest that this question is not answered as the hypothesis is not acceptable: it could lead to a doubling of the average hourly rate of movements in the 6.5 hour core night period.

5 Q5. Are you content to continue with the arrangements for disregarding movements? (para 6.12)

5.1 No. The ‘disregards’ cause the same sleep disturbance as any other comparable flight. If this were to cause recurring problems, then the remedy would be to adjust the quotas to allow headroom for the eventualities covered by the ‘disregard’ arrangements.

6 Q6. Do you agree with proposals to remove the rule on movements scheduled after 0630 but arriving before 0600? (paragraph 6.14-6.15)

6.1 Yes.

7 Q7. Are you content with the carry and overrun arrangements proposed? (paragraphs 7.8-7.18)

7.1 No. They are infrequently used (7 times out of a possible 48 in the 1999 – 2003 period) and can result in anomalous increases of up to 33% in the following season’s quotas.

7.2 If the DfT insists on retaining them, the flexibility should be set at 5% not 10%. 

8 Q8. Do you have any comments on the proposed movements limits and noise quotas for Heathrow, Gatwick and Stansted? (paragraphs 7.19-7.52)

8.1 The DfT’s proposed rate of growth in night movements is 41.1% (2011/12 proposals compared to 2004/5 actuals); yet BAA’s own projected rate of growth in movements (day + night combined) is only 27.3%.2 

8.2 In the case of the QC limits (but not the movement limits) the DfT proposes (in para 7.41) a small decrease of about 5% over the six-year period up to 2011/12. However we believe that this decrease would be totally achieved by a technical change concerning the introduction of a new QC category of QC/0.25, without making any difference to the actual noise disturbance at all.

8.3 We consider the 30 years period for achievement of the WHO targets to be far too long. Nevertheless we have used it as a hypothetical timescale for calculating the implied annual quotas if the WHO recommendations for peak noise are to be achieved by 2033; for the purposes of this exercise we also assume - again hypothetically - the DfT’s limit of 12,000 movements per year. 

The results demonstrate that the DfT’s proposed quotas are some 20-30% too high if the targets are to be attained on this pro rata basis: for example our calculations show for 2011/12 a QC total of 5422 as opposed to the DfT’s 7960. Our position is that the totals resulting from this hypothetical exercise are the very maximum quotas acceptable to the community and that they should be adopted as an urgent start to reaching the WHO targets. [Note: the reasoning and assumptions underlying our calculations are complex and are stated more fully in our own detailed response: see covering letter for details of this.]
8.4 With regard to the mooted 8 hour NQP, we believe that the average traffic per hour should be no worse than in the current 6.5 hour NQP; our recommended quota figures are therefore calculated by multiplying the 6.5 hour ones by a factor of 1.23 (8 divided by 6.5).

8.5 Many in the area, indeed right across Europe, believe there should be a total ban on night flights. We submit that, following the adoption of our figures as an emergency stopgap, there should be an immediate start to consulting on the feasibility of a complete ban, in combination with or as an alternative to, a much shorter timescale for achieving the WHO targets. This consultation should involve the entire country, not just the 3 BAA ‘London’ airports. 

9 Q9. In relation to a noise insulation scheme, do you have any comments on:

Q9a whether or not policy should be implemented through statutory regulations?

9.1 We would accept a voluntary scheme on a trial basis, provided that it was supervised by DEFRA, as the logical department for dealing with noise pollution issues.

Q9b whether to use a noise footprint or other criterion?

9.2 We support the use of a noise footprint, given our reservations about Leq as a measure of sleep disturbance.

Q9c if a noise footprint criterion is used, how to define it for each airport?

9.3 The definition of ‘noisiest aircraft’ should be based on those ‘likely to operate’ not just those scheduled to operate. The DfT proposal in para 8.11 for using only the latter as a criterion is presumably based on an assumed imbalance between the extra costs and the comparatively small possibility of the event occurring. We submit that the extra costs should be accepted in accordance with the Government’s adopted policy of ‘the polluter must pay’; and that in any case the resulting extra insulation provisions would have the benefit of protecting those who are lighter sleepers than the average person (on whom, of course, all the research on ‘sleep disturbance levels’ is predicated).

9.4 The measurement criterion should be based on

· 75 dBA SEL which is approximately equivalent to the WHO recommended 60 dB LAMax;

· actual measurements rather than certificated, adjusted annually if necessary;

· the combined footprint of loudest arrival and loudest departure.

Q9d whether the scheme should relate to the whole night or the current night quota period? (paragraphs 8.8-8.21)

9.5 The scheme should be based on the noisiest aircraft likely to operate for any reason – scheduled or unscheduled - between 2300 and 0700, regardless of any decisions taken on the other connected issues raised in this consultation. 

Other issues relating to insulation (para 8.19)

9.6 Roof insulation must be included for bedrooms.

9.7 Properties which have benefited from earlier schemes should be brought up to current standards as part of the scheme. 

1 BAA’s estimate in Growing Stansted Airport on the Existing Runway of the 57 dBA Leq contour land area in 2015 is 35.9 km2, an increase of 7.2% over 2003, ie in a period 3 years longer than the DfT’s scenario. [Note: The two Leq contours are for different levels (48 and 57), and lower dBA Leq contours tend to grow at faster rates than the higher ones, for any given increase of traffic. Even allowing for this, the difference between the two rates is still marked.]


2 Extrapolated from Table 4 in BAA: Growing Stansted Airport on the Existing Runway. July 2005.  


� Owing to a technicality many of the aircraft currently operating at Stansted as QC/0.5 will be downgraded into this new QC/0.25 category ie each of their movements will now count for half of what it did before, but without of course improving the actual noise climate. There will be a small compensating movement the other way, as some previously exempt aircraft will now be caught by this new low category. The DfT estimates, rather vaguely, that the net effect of these changes will reduce quota usage by ‘less than 10%’. This therefore seems to comfortably provide the apparent 5% reduction contained in its QC proposals.
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