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Title 
1.  Night Flying Restrictions at Heathrow, Gatwick and Stansted: Consultation on Restrictions to apply

from 30 October 2005 - Final RIA 

Purpose and Intended Effect of Measure 

The Objective 

2.  To ensure that a new night restrictions regime to apply from October 2006 is introduced which
ensures an appropriate balance is struck between environmental and economic considerations, taking
into account latest developments in aircraft technology, fleet mix and legal obligations. 

Devolution 

3.  Not relevant. These restrictions apply only to Heathrow, Gatwick and Stansted airports. 

Glossary 
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Certificated
Noise Levels 

The ICAO aircraft noise certification procedure for subsonic aircraft over 5700kg
requires three separate noise measurements to be made at approach, lateral and flyover
locations. The three certificated noise levels •measured in EPNdB‚ are determined
within tight tolerances and normalised to standard conditions 

dB Unit of relative sound level or changes in sound level 

dBA Unit of sound pressure level measured on the A weighted scale, ie as measured on an
instrument that applies a weighting to the electrical signal as a way of simulating the
way a typical human ear responds to a range of acoustic frequencies 

EPNdB Effective Perceived Noise Decibels 

EPNL Effective Perceived Noise Level measured in EPNdB. Its measurement involves
analyses of the frequency spectra of noise events and the duration of the sound as well
as the maximum level 

ICAO International Civil Aviation Organisation 

L max The maximum sound level •normally in dBA‚ measured during an aircraft flyby 

L den A weighted average of sound levels during the day, evening and night 

L eq A measure of long term average noise exposure. For aircraft it is the level of a steady
sound which, if heard continuously over the same period of time, would contain the
same total sound energy as all the aircraft noise events. 

L night Usually, the eight hour Leq average noise level from a specified source. In the UK
defined to cover 2300-0700 local time; sometimes defined over other periods of night 

Movements
Limit 

The number of movements allowed during a season between 2330-0600 

Night Period Defined as 2300-0700 local time 

Night Quota
Period 

Defined as 2330-0600 local time unless the context indicates otherwise 

Noise
Footprint 

The area within which the noise level, normally defined using the SEL metric from a
noise event is equal to or greater than the specified level. The footprint may relate
separately to an arrival or a departure, or may be defined as an 'envelope'
encompassing both 

Quota Count The weighting attributed to the arrival or departure of a specified aircraft type by
reference to its certificated noise performance, divided into 3 EPNdB bands 

SEL Sound Exposure Level. The level generated by a single aircraft at the measurement
point. Takes account of the duration of the sound as well as its intensity 
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Background 
4.  There have been restrictions on night flights at Heathrow Airport since 1962, at Gatwick since 1971

and at Stansted since 1978; but not a total ban. The underlying principle of the restrictions is to
preserve a balance between the need to protect local communities from excessive aircraft noise at
night, and permitting the operation of services which provide economic benefits. 

5.  The current restrictions, introduced in October 1999 after extensive consultation, comprise a
maximum number of movements which can be made each season with a quota, related to an
aircraft's noise classification on take-off or landing, as a supplementary measure designed to
encourage the use of quieter aircraft. The movements limits and quotas apply from 2330 to 0600 •the
Night Quota Period •NQP‚‚. There are also restrictions on the noisiest types of aircraft which also
cover the 'shoulder' periods from 2300 to 2330 and from 0600 to 0700, to provide further protection. 

6.  The present regime was originally intended to apply to 31 October 2004. Previous practice has been
to review the night restrictions at Heathrow, Gatwick and Stansted about every five or six years. This
enables us to take account of technological improvements •e.g. quieter aircraft‚, the findings of sleep
research and related matters. The Government has made commitments to review aspects of the
regime in light of the publication of various technical documents 1  , and in statements made in the
decision letter on Heathrow Terminal 5 2  . 

7.  In April 2003 we published a consultation document proposing to extend the existing restrictions for
a further year. This reflected the fact that consultation was under way on a document about The
Future of Air Transport in the United Kingdom: South East, which led to the White Paper, The
Future of Air Transport, published in December 2003. The Government also wanted to await the
judgment of the Grand Chamber of the European Court of Human Rights on an action brought by 8
individuals against the 1993 night restrictions regime at Heathrow. The April 2003 consultation
document also explained how the policy environment was changing in relation to European
legislation and how the introduction of two new European Directives, on Noise Related Operating
Restrictions and on the Assessment and Management of Environmental Noise, was going to affect
the night restrictions regime. 

8.  Following consultation the Department announced that it would extend the current night flying
restrictions to October 2005. The Future of Air Transport White Paper published in December 2003
stated that we would begin consultation on a new night noise regime in 2004. The current regime was
then extended for a further year from October 2005 to October 2006. We considered that rollover to
be unavoidable. This Regulatory Impact Assessment therefore concentrates on changes to the night
restrictions regime which would commence on 29 October 2006. 

9.  The night noise regime consultation was conducted in two stages, as described in more detail below.
The stage one consultation paper, issued in July 2004, explained how we intend to carry out
assessments to comply with European Directive 2002/30/EC on noise related operating restrictions
•see further note below‚ and produce a draft Regulatory Impact Assessment. The stage two
consultation paper made specific proposals in relation to the length of the night quota period and the
specific movements limits and noise quotas to apply for the duration of the regime. 

10.  Further background on night restrictions, including a description of the Hatton case, European
Directives and pattern of night flights is at Appendix 1. 
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1  Quota Count validation study; Noise Measurement and Analysis: ERCD Report 0205, April 2003. 

A Practical Method for Estimating Operational Lateral Noise Levels: ERCD Report 0206, April 2003. 

Review of the Quota Count System used for administering the night noise quotas at Heathrow, Gatwick
and Stansted Airports. DfT administrative report, 2003. 

Review of the Quota Count •QC‚ System: Re-analysis of the differences between Arrivals and Departures:
ERCD Report 0204, November 2002. 

2  Decision letter of 20 November 2001. 

Risk Assessment 
11.  In the last 30 years there has been a five-fold increase in air travel and demand is projected to be

between two and three times current levels by 2030. Air freight in the UK doubled in the two decades
1969 to 1989, doubled again in the decade to 1999 and is forecast to grow more rapidly over the next
10 years. Although air cargo, at 2.3 million tonnes a year, represents only a small proportion, by
weight, of total freight movements, the emphasis on high value goods means that aircraft carry about
one fifth of all UK exports of goods, by value. 

12.  The growth of passenger traffic has led both Heathrow and Gatwick to operate at or near to peak
capacity throughout most of the day. This has left little scope for dedicated, all-cargo freighter flights
from these two airports •around 70% of all air freight and parcels traffic is contained in the baggage
holds of passenger aircraft‚. Freight traffic is growing rapidly at Stansted Airport. The small
package/express parcel sector dominated by the four integrators, DHL, FedEx, TNT and UPS is the
fastest growing part of the air freight market. 

13.  The impact of the current regime •1999-2006‚ has been to control the numbers and types of aircraft
which are permitted to fly at night and to encourage the use of quieter types, particularly at Stansted.
The controls limit the environmental disbenefits of night flying and ensure an appropriate balance is
reached between the environmental and economic considerations. The impact of the regime to apply
from 2006 will be assessed using the Leq 3 •6.5 hour‚ and/ or Leq•8 hour‚ night time •also described
as Lnight‚ contours. It has been long standing Government practice to produce, on an annual basis, 16
hour average summer daytime contours using the indicator Leq 4  . Directive 2002/30/EC •described
above‚ states that contours should be displayed, where available, using Lnight described in Directive
2002/49/EC. Lnight is based on the Leq measurement and is an 8 hour calendar year measurement
•2300-0700‚. We have no robust basis on which to interpret these contours in terms of precise levels
of annoyance and/or sleep disturbance but they can be used to set objectives and broadly to compare
the noise climate across different years. Lnight contours for 2011 •or 2010‚ will be required for the
second 'wave' of mapping required by Directive 2002/49/EC. 

14.  Contour maps for the night period and night quota period were published in both stages of the
consultation exercise showing the area around each airport within a range of Leq levels. The
associated tables also showed the number of households and population within each contour band. 

15.  The effects of night flying upon individuals relate to sleep disturbance and annoyance. The
relationship between these phenomena and aircraft noise levels has been quite extensively
researched. Sleep disturbance has been found to occur to a statistically significant extent in response
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to aircraft noise events above about 90dBA SEL 5  . The incidence and nature of such sleep
disturbance, even in comparatively noise-sensitive people, is such that the evidence 6  suggests that
the probability of serious sleep deprivation and consequent health effects, purely as a result of
aircraft noise events, is very low. Annoyance to those awake is a stressor, but has not been proven to result
in any long term physical health effects such as cardio-vascular disease. Nevertheless, sleep 
disturbance does occur, and there is some very small residual risk that as-yet-undetected long-term
effects of arousal from sleep and/or noise-related annoyance could occur. Night noise at Heathrow is,
however, less intrusive now than it was 20 or 30 years ago. 

16.  Effects on property •specifically house‚ prices are likely to be more influenced by daytime air traffic
noise, which is more extensive, than by night time noise, given the relative preponderance of the two and
the fact that most night noise is to a large extent slept through. It is reasonable to suppose that the effects
of night and daytime noise on property values are not the same, but the 'hedonic pricing' research from
which the scale of such effects has been estimated •in the order of between 0.5 and 1% per dBA Leq

permanent change‚ does not allow the relative contributions of day and night noise to be shown. 

3 Equivalent Continuous Sound Level •Leq‚ is an internationally recognised method for measuring noise. 

4 Further information about Leq is contained in ERCD Report 9023, The Use of Leq as an Aircraft Noise
Indicator, published 1990. 

5 Sound Exposure Level â a measure of the overall level of a noise event standardized by compressing its
energy as if it had a duration of exactly one second. Tables showing the population contained within a
90dBA SEL footprint were included in the stage 1 consultation paper. 

6 In particular, United Kingdom Aircraft Noise Index Study: main report, DR Report 8402 published 1985 

Report of a Field Study of Aircraft Noise and Sleep Disturbance, published December 1992. 

Adverse Effects of Night-Time Aircraft Noise, DORA R&D Report 9964, published 2000. 

Consultation 

Structure of the Consultation 

17.  Consultation has been carried out in two stages. The issues relating to the way aircraft are classified
for night restrictions purposes needed to be explored in stage one so that the effects of different
options for the length of the night quota period, the size of the noise quotas and movements limits
and the ratios between them could be assessed properly in stage two. 

The Secretary of State's policy in relation to night noise 

18.  The Secretary of State's policy is described at various levels of generality. The contextual framework
for the two stage consultation on night flying restrictions •July 2004-September 2005‚ was explained
in paragraph 6.1 of the stage one consultation paper‚. The policy described in The Future of Air 
Transport White Paper - "to bear down on night noise" - was expressed at a level of generality, as
were the other broad aims for the night restrictions including "to strike a fair balance between the
protection of local communities from excessive aircraft noise levels at night and the provision of air
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services at night where they are of benefit of the national, regional or local economy" in paragraph
6.2 of the stage one paper and repeated in paragraph 4.1 of the stage two consultation paper. 

19.  The Secretary of State has sought to explain in more specific terms how he will implement those new
general policies by proposing environmental and noise abatement objectives for each of the airports under
consideration. The setting of environmental and noise abatement objectives was required as a matter of
law for the first time by Directive 2002/30/EC. Environmental objectives for each airport were formulated
in the stage two consultation paper and noise abatement objectives proposed. The environmental
objectives are more specific than the general aims, but •as was made clear in paragraph 4.6 of the stage
two consultation paper‚ they are fixed with a view to the longer term evolution of the three airports up to a
time horizon of thirty years or so and must accordingly leave some room for flexibility. The noise
abatement objectives, on the other hand, are set for the 6-year period of the current restrictions and are
much more specifically defined •in terms of a particular 6.5 hour 48dBA Leq contour for the winter
and summer seasons combined‚. The Secretary of State's decisions on the particular environmental and
noise abatement objectives for each airport, taken after considering the consultation responses, are set out
below. 

Stage 1 

20.  The stage one consultation paper focused on issues around the classification of aircraft, set out the
intended length of the next regime, invited suggestions for environmental objectives and explored the
contextual framework. 

The Quota Count System 

21.  As the law currently stands, s. 78•3‚ of the Civil Aviation Act 1982 requires operating restrictions to
include a specific numerical movement limit. Therefore the current operating restrictions are based
on both a numerical movement limit and a noise quota. The Civil Aviation Bill, currently before
Parliament, contains a proposal to allow operating restrictions which do not include movement limits,
but any proposal •if and when the Bill passes into law‚ to change the actual basis for operating
restrictions would be the subject of separate consultation. 

22.  The Quota Count system of classifying aircraft was introduced in 1993. The system uses information
from the aircraft's International Civil Aviation Organisation •ICAO‚ noise certification data and
allocates each aircraft a Quota Count •QC‚ for arrival and for departure. An aircraft may have a
different QC for arrival and departure. The current QC categories are 0 •exempt‚, 0.5, 1, 2, 4, 8 and
16. The QC categories are in 3dB bands, so that a doubling of QC corresponds to a doubling in noise
energy for any given point within the 3dB range. The noisiest aircraft - classified as QC/8 or QC/16 -
are not allowed to operate at night •2300-0700‚ other than in the most exceptional circumstances. The
QC system was introduced to encourage the use of quieter aircraft at night. Each airport is allocated a
noise quota and movements limit for each season which, after allowing for carry-over provisions,
must not be exceeded 7  . 

23.  Consultees were asked for their views. Of those who expressed a view, 80% said that the QC system
should be retained. Some consultees expressed the view that the system was inherently flawed
because the raw input data it used measures sound energy rather than noise effects. Some consultees
also suggested that the ICAO noise certification data •upon which operating restrictions are required,
as a matter of European law, to be based‚ substantially underestimated the actual noise generated by
certain Boeing 747-400 aircraft with Rolls Royce engines. 

- 7 -

Department for Transport - Annex A: Night flying restrictions at Heathrow, Gatwick and Stansted from October 2006



24.  The Secretary of State considered those points. As to the QC system itself, he decided to accept the
view advanced by the majority of the respondents that the system had worked well and should be retained
as a useful way of encouraging the use of quieter aircraft at night. As to the classification of Boeing
747-400s, he considered carefully whether the available data justified an adjustment to the QC system
•within the limits allowed by European law‚. The research on operational noise recorded in ERCD Report
0205 showed that most aircraft currently operating at night at Heathrow, Gatwick and Stansted have
operational noise levels that accord with their present QC classification, though some types are noisier and
some quieter. But, even looking just at Heathrow, it was far from clear that all Boeing 747-400s with
Rolls Royce engines were noisier than their classification suggests, or even that a majority of them were. 

25.  The Secretary of State decided that the case for an adjustment of the QC system •within the limits
allowed by law‚ to take account of operational noise had not been made out in the responses . In the stage
two consultation document, he announced his decision to that effect, noting •at para. 5.5‚ that no
suggested alternative system was "both consistent with the Government's legal obligations... and superior
to that currently in place". That conclusion was among those challenged in judicial review proceedings in
the autumn of 2005, but the challenge was withdrawn. The decision therefore stands. 

Key elements of night restrictions proposals 

26.  The Stage 1 consultation document contained proposals to retain the QC system but introduce some
amendments to current practice as follows: 

Proposal to remove the weight limit on jet aircraft able to qualify as exempt but, at
the same time, to introduce a new QC/0.25 band, below QC/0.5 

27.  Benefits: This should strengthen the incentives to use quieter aircraft while preventing a proliferation
of exempt jets, in the absence of a weight limit 8  . Removal of the weight limit would simplify the
restrictions and relate them more closely to the noise nuisance itself. This was generally supported by
consultees. 

28.  Costs: Airlines were asked during stage one to provide financial information on the impact of the
proposed changes to the QC system but submitted relatively little data. Operators had the further
opportunity to comment on the impact of a new QC/0.25 band in the stage two consultation
document. 

29.  The removal of the weight limit and the introduction of a new QC band would not - of themselves -
have a direct cost. But they have allowed Ministers to make final decisions about movements and
quota limits more directly related to the noise nuisance caused by aircraft and should give positive
signals to the industry about the introduction of quieter aircraft. For the purposes of making a
working assumption, we expect that the introduction of these changes would not be used to reduce
aircraft movements - rather it will introduce more appropriate regulation. Hence, the net economic
and environmental effect of this change in itself should be small. But it will give airlines - especially
those operating narrow-bodied aircraft - a stronger incentive than at present to introduce quieter
aircraft •which would qualify for QC/0.25 assessment rather than QC/0.5‚ and should therefore
incentivize an increase over time in the modernization of fleets. 

30.  There is also a potential cost to operators of aircraft which were previously rated exempt but will
now be rated QC/0.25 although this was not expressed in any consultation response. 

31.  The Secretary of State decided, after considering responses to the stage one consultation, that the
introduction of a new QC/0.25 band would strengthen the incentives to use quieter aircraft, while
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preventing a proliferation of exempt jets. He also decided that the exempt category •i.e. the category
which do not count against the movements limits and noise quotas‚ should be defined by reference to
noise data alone without reference to any weight limit and without discriminating between jets and turbo
props. This will mean that the exempt category will be confined to very quiet aircraft •below 84 EPNdB‚. 

Proposal to retain the minus 9 EPNdB adjustment for arrivals which takes account
of the difference between the noise impacts of arrivals and departures. 

32.  Since the QC system was first introduced, it has included a minus 9 EPNdB adjustment for arrivals.
The purpose was to take account of the difference between the noise impacts of arrivals and
departures thus allowing arrivals and departures to be counted against the noise quotas on broadly
equivalent terms. When the decision was first taken to introduce the adjustment •in the early 1990s‚ it
was challenged in judicial review proceedings. The challenge failed on this point and the adjustment
was retained. 

33.  Since then, the case for retaining the adjustment has been re-assessed by the ERCD Report 0204. On
the basis of the findings in that report, the Secretary of State proposed in the stage one consultation
paper that the adjustment should be retained. Of the consultees who responded on this point at stage
one, 43 agreed with the proposal to retain the adjustment and 28 disagreed. Of those who disagreed,
some said that there should be separate noise quotas for arrivals and departures. 

34.  The Secretary of State decided that splitting the noise quotas for arrivals and departures would be
administratively very difficult for airport and slot managers. He concluded, having considered the
consultation responses and the findings of ERCD Report 0204, that the 9 EPNdB adjustment should
be retained. He announced that conclusion in the stage two consultation document. That decision,
like the decision to retain the QC system, was the subject of challenge in judicial review proceedings
in the autumn of 2005. The challenge was withdrawn and the challengers conceded that the decision
to maintain the 9EPNdB adjustment was not per se unlawful. The decision therefore stands. 

Proposal to ban the scheduling/operating of QC/4 aircraft in the current night quota
period. 

35.  A voluntary ban on the scheduling of new services using QC/4 aircraft has applied for a number of
years. As airlines have managed their fleets, the number of scheduled QC/4 services in the NQP has
now reduced to one - a DAS Air Cargo flight using a DC10-30 from Gatwick Airport. 

36.  Benefits: Banning the scheduling of QC/4 aircraft will, in the overwhelming majority of cases,
simply reflect current practice. It will give residents around all three airports the reassurance that the
hitherto voluntary arrangements will be given firmer backing to prevent the noisiest types of aircraft
currently allowed to fly at night from being scheduled to fly during the NQP. There will be a specific
benefit to Gatwick residents from the change necessary to the DAS Air Cargo service. 

37.  Costs: DAS Air will be unable to continue with its current specific service unless the type of aircraft
is changed •and, of course, the scheduling ban will prevent any other operators, who might have
wished to defy the voluntary ban, from doing so; but we are not aware of any such operators‚. DAS
Air has not indicated exactly what the financial implications of this change are but they have
indicated their intention - in any event - to use a different aircraft for this service. This will entail
some financial cost to the operator, but there should also be some - at least partially offsetting -
potential savings in terms of fuel and maintenance efficiency. The airline industry will lose the option
to withdraw from the voluntary ban - there is no sign that any operator is seeking to do so although
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there was some indication that express carrier operators at Stansted might want to operate movements
with QC/4 aircraft in the future. For this reason, they expressed concern about the introduction of the
scheduling ban. 

38.  Consultees from the aviation industry, with a few exceptions, accepted the decision. Some airlines
•including express carriers‚ suggested that the proposed scheduling ban conflicts with the requirements
imposed by European law and by the ICAO, as they consider ICAO Resolution A35-5 requires all aircraft
meeting the standards of Chapter 4 to be permitted to operate at night 

39.  The Secretary of State did not accept that there is any legal requirement to permit aircraft satisfying
the standards of Chapter 4 to operate at night. The Secretary of State believes the UK is not under any
international obligation or legal requirement to exempt aircraft meeting Chapter 4 standards from
operating restrictions of a partial nature. The night restrictions regime does not affect aircraft operations
during the day and is not aimed at the withdrawal of specific aircraft types from operating at the three
London airports or anywhere else in the UK. ICAO signatory states are urged not to permit the
introduction of any operating restrictions aimed at the withdrawal of aircraft that comply with Chapter 4
noise standards. 

40.  A further proposal at stage one was to go beyond a scheduling ban and introduce a ban on the 
operation of QC/4 aircraft during the current NQP. An operating ban would prevent QC/4 aircraft
which were scheduled to fly before or after the NQP from taking off or landing if they are delayed at night
or from arriving •or leaving‚ early in the morning. 

41.  The table below shows the number of flights by QC/4 aircraft in 2002-03 and 2004-05. At Heathrow
and Stansted these movements were mostly delayed departures, early arrivals or emergencies. At Gatwick
there has been one scheduled operation by a QC/4 aircraft but as discussed above, this service will no
longer be able to operate there with the current aircraft type. 

 Airport   Winter 2002 - 03  Summner 2003 

  
No of movements by
QC/4 aircraft 

%age of total night
movements 

No of movements by
QC/4 aircraft 

%age of total night
movements 

 Heathrow  66  2 159   5 
 Gatwick  112  3  162  2 
 Stansted  17 0.5   17 0.5  
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 Airport   Winter 2002 - 03  Summner 2003 

  
No of movements by
QC/4 aircraft 

%age of total night
movements 

No of movements by
QC/4 aircraft 

%age of total night
movements 

 Heathrow  57  2  86  3 
 Gatwick  137  4  229  2 
 Stansted  7 0.1   15 0.2  

  

  

  

  

  

  

  

  

42.  Benefits of a ban on QC/4 operations during the NQP: Enforcing a ban on these aircraft during
the NQP might improve the noise environment around the three airports outside of the noise
contours. We cannot precisely measure the impact, though the above table gives some feel for its
order of magnitude - bearing in mind that most of these flights would still occur, but at times outside
the NQP. Given that this is a small number of movements in any case, the benefit would be decidedly
small. 

43.  Banning QC/4 operations during the night quota period would enable the Secretary of State to make a
reduction in departure noise limits. 

44.  Costs: The proposal to ban the operation of QC/4 aircraft during the NQP could cause serious
disruption to individual passengers and airlines. The enforcing of a QC/4 ban at night would result in
delayed services being grounded until the next morning. The delayed services would then have to
take off when slot availability at each airport is usually scarce causing further delays. Many of these
services at Heathrow and Gatwick are long haul departures and it is not possible to move their
schedules further back into the evening due to the destinations they are servicing. Passengers would
have to be accommodated in hotels where available, at a cost to the airlines and inconvenience for the
passenger. 

45.  The cost of precluding early arrivals by QC/4 aircraft would be less severe to passengers and airlines,
but there would be corresponding costs in terms of time delay and fuel consumed while holding.
There are also environmental disbenefits associated with this extra fuel consumption. The scope for
adjusting schedules so as to reduce the probability of early arrivals has already been exploited to a
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significant extent and further re-scheduling far beyond 0600 would tend to affect capacity
disproportionately. 

46.  Risks: There are also operational restrictions to be taken into account, for example crew rest
requirements. Airlines without a base at the airport from which they are operating may not have spare
crew available to take over the flight. The resulting delay may also cause passengers to miss connecting
flights, causing further disruption. 

47.  In response to the stage two consultation paper, in which the decision to adopt a scheduling ban on
QC/4 aircraft was announced, two further suggestions were made. The first was that aircraft with a
particular type of engine •the RB-211‚, which some consultees said was noisier than its ICAO
classification suggests, should be covered by the scheduling ban; the second was that the scheduling ban
should extend to all QC/2, as well as QC/4, aircraft. Although these suggestions were made after the
decision to introduce a scheduling ban on QC/4 aircraft had been announced, the Secretary of State
considered them both. He concluded that the first suggestion •whether or not it would be legally
permissible‚ would threaten the integrity of the QC system by singling out a particular engine type and
would be likely to lead to calls for the banning of other engine types and conversely, for downwards
reclassification of types operating particularly quietly or at reduced weight. There would also be a
possibility of the noise quotas becoming skewed if the QC of a particular aircraft, but not all of the same
type was arbitrarily changed. The second suggestion was also rejected because the economic effects of a
ban on all QC/2 aircraft during the night quota period would be too great in comparison to the
environmental benefits. 

48.  Some of the consultees made the point that any system of operating restrictions should take account
of the size of aircraft - particularly given the likely introduction of the Airbus 380, a new and very
large aircraft. The Secretary of State decided that there was no evidence to suggest that the Airbus 380, or
any other new large aircraft, would generate more noise than its ICAO certification suggests nor,
therefore, was there any evidence to suggest that such aircraft would not be adequately regulated by the
present QC system 

The Secretary of State has considered responses to both stages of the consultation exercise on this
issue and decided to continue with the proposals outlined in the paper ie a scheduling ban rather
than a full operational ban with the assurance that this will be reviewed at the end of the regime in 
2012. 

Stage 1 Consultation - conclusions 

49.  We decided to retain the QC system in its essentials. We decided to remove the weight limit and
introduce a new QC band as described in paragraphs 27-31 , retain the minus 9 EPNdB adjustment
for arrivals and introduce a ban on scheduling, but not on operating, QC/4 aircraft during the current
night quota period. These decisions were announced in the stage two consultation document
published on 10 June 2005. 

Stage 2 consultation 

50.  The stage two consultation document focused on proposals for environmental and noise abatement
objectives, the length of the night quota period, the movements limits and noise quota to apply at
each airport during the NQP and any further controls to be introduced during the NQP. Further
controls could include measures to prevent bunching •a series of aircraft movements in a short time
period‚. These controls would be particularly relevant at the start and end of the NQP. 

- 12 -

Department for Transport - Annex A: Night flying restrictions at Heathrow, Gatwick and Stansted from October 2006



Other matters: insulation and noise monitors 

51.  The stage two consultation document also included proposals for further night noise insulation
schemes and the installation of two additional noise monitors at Heathrow. 

Environmental Objectives 

52.  The formulation of environmental objectives for each of the three airports was raised in the stage one
consultation paper. Directive 2002/30/EC required the designation of 'competent authorities',
responsible for setting out the environmental noise objectives for each airport. The Secretary of State
for Transport has competent authority status for the airports designated for the purposes of section 78
of the Civil Aviation Act 1982 at the designated airports •Heathrow, Gatwick and Stansted‚. The
Department set out Ministers' proposed objectives in the stage two consultation paper. 

53.  The proposed environmental objectives were framed with a view to the longer term evolution of the
three airports and were as follows: 

For Heathrow 

progressively to encourage the use of quieter aircraft by day and by night; 
to avoid allowing the overall noise from aircraft during the night quota period to increase above
what was permitted in 2002-2003; 
to support the principal daytime noise objective as set out in the White Paper, namely that if a
third runway is built, the 57dBA daytime noise contour should not exceed its area in 2002 
•127km2 ‚; and 
to meet noise abatement objectives as adopted from time to time. 

For Gatwick, taking account of the airport's sustainable development agreement: 

progressively to encourage the use of quieter aircraft by day and by night; 
to avoid allowing the overall noise from aircraft during the night quota period to increase above
what was permitted in 2002-2003 levels 9  ; 
to meet noise abatement objectives as adopted from time to time. 

For Stansted 

progressively to encourage the use of quieter aircraft at night while allowing overall growth of
the airport as envisaged in the White Paper; 
to limit the overall noise from aircraft during the night quota period close to existing levels
while permitting expansion of the airport's overall traffic in line with White Paper objectives; 
to meet noise abatement objectives as adopted from time to time. 

54.  Consultees in general did not disagree with these environmental objectives although some felt that
they were not strong enough and others felt that they could have the effect of restricting growth of the
three airports. In general there were a greater number of comments about the specific noise
abatement objectives for each airport which were proposed as follows: 
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at Heathrow, to limit the 6.5 hour 48dBA Leq contour •for the winter and summer seasons
combined‚ to 55km2  by 2011-2012. In 2002-2003 the contour map implied by maximum usage of
the limits would have been 55.7 km2  while the actual contour covered 53.9km2  
at Gatwick, to limit the 6.5 hour 48 dBA Leq contour •for the winter and summer seasons combined‚
to 47 km2  by 2011-2012, representing a reduction of about 3% compared with 2002-2003 •this is a
change from the proposal in the consultation paper and is explained in further detail in paragraphs
123-126 below‚ 
at Stansted, where the average quota per aircraft •in the limit and in actuality‚ is currently low, to
allow for expected growth in the average size of aircraft flying at night as the airport develops while
taking advantage of the gradual displacement of noisier by quieter aircraft weight for weight. The
Secretary of State believes it will be possible to keep within the present night quota period contour
implied by the 2002-2003 noise quota while allowing for growth; so he proposed specifically 'to
limit the 6.5 hour 48 dBA Leq contour •for the winter and summer seasons combined‚ to 38 km2  by
2011-2012, comparable with what we would expect from maximum usage of the present noise
quota.' 

55.  As with the environmental objectives, some consultees commented that these objectives did not go
far enough and some commented that they were too restrictive. 

56.  Some consultees questioned the use of a contour for the noise abatement objectives. The projected
future year contours published in the stage two consultation paper illustrating the effects of achieving
the noise-abatement objectives were regarded as a guide only. However, in respect of the night-time
contours, there is a direct correlation between the total noise quota level and the area of the contour.
Therefore, a change in noise quota usage will result in a relative change in contour area. 

57.  In practice, the actual shape of the contour, the boundary of the contour, will be affected by modal
split, the proportion of arrivals/departures and various other factors. For these reasons the noise
abatement objectives are set by reference to a contour area rather than the numbers of people within
them. 

58.  Some consultees suggested that a contour objective should be set for the 8 hour night period as well
which would provide further protection for the 0600-0700 hour. This would result in the night
restrictions regime becoming administratively too complex. 

59.  The specific area of the contour is closely related to the proposed noise quotas for each airport. The
specific movements limits and noise quotas are discussed later in the document. 

7  Jet aircraft with a maximum certified weight below 11,600 kg and propeller aircraft are exempt from the
movements limits and noise quotas if the relevant adjusted noise certification data are less than 87
EPNdB. 

8  The effects of these proposals were analysed in Review of the Quota Count •QC‚ System published
February 2003 •available on the DfT website‚. 

9  The proposal in the stage two consultation paper was to avoid allowing increases over actual levels.
This has been changed to reflect more recent night time movement levels. 
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OPTIONS - To retain or extend the hours of the Night Quota
Period 
60.  The stage two consultation document presented alternatives regarding the length of the night quota

period. Ministers were minded to retain the present night quota period •2330-0600‚ but invited views
on the alternative scenario of applying Lnight contour-based noise-abatement objectives for the whole
night period •2300-0700‚ and aiming to secure the achievement of these by setting quota and
movements limits estimated to achieve that end. The regulatory impact assessment of this overall
option entails looking separately at the effects of: 

a. including the half hour from 2300-2330 

b. including the half hours 0600-0630 and 0630-0700 

61.  There has been a commitment outstanding from the decision on the Heathrow Terminal 5 planning
application - responding to the Inspector's concerns - that the Government would consult on the
possibility of extending the night quota period. That process began in the April 2003 consultation
paper and continued in stage one and stage two of the current consultation exercise. 

62.  There have been suggestions from consultees around the three airports that the night quota period
should be extended to 8 hours, to accord with the present night period •2300-0700‚. 

63.  Air Transport Movements for Heathrow, Gatwick and Stansted during the night and night quota
period for 2003 were as follows: 

   2300 - 0700 2330 - 0600  
 London Heathrow  25,125  5,969 
 London Gatwick  25,910  13,155 
 London Stansted  21,332 9,046  

  

  

  

  

  

  

64.  At all three airports numerous movements occur just outside the night quota period, particularly at
Heathrow between 0600-0700 and at Stansted between 2300-2330. At Heathrow and Stansted there
are many more ATMs in these two shoulder periods than in the whole night quota period. 

65.  It is convenient to subdivide RIA consideration of the extension between the evening and morning
shoulder periods: 
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Extend the length of the Night Quota Period •NQP‚ to include 2300 - 2330 

66.  The effect of extending the NQP would, of course, depend on the specific movements limits and
noise quotas to be set. The discussion of costs and benefits for each option below should be read
bearing this in mind. 

Costs 

67.  Long haul services scheduled to depart Heathrow shortly before 2300 would be at risk of realtively
minor delays leading to them operating in the new NQP •if night movements and quota were
available‚ or being grounded until the following morning when slot availability is scarce. Airlines
tend to schedule their departures some time before the start of the NQP to avoid this problem and this
is reflected in the substantial number of long haul departures in the hour beginning 2200 and the
relatively few between 2300-2330. Extending the NQP to 2300 would increase the number of
scheduled operations at risk of being delayed into the NQP but it would be difficult to move these
services further back into the evening to avoid this, due to operational constraints and time zone
implications. 

68.  At Stansted in summer 2003, movements in the period 2300-2330 were equivalent to about one-half
of those in the whole NQP. No-frills carriers, which are the dominant passenger operation, typically
operate in the shoulder periods rather than in the NQP, and rely on four aircraft rotations per day to
minimise their unit costs. An extension of the NQP to 2300 would •depending on the limits set‚
restrict the ability of low cost airlines to operate at these airports; or •in the alternative‚ might push up
their unit costs if they had to recover the same aircraft costs from fewer services. •Aircraft-related
costs might be in the order of 25% of total operating costs.‚ Such an outcome would be likely to
result in lower profits or an increase in average fares •or both‚ and affect their ability to compete with
airlines at other airports •such as foreign low frills carriers operating from European airports‚ where
night noise restrictions had a lesser impact. 

69.  At Gatwick, the main shoulder usage is in the morning. Flights in the evening shoulder period were
equivalent to 15% of those in the NQP compared with 80% for the morning shoulder of 0600-0700
when summer charter departures and scheduled services are the main users. Charter airlines also rely
on operating several rotations each day as the basis of their business model but the main impact of
extending the NQP would be more likely to be felt in relation to its extension to 0600-0700. 

70.  There is also a social cost to passengers if there is a risk of greater disruption to air services. Social
benefits •principally to local residents‚ are set out below. 

Benefits - Environmental and Social 

71.  Extending the NQP to include the half hour 2300-2330 could result in a small decrease in the 8 hour
night time contour, and at each airport the population within the contour, unless the movements limit
and noise quotas were set in such a way as to allow the current level of operation. 

Extend the length of the NQP to include 0600-0630 and/or 0630-0700 

Costs 
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72.  Extending the NQP to include the half hours 0600-0630 and 0630-0700 would have a very
significant impact on airlines •unless there were a substantial increase in the movements limit and
noise quota to permit the present number of flights‚. At all three airports, the extended morning peak
•starting at 0600‚ is the busiest period of day and there is little slot availability. The hour from
0700-0800 is very busy at each airport and there is virtually no scope for movements currently
scheduled between 0600-0700 to be rescheduled to 0700-0800. 

73.  Extension of the NQP accompanied by very stringent restrictions would be inconsistent with The
Future of Air Transport White Paper which concluded that the best possible use should be made of
the existing runways at the major South East airports. 

74.  Newer carriers at Gatwick often operate between the hours of 0600-0659 as there are no slots
available between 0700-1100 due to 'grandfather rights' at this congested airport. One airline has
estimated that an extension of the NQP •assuming it would be accompanied by a decrease in actual
movements during this time‚ would result in half of its Gatwick-based fleet becoming uneconomic,
as it would not be possible to operate sufficient sectors per day if the first departure could not be
scheduled until after the morning peak •1100‚. 

75.  Example: First Choice Airways have indicated that whole aircraft would become uneconomic and
would probably be withdrawn if they were unable to operate aircraft in the 0600 - 0700 period. First
Choice estimates the annual revenue from one of their aircraft to be Â£18million. 

76.  Example: Ryanair estimates that extensions of the NQP at Stansted •requiring significant reduction in
movements‚ would reduce the efficiency of Stansted-based airlines by 20%. 

Benefits - Social and Environmental Associated with Extending the Night Quota
Period 

77.  The noise climate in the local community for the time period in questions would clearly improve if
the NQP were extended to include these shoulder periods without an equivalent increase in the
current movements limits and noise quotas. The 8 hour contour would decrease in area and the
number of people within the contour would decrease. However, this would represent a drastic, and
effectively arbitrary, reduction in permitted night flying. In the Government's view, the economic
costs of pursuing noise abatement objectives, which implied the need for such a reduction, would not
be justified by the environmental benefit, substantial though that would be. Costs and benefits of an
extended night quota period are discussed later in the RIA. 

78.  If the NQP were extended with an equivalent increase in movements limits and noise quotas, it
would prevent any increase above current noise levels at the relevant times. Between these two
extremes, the costs and benefits would correspondingly vary, but are difficult to quantify for the
reasons explained elsewhere in this RIA. 

79.  There would not be any noise improvement for the local community if movements limits and noise
quota were increased to accommodate current levels of demand or higher. Between these two
extremes, the costs and benefits would correspondingly vary, but are difficult to quantify for the
reasons explained elsewhere in this RIA. However, extending the NQP and setting movements limits
and noise quotas to allow for current traffic would prevent a worsening of the noise climate from the
present situation. 
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Risks Associated with Extending the Night Quota Period 

80.  In order to accommodate the current scale and nature of operations during the periods 2300-2330 and
0600-0700 there would have to be a substantial increase in the night time movements limits and noise
quotas. 

81.  Not allowing a substantial increase in movements limits and noise quotas during an extended night
quota period would result in severe restriction of operations at all three airports. This would be in
direct conflict with the White Paper objectives to make the best use of existing capacity at the
airports. 

82.  There is a concern, which was reinforced by consultees around the airports, that extending the night
quota period might increase the number of flights in the existing night quota period. Many consultees
did not support an extension for these reasons. Others proposed that the night quota period be
extended to 8 hours but with the 6.5 hour contour control retained to ensure that the noise climate
does not worsen in this time period. Consultees generally did not comment on how this might work
in practice and whether it would involve setting a separate movements limit for 8 hour and 6.5 hour
night periods. 

83.  The current night restrictions regime is administratively complex. When scheduling for the
forthcoming season many safeguards are put into place to ensure that the regime runs smoothly. For
example, flights are not scheduled at Heathrow before 0620 unless they have been allocated noise
quota and movements limit. This scheduling buffer is to ensure that the noise quota and movements
limits are not exceeded should flights arrive early. For similar reasons, few aircraft are scheduled to
depart Heathrow after 2200 hours. 

84.  If a further limit were placed on the airport and the coordination team, the scheme could become too
complex to manage. Adding a second movements limit and noise quota to apply for 8 hours could
result in severe delays and aircraft being held unnecessarily in holding areas which would be
environmentally undesirable. Managing the NQP itself would also be complex. 

85.  One further possibility would be to apply separate - for example, hourly - limits, either throughout
the night period, or perhaps to cover only the shoulder-hour 0600 - 0700. 

86.  Introducing an hourly or other sub-period limit through the night period would allow fine tuning of
permitted scheduling and operations and could - if very carefully managed - be operated so as to
avoid excessive holding on the approach and on the tarmac. 

87.  Risks: In general terms, the more the system would be 'compartmentalized', the more difficult it
would be for Airport Co-ordination Ltd •ACL‚, the airports, scheduling committees, air traffic
controllers and airlines to administer the system. It could be difficult to realize the potential benefits
in avoiding congestion, because of the difficulty in managing •especially long-haul‚ traffic from gate
to gate, in relation to upper airway winds and other operational variables. For this reason the
Secretary of State did not propose to proceed with this option, but invited any further relevant
information provided in response to consultation when taking final decisions. 

After consideration, the Secretary of State has decided not to extend the night quota period and to
retain the existing definitions of night •2300-0700‚ and night quota period •2330-0600‚. 
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OPTIONS - Proposals for movements limits and noise quotas
•based on both existing Night Quota Period and extended Night
Quota Period‚ 
88.  The outcome of this review process need not result in extensive changes. Various aspects of the

restrictions can be considered separately but it is the total impact of the restrictions that needs to be
assessed in relation to costs and benefits. 

89.  The costs and benefits are described against the baseline of the current regime not against the
extremes described below which are included for illustrative purposes only. 

'Do nothing' option 

90.  'Doing nothing' would not be realistic in this case. Doing nothing would result in the current
restrictions lapsing and no new regime being introduced from 30 October 2006. Although it is not
possible to predict the exact demand for night flights •especially at Heathrow‚ if the restrictions were
lifted, it would almost certainly result in a deterioration of the noise climate inconsistent with
Government's collective policy to 'bear down on night noise' •The Future of Air Transport, para
3.12‚. Demand is also difficult to quantify as it may be that airlines do not approach the airport or
airport coordinator for slots during the night quota period as they already know that there are none
available. 

91.  It would also arguably not be consistent with the principles of the 'balanced approach' in EU
Directive 2002/30/EC. 

Total ban on night flights 

92.  Introducing a total ban on night flights would also be inconsistent with the principles of the 'balanced
approach' and EU Directive 2002/30/EC, unless Ministers were to decide to set environmental
objectives for the airports so draconian as to leave no realistic alternative. We believe, from what we
have seen up to and including responses to stage two, that such objectives would not be justifiable on
the basis of evidence as to the environmental benefits and economic costs. 

'No change' option 

93.  The no change option would have been effectively to extend the existing regime for a period of at
least one season •Winter 2006-2007‚ or longer, without making any reconsideration of the regime as
a whole. To provide sufficient time to carry out a full consultation and to complete the relevant
assessments, the night restrictions regime was extended for a further year to end in October 2006.
During that year the hours of the restrictions, the system for classifying aircraft, and other aspects of
the regime remain unchanged. 

94.  For the winter season 2005/2006, the movements limits and noise quotas remained the same and
consultees were not given the opportunity to comment due to time constraints. Consultees were
invited to comment on movements limits and noise quotas for summer 2006, however there were few
comments and we were not persuaded to make any changes to the movements limits and noise quotas
for summer 2006. 

95.  The Inspector in the Heathrow Terminal 5 inquiry indicated the Government should review the
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length of the night quota period and the Government agreed to do so in the T5 decision-letter. A full
review has been necessary because commitments have been made in The Future of Air Transport
White Paper that a thorough review of the night restrictions would be carried out. Given the expiry of the
current regime and the case for conducting a review before establishing a new regime, simply continuing
the current regime without review and consultation is not something which we believe could be sustained
in the medium or longer term. 

The Night Quota Period 

Proposed changes to the movements limits and noise quotas 

96.  This section considers in general terms the proposition that the movements limits and noise quotas
should be reduced, especially at Gatwick and Stansted where the seasonal limits do not currently bite
in most seasons, so as to bring pressure for noise reduction over time and the use of quieter aircraft at
night. •It is noted that the QC per movement 10 has already reduced at Stansted since 2002-03, in
particular with the replacement of older Boeing 737 types with more modern, quieter ones.‚ 

97.  Having considered the responses to stage one, Ministers were of the opinion that the creation of
sub-periods within the Night Quota Period •either as it stands or if extended to cover the whole Night
Period‚ would lead to unacceptable administrative complexity and to the likelihood of consequent
delays to aircraft without concomitant environmental benefit. 

98.  The discussion on movements limits and noise quotas to be introduced during the night quota period
will focus on the existing NQP from 2330-0600 as the Secretary of State has decided to retain the
existing NQP. The proposals and discussion of movements limits and noise quotas for an extended
NQP were included in the stage two consultation paper. 

Average QC score per movement winter 2002/2003 and summer 2003 

   Heathrow Gatwick Stansted  
 Winter   1.65  0.79  0.86 
 Summer  1.78 0.71   0.84 

  

  

  

Average QC score per movement winter 2004/2005 and summer 2005 

   Heathrow Gatwick Stansted  
 Winter   1.68  0.87  0.83 
 Summer  1.77  0.75   0.77 
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99.  The basis of the QC system is to encourage the use of quieter aircraft by setting noise quotas and
movements limits in such a way that it is beneficial for airlines to operate the quietest aircraft at night
by allowing more movements of quieter aircraft. 

Options and decisions summary 

100.  The options considered and final decision taken for each airport are summarised in the following
table. Detailed discussion of options and consultation responses are further into the chapter. There is
potential for many scenarios with the scope for amendments in both movements limits and noise
quotas. The consultation paper outlined possible options but also made clear that different noise
abatement objectives - leading to different movements limits and noise quotas - could be set if the
Department were persuaded during consultation. 

101.  The actual movements limits and noise quotas for the regime from October 2006 to October 2012 are
shown at paragraph 204. 

 Heathrow         
  Movements Limits Noise Quotas Effect on community Effect on industry 

Preferred Option
•consultation paper‚ 

Slight increase over
the course of the
regime 

Initial decrease at
start of regime
and then no
further decrease
for remainder of
regime 

Prevents worsening of
noise climate,
continues to encourage
use of quietest aircraft 

Industry predict loss
of services due to
decreased noise
quota - loss of Â£17
million per annum
to UK GDP
compared with the
current regime 

Alternative 
Retain movements
limits from existing
regime 

Reduction 

Improvement in noise
climate as measured
by contour reduced by
a possible 10% 

Industry argued that
reduction in noise
quota could not be
achieved without
loss of movements
or uneconomic
investment leading
to loss of services 

Decision 
Retain existing
movements 

Reduced slightly
in step changes
over the course
of the regime 

Prevents worsening of
noise climate,
continues to encourage
use of quietest aircraft 

Limited. No cost
effect initially 
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 Gatwick         

  Movements Limits Noise Quotas 
Effect on
community 

Effect on industry 

Preferred Option
•consultation paper‚ 

Reduced to a level
more closely
reflecting current
usage •as predicted
from 2003
consultation paper‚ 

Decrease to a level
more closely
reflecting current
usage taking into
account new QC
band 

Prevents
worsening of noise
climate at night.
Ensuring that
restrictions are
effective 

Industry predict
severe loss of
services at a
cumulative cost of
Â£1.1 billion to
UK GDP over 6
years 

Alternative 

Approximate use in
2002/2003 spread
evenly over summer
and winter seasons 

Approximate use in
2002/2003 spread
evenly over summer
and winter seasons 

Prevent worsening
of noise climate at
night 

Industry predict
losses to increased
movements since
2002/2003 

Decision 
Reduce headroom in
winter 

Gradual reduction -
less reduction than
shown in stage two
consultation paper 

Continues to
encourage use of
quietest aircraft 

Limited.
Reductions in QC
should be easily
absorbed with
quieter aircraft 
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 Stansted         

  Movements Limits Noise Quotas 
Effect on
community 

Effect on industry 

Preferred Option
•consultation paper‚ 

Retain current limits 
Reduce to take
account of new
QC band 

Allows for increase
in noise contour,
therefore increase in
the population
within the noise
contour, but noise
contours would not
be allowed to grow
beyond that
permitted under the
current regime 

Maintain the regime
consistent with that
currently in place.
As limits are not
fully used, there
would be scope for
more movements
than currently
operating during the
NQP 

Alternative Retain existing limits 
Reduce to
current usage
levels 

Prevents worsening
of noise climate 

Cost to industry,
would possibly lead
to loss of services 

Decision As proposed As proposed 

Allows for increase
in noise contour,
therefore increase in
the population
within the noise
contour, but noise
contours would not
be allowed to grow
beyond that
permitted under the
current regime 

Maintain the regime
consistent with that
currently in place.
As limits are not
fully used, there
would be scope for
more movements
than currently
operating during the
NQP 
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Key Proposals for changes to Movements Limits and Noise Quotas -
Heathrow 

102.  At Heathrow the movements limit and noise quota are both almost fully utilised, particularly in
Winter. Unless, therefore, the demand for night movements decreases •which we do not expect‚ the
introduction of the new QC/0.25 band will not materially incentivize the uptake of quieter aircraft
during the NQP without increase in the movements limit. 

103.  Increasing the movements limits without an increase in noise quotas or progressively decreasing the
noise quota over the course of the regime would encourage operators to use different, quieter aircraft
during the NQP. Alternatively, maintaining the movements limits at the current level and
progressively reducing the noise quotas over the course of the regime would also encourage the use
of quieter aircraft without allowing the total number of movements to increase. 

Benefits 

104.  Encouraging the use of quieter aircraft at Heathrow would prevent a worsening of the noise climate
and help to improve the noise climate over time. 
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Costs and Risks 

105.  To the extent that airlines would be newly precluded from operating viable services, there would be
commensurate disbenefits to passengers and to airline shareholders, and potentially indirect
economic disbenefits to other service providers and to UK plc. 

106.  At the present time there is not a direct substitute for the Boeing 747-400 aircraft which make up
most of the movements during the NQP at Heathrow which gives as much capacity and is able to
complete the flying distance required. For some routes, it may be possible to operate other types with
lesser •e.g. B777, A340‚ or eventually greater •A380‚ capacity, but effectively forced substitutions
must be assumed to carry some economic cost to the operator at the margin. To replace the 747-400
with a 777 would require the operation of two services for which slots may not be available
•especially for the daytime return journey‚ and would not be beneficial in terms of emissions. There
would also have to be an increase in the night movements limits to enable the operation of two flights
rather than one. 

Proposed Movements Limits and Noise Quotas at Heathrow 

The movements limits and noise quotas proposed were: 

  2005-06 rollover 2006-07 proposed 2007-08 2008-09 2009-10 2010-11 2011-12 

movement limits 

Winter 2550 2600 2640 2690 2730 2780 2820 

Summer 3250 3300 3370 3420 3490 3540 3600 

noise quota 

Winter 4140 4080 4080 4080 4080 4080 4080 

Summer 5610 5100 5100 5100 5100 5100 5100 

Alternative Options for Heathrow 

107.  The consultation was undertaken on the basis that Ministers would re-assess the proposals for
noise-abatement objectives, and for the movements limits and noise quotas flowing from these, in the
light of the responses received. The consultation paper outlined possible options but made clear that
different night noise objectives - leading to different movements limits and noise quotas - would be
set if the Department was persuaded following consultation. 

108.  An alternative at Heathrow was to retain the current movements limits and gradually to decrease the
noise quotas to encourage the use of quieter aircraft. Provisionally, this was not our preferred option.
But we invited consultees to comment on this scenario, and where applicable to indicate what they
would expect the impact on their personal or business circumstances to be. 

109.  Consultees were divided in their opinion of the proposals at Heathrow. Local communities and local
interest groups tended to focus on the proposed slight increase in movements limits whereas the
airline industry focussed heavily on the proposed immediate decrease in noise quota. 

110.  The proposals were designed to encourage operators to use quieter aircraft by allowing a small
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increase in movements only if a corresponding decease in the QC per movement were introduced.
The only way to achieve this, and to take advantage of the increasing movements limits would be to
operate some services with different aircraft from those currently used. 

111.  At present, most services during the night quota period use Boeing 747-400 aircraft •the exception
being Virgin which use an Airbus A340‚ which have a QC rating of 2 on arrival. Noise quota is at a
premium at Heathrow and no 'spare' is available. Therefore if the proposals were introduced as in the
consultation document, some of these 747-400 aircraft would have to be substituted with an aircraft of
lower QC. 

112.  At the current time the airlines say that there is no direct alternative to the 747-400. Some airlines
have indicated to us that they would not consider altering their fleet use at all during the course of this
regime, whereas others have indicated that they might replace some of their movements with the new
Airbus A380 which is due to come into service next year. 11 Airlines' fleet replacement programmes
are necessarily decided several years in advance. 

113.  A report submitted by BAA estimates the losses to UK GDP of the proposals at Heathrow for the 6.5
hour night quota period to be Â£17m per annum. The same report estimated the loss to UK GDP of the
proposals for an extended night quota period to be Â£72m in 2006/2007 rising to Â£281m in 2011/2012.
The report also predicted job losses of 8,550 in 2011/2012. 

114.  The benefits of the proposals within the consultation document would be to continue to encourage
the use of quieter aircraft and ensuring that airlines operate night flights with the quietest aircraft available
to them. 

115.  Few consultees •including industry representatives‚ welcomed the proposed increase in movements
limits for Heathrow. The airlines generally felt that that they could not make use of the increase in
combination with the proposals for cuts in the noise quota. The local community strongly feel that it is not
necessarily the overall noise which affects residents and therefore increasing the number of flights during
the night quota period was argued to be unacceptable to most local residents. 

116.  British Airways have told us that they are not planning any fleet changes on the aircraft used during
the NQP until 2012, neither are Cathay. 

117.  Singapore are the launch customer for the Airbus A380 which has been designed to have a QC of 1
on arrival. Singapore have indicated that their first A380 will be delivered in late 2006 for use in 2007.
Amending the proposals slightly so that the first significant cut in noise quota comes in the summer
season 2008 would some more time for the introduction of quieter aircraft such as the A380. A cut of 150
quota points would mean that 150 QC/2 aircraft movements would need to be replaced with 150 QC/1
aircraft movements •5 movements per week, or one regular service, for a 31 week summer‚. This should
have the effect of ensuring that as soon as the A380 is available it is used to replace a noisier 747-400. 

118.  Similarly, the first reduction in the winter noise quota will be introduced in 2008/2009 to take
account of the introduction of quieter aircraft. 

119.  Qantas have also ordered the A380 which they do not expect to take delivery of before 2008. The
Secretary of State will therefore introduce further cuts in noise quota from summer 2010 which should
give the airlines ample opportunity to ensure that they use the quietest aircraft available to them on
operations during the night quota period. 

120.  By retaining the movements limits as they are at the moment but reducing the noise quota the
Secretary of State would be giving a clear signal to the airlines that he expects them to use the very
quietest aircraft on these operations and further cuts in noise quota may be possible during the regime
from 2012. 

121.  While virtually no consultee would say that this outcome gave them everything they wanted, there
would be positive elements for most. It indicates that we have listened to the community by not increasing
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movements at Heathrow and by continuing to reduce the QC per movement. This also reassures airlines
that we are not driving QC per movement levels down arbitrarily in a way contrary to achievable plans for
future management of their fleets. 

A gradual decrease in the noise quota will not prevent achievement of a noise abatement objective at
Heathrow to limit the 48 dBA Leq contour to 55 km2 by 2011/2012 and the Secretary of State has
decided to adopt this objective. 

Key Proposals for changes to Movements Limits and Noise Quotas -
Gatwick 

122.  At Gatwick the movements limit and noise quota had not been fully used since the introduction of the
current regime in 1999. The aviation industry experienced a general downturn after the events of 11
September 2001 in the USA and has started to recover in recent years. However, there was an
assumption that the noise quota and movements limits could be reduced, closer to current usage
levels, without causing disproportionate loss of net economic benefits. 

Proposed Movements Limits and Noise Quotas at Gatwick 

The movements limits and noise quotas proposed were: 

  2005-06 rollover 2006-07 proposed 2007-08 2008-09 2009-10 2010-11 2011-12 

movement limits 

Winter 5250 3000 3000 3000 3000 3000 3000 

Summer 11200 10000 10000 10000 10000 10000 10000 

noise quota 

Winter 6640 2500 2360 2220 2080 1940 1800 

Summer 9000 7000 6780 6560 6340 6120 5900 

Alternative Options for Gatwick 

123.  In the consultation we gave an illustrative alternative at Gatwick of setting movements limits and
noise quotas at approximately the level of usage in 2002-03 but spreading the allocation more evenly
between winter and summer. Comments were welcomed from consultees on this alternative scenario
but insufficient evidence was produced to suggest that we should attempt to spread the allocation out. 

124.  Consultees within the airline industry expressed concern at the preferred proposals in the consultation
paper for for Gatwick. They felt that 2002/2003 was not an appropriate year to use as a baseline
•consultees were specifically asked to comment on a suitable baseline in the stage one consultation
document but generally did not until stage two‚ as the airport had suffered a considerable downturn
after the events of 11 September 2001 and SARS, suppressing demand. They felt that the continued
recovery of the airport since 2001 would be in jeopardy if these proposals were to go ahead. 

125.  The local community around Gatwick welcomed the proposed reduction in movements limits and
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noise quotas but were disappointed that the proposals seemed to offer no immediate improvement in
the noise climate. 

126.  A report commissioned by BAA estimated the loss to UK GDP of the Gatwick proposals for the 6.5
hour NQP to be Â£53m in 2006/2007 rising to Â£332m in 2011/2012. The estimated loss to UK GDP of
the proposals for the 8 hour NQP were estimated to be Â£83m in 2006/2007 rising to Â£728m in
2011/2012 leading to a cumulative loss to UK GDP of Â£2.333 billion over the course of the regime. 

127.  On analysis of the study submitted by BAA we consider that the potential losses to UK GDP outlined
in the document may have been somewhat overestimated. The study relied on information from the
airlines as to the impact of the proposals and we feel that they may have underestimated the impact of the
new QC/0.25 band. 

128.  However, responses •mainly from the airlines and airport operator‚ suggested that there might have
been errors in the calculation of the proposed noise quotas at Gatwick and specifically the impact of the
QC/0.25 band. The following table illustrates what the quota usage at Gatwick would have been in
summer 2005 had the QC/0.25 band been in place 12 . 

  
Arrival QC •current scheme‚ Arrival QC •proposed scheme‚ 
 0 0.5 1  2  4  Total  0  0.25  0.5  1   2 4  Total  

movements  84  7004 1572  98  84   8758 45   5081 1962   1572 98   84  8797 
QC  0 3502   1572 196  336  5606   0  1270  981 1572   196 336   4355 

  

  

  

  

  

  

  
Departure QC •current scheme‚ Departure QC •proposed scheme‚ 
 0 0.5 1  2  4  Total  0  0.25  0.5  1   2 4  Total  

movements  78  691 531  433 141  1796 35   56 678   531  433  141  1839 
QC  0 346  531 866  564  2307  0  14  339  531   866  564  2314 
  
Total QC usage •current scheme‚ 7913 Total QC usage •proposed scheme‚  6669 
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129.  As demonstrated in the table, the QC value of actual operations would fall from 7913 •summer‚ to
6669 if the same fleet were used with relevant aircraft classified as QC/0.25. The above table does
not take account of the reduction in QC/4 movements which should been seen once the QC/4
scheduling ban is introduced. 

130.  The airport has shown significant recovery over the last couple of years and is now recovering from
the effects of 9/11 and SARS. The latest figures available at the time of consultation dated back to
2003. In the intervening years, the number of night movements in the summer increased by 22% and
it is likely to increase further in summer 2006. 

131.  In summer 2005, there were a total of 11,138 runway movements of which 10,939 were against the
movements limits and 199 were exempt types. Had the new QC/0.25 band been in place there would
have been even more movements against the movements limit and fewer exempt aircraft •the
QC/0.25 band will capture some aircraft that are currently QC/0‚. 

132.  This means that the proposals for noise quotas and movements limits at Gatwick would lead to severe
reductions in services compared to current practice. 

133.  The Secretary of State accepts that growth in night time operations at Gatwick airport has exceeded
predictions since 2003, and therefore the noise quotas and movements limits should not be reduced to
the levels proposed in the consultation paper. The Secretary of State has accepted that, in the case of
Gatwick, seeking to focus on outturn quota usage in 2002/2003 is not the most appropriate baseline. 

134.  Therefore, the Secretary of State has decided to implement movements limits of 11200 •summer‚ and
3250 •winter‚ for the 6 years of the regime. The noise quotas will still show a gradual reduction over
the course of the regime ending slightly higher than proposed at 6200 •summer‚ and 2000 •winter‚. 

135.  Although this does not deliver reductions as proposed in the consultation paper, the Secretary of State
considers that this strikes the appropriate balance between the need to protect local communities from
excessive noise and the benefits that night time services can bring to the national, regional and local
economy. 

136.  Accordingly, the noise abatement objective for Gatwick has been revised as follows: 

At Gatwick, to limit the 6.5 hour 48dBA Leq contour •for summer and winter seasons combined‚ to 
47km2  by 2011-2012 

After consideration of the responses to the consultation the Secretary of State has decided to
implement the noise quotas and movements limits described above and amended the noise
abatement objective accordingly. 
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Key Proposals for changes to Movements Limits and Noise Quotas -
Stansted 

137.  The average QC score at Stansted in summer 2003 was 0.84. It has since decreased and currently
stands at 0.77 reflecting a preponderance of relatively low-noise, modern short-haul aircraft types.
Stansted has grown very rapidly in recent years and this is expected to continue. Some growth at
Stansted at night could be achieved by retaining the existing movements limits and increasing the
noise quota only to the extent that the low average QC score must be retained. This would allow the
existing contour to expand slightly but would retain it within the current implied limit. 

Proposed Movements Limits and Noise Quotas at Stansted 

  2005-06 rollover 2006-07 proposed 2007-08 2008-09 2009-10 2010-11 2011-12 

            movement limits 

Winter  5000 5000 5000 5000 5000 5000 5000 

Summer 7000 7000 7000 7000 7000 7000 7000 

            noise quota 

Winter  3550 3510 3470 3430 3390 3350 3310 

Summer 4950 4900 4850 4800 4750 4700 4650 

Alternative Option for Stansted 

138.  In the consultation paper we gave an alternative proposal for Stansted which would be to maintain
the contour at the present size •around 30km2 ‚. This would require a substantial reduction in the
average quota per movement from a present level of about 0.8 to around 0.6. Comments were
welcomed from consultees on this alternative scenario. 

139.  Passenger and charter airline operators around Stansted did not contribute to the BAA commissioned
study and with some exceptions provided little economic evidence of the impact of the proposals. 

140.  Express carrier operators using Stansted commented more substantially on the proposals in the
consultation document. 

141.  Consultees in the local community expressed concern at the retention of the current movements
limits in some cases stating that the proposals would result in a 40% increase in night flying •this
statement compares present movements with those permitted during the night quota period, but does
not take account of the noise quota or the impact of the QC/0.25 band‚. 

142.  As the regime consists of movements limits and noise quotas, the combined effect of these should be
studied rather than the movements limits alone. Full use of the movements limit can only be achieved
by using the very quietest aircraft. 

143.  Consultees from the airport and airlines expressed concern about the reduction in noise quota and its
effect on operations. Again, the Secretary of State does not consider that sufficient evidence has been
produced to indicate that he should change the proposals. The introduction of the QC/0.25 band will
help to ensure that the reduced noise quota is operationally possible. 
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144.  Consultees •from the airline industry‚ at Stansted have raised concerns about the availability of noise
quota and movements limits at the beginning of the season and the effect that this would have on
competition at Stansted. Although the figures show that the noise quota has not been fully utilised in
recent years, some operators commented that this 'spare' noise quota was not necessarily available for
them to use at the beginning of the season. 

145.  Having studied the consultation responses and expert information provided, the Secretary of State has
have reached conclusions about the way the noise quota is distributed. Under the terms of the slot
regulations, airports designated as coordinated for these purposes must establish an independent
committee to deal with slot allocation. The coordinated airports in the UK are Heathrow, Gatwick,
Stansted and Manchester. In 1992 Airport Coordination Limited •ACL‚ was established for this purpose.
ACL is non-profit making and is funded by airlines and airport operators. ACL works with a scheduling
committee at each airport to develop local guidelines for the allocation of noise quota and movements
limits. 

146.  The local scheduling rules at all three airports say that a slot during the night quota period cannot be
allocated without a corresponding allocation of noise quota. The scheduling committee is made up of
representatives from the airlines which operate at the relevant airport, ACL, NATS and the airport
operator. A representative from any airline operating at the airport is entitled to join the scheduling
committee and comment on how the local rules are developed. 

147.  As Stansted Airport developed in recent years and the low cost industry developed, a local rule was
introduced to withhold a fairly large •20%‚ proportion of the noise quota at the beginning of the season for
contingencies such as late arrivals at the end of the day. 

148.  As the performance of airlines improved, the scheduling committee at Stansted agreed to reduce this
pool to 10%. Due to the sometimes ad hoc nature of operations during the night quota period at Stansted it
is not anticipated that this pool will reduce further in the immediate future and it appears to be necessary
to the smooth operating of the airport. 

149.  The Secretary of State appropriately concluded that the allocation of noise quota is dealt with at a
local level. The Department would not expect to be involved in detailed discussions about allocations to
individual operators. Any concerns that individual airlines/operators have about the allocation of quota
can and should be dealt with within the scheduling committee and within the normal course of operation
of the airport. 

After careful consideration of the responses to the consultation, the Secretary of State has decided
that the movements limits and noise quotas and noise abatement objective will be introduced as
proposed in the consultation document. 

10 The amount of noise quota used for each movement during the night quota period. 

11 The airbus A380 has not yet been certificated for noise purposes although a design criterion is that it
will meet QC1 on landing. 

12 Data extracted from the noise and track keeping system. 
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OPTIONS - proposals for new noise monitors and a noise
insulation scheme in respect of night noise 

Installation of two new noise monitors at Heathrow 

150.  A report 13 by the Environmental Research and Consultancy Department •ERCD‚ of the Civil
Aviation Authority investigated the efficiency and placement of noise monitors around the three
airports. The report identified that the effectiveness of the present monitoring arrangements could be
significantly improved by the addition of two fixed monitors at Heathrow at specified locations and
by moving the present Stansted monitor number 7 to a new location closer to the centre line of the
relevant noise preferential departure route and to where aircraft actually fly - this is being progressed
locally and is not at issue in this consultation process. 

Benefits: 

151.  Installing two new noise monitors at Heathrow will provide more effective monitoring of aircraft
noise. It will also somewhat increase the incentive to airlines to comply with existing departure noise
limits. 

152.  Moving an existing monitor to another location as at Stansted within the range of the positional
adjustments does not require any form of cost benefit assessment or extensive consultation. 

Costs: 

153.  The costs of providing and running the noise monitors •including the proposed new monitors‚ are
borne by the airport companies. We expect the cost of installing two new monitors to be in the region
of Â£20,000. 

154.  Consultees were generally content with the proposals to introduce further noise monitors to improve
the monitoring around Heathrow. Investigations are in progress on the precise locations for two new
monitors at Heathrow. 

Introduction of a further night noise insulation scheme at each airport 

155.  Proposals for new noise insulation criteria, relating specifically to night noise, were outlined in stage
one and formalised in stage two. The new night-time noise insulation proposals are based on a
generic aircraft type that lies towards the top end of the QC/2 band. These proposals were on the
basis that a QC/4 operational ban would not be introduced. 

Benefits: 

156.  Acoustic insulation helps to mitigate the scale of impact of aircraft noise, particularly when windows
are kept closed. Households benefiting from insulation schemes based on night noise criteria which
would not otherwise qualify, will also of course benefit from the effect of the insulation in the
daytime to an extent which will depend on whether, for example, the insulation installed is limited to
bedrooms. 
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Costs: 

157.  It was estimated that such a scheme, depending on the detailed rules, could cost the airport operator
•BAA‚ in the order of Â£50 million for the three airports. It is hard to be precise given that the
condition of the stock is not exhaustively known and assumptions have to be made about the take-up
of the scheme. This could be taken into account by BAA in setting future airport charges, so that the
costs would indirectly affect airlines and hence passengers. The cost of the scheme would depend
crucially on the nature of the scheme introduced and take-up by affected residents. The cost
estimated above is based on an assumption that bedrooms of properties of the contour/footprint area
would be insulated, that a significant majority of properties would already have insulation or would
not take up the scheme and that there would be an average cost of Â£3,000 per dwelling. Further
work would be needed by the airports to develop and implement a scheme if the Secretary of State
requested or required it in the light of the consultation responses. This would entail substantial
administrative costs for BAA as well as the direct cost of the insulation measures. 

158.  Although the schemes are not related, BAA will provide noise insulation to residential properties to
address the daytime impacts of future airport growth as stated in the White Paper. This will be
assessed in 2007 using noise maps for 2006. Some of the dwellings eligible for noise insulation under
this daytime noise based scheme recommended in the White Paper may, by the time of
implementation, already have been offered noise insulation under the night noise scheme. 

159.  Consultees were again varied in their response to the proposals. The aviation industry felt that more
work should be carried out on the scheme as they consider insulation is not always the most effective
way of mitigating noise. 

160.  Comments were also made that by the time the scheme was fully integrated, due to the pressures on
skilled workers to carry out the work, the aircraft in the proposals might no longer be operating. 

161.  Consultees also questioned the cost of the scheme and how it would be funded, especially at
Heathrow where the greatest costs would occur. 

162.  Local communities and local interest groups felt in some cases that the proposals did not go far
enough and in any case should not be considered to be a substitution for a reduction in noise. Many
consultees felt that the scheme should have a statutory element to it. 

163.  Consultees also felt that the scheme should cover the whole night period and that it should include all
households affected in any way by aircraft noise at night including those at some distance from the
airport. 

164.  After consideration of the consultation proposals, the Secretary of State has decided to ask the airport
operator with immediate effect to publish a scheme for insulating properties around the three airports
which are included in the 90 dBA SEL footprint as outlined in the consultation document. We do not
feel that sufficient evidence was produced to indicate that this scheme would result in
disproportionate cost to the operators of night flights. 

13 Departure Noise Limits and Monitoring Arrangements at Heathrow, Gatwick and Stansted Airports,
RE Cadoux and JA Kelly, ERCD Report 0207, 2003. 

Issues of Equity and Fairness 
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Rural Proofing 

165.  It has been suggested that there should be fewer night flights at Heathrow Airport because the
surrounding area is densely populated and therefore more people will be affected. Some others
suggested, on the other hand, that there should be fewer night flights at Stansted because the ambient
noise is lower and aircraft noise is therefore more noticeable. 

166.  At Q8•b‚ of stage one, and paras 8.12-13, we referred to the WHO Guidelines which suggested that
responses to aircraft noise were less likely, at the margin, than noise from other sources to be
influenced by the level of ambient noise. Responses to this question did not persuade us not to take
account of the WHO's view on this point. 

167.  Broadly, social attitude research does not support the proposition that aversion to aircraft noise is
greater in rural than in urban areas, or in areas of low rather than high noise from other sources. Even
to the extent that this may be the case, the Department's view is that it is greatly outweighed •when
making a comparison of overall impact‚ by the greater numbers of people affected near Heathrow -
justifying, in part, the lower movement and quota limits historically set and proposed to continue
there. 

168.  The fact that the previously •1993 and 1999‚ set movements and quota limits at Heathrow are
substantially lower than at the other two airports, whose hinterlands are much less densely populated,
partly reflects this interpretation of the comparative environmental costs, as well as reflecting the
different types of traffic which historically have demanded slots at night at these airports •e.g. the
high charter airline presence at Gatwick‚. 

169.  It is intended to maintain the policy of common arrangements at the three designated airports - that is
to retain a common regime structure but to set different movements limits and noise quota for each to
take account of different circumstances at the three airports including traffic mix and the particularly
high environmental impact of Heathrow operations. 

Race Equality Impacts 

170.  Around the three airports the ethnic composition of the population differs. For example, Slough has
the highest concentration of •non-white‚ ethnic minority groups outside London. Ealing, Lambeth,
Southwark, Hounslow, Haringey and Lewisham are among the 20 local authority districts •across the
UK‚ with the largest •non-white‚ minority populations. London contains more than three times the
national average population of non-white groups. Sikh concentration is highest in Slough •9%‚ with
similar proportions in Ealing and Hounslow. Although the ethnic population differs around the three
airports, there is no evidence that the proposed policy could discriminate unlawfully directly or
indirectly against people from some racial groups. The policy is not seen as favouring a particular
group or denying opportunities to another. 

171.  In February 2004, the Department held a forum on night restrictions to enable interested groups to
discuss the issues around night flying at Heathrow, Gatwick and Stansted. Representatives from local
communities were invited •local authorities, local interest groups, non-governmental organisations,
airline industry‚ to attend and the forum helped frame proposals for the consultation exercise. 

172.  No responses to the stage one or stage two consultation 14 indicated that the proposals would impact
on ethnic minority groups, therefore we conclude that there are no direct impacts on specific ethnic
minority groups around the three airports. 

173.  The consultation was advertised in local newspapers and we made efforts to advertise in each local
authority around the three airports. The Commission for Racial Equality were also consulted and, as
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with all stakeholders, their comments were welcomed on any aspect of the consultation exercise. 

14 Summary of responses to the stage one consultation paper can be found on the DfT website at
www.dft.gov.uk/aviation. 

Consultation with Small Business 
174.  We have consulted the Small Business Service and they concur with our initial view that these

proposals will not have a significant impact on small businesses. However, we made clear that we
would welcome, as part of the consultation process, representations from small businesses and their
representative organisations, if they felt there would be direct significant impacts arising from this
proposal. We did not receive any comments from small businesses to stage one or stage two of the
consultation to indicate that there would be a negative impact on them. 

Competition Assessment 
175.  Competition within the industry is affected by several constraints which mainly apply initially to

daytime traffic. 

Heathrow 

176.  There are three main factors which limit competition and have a greater influence on airline
operations at Heathrow than the night restrictions regime. These are: 

Infrastructure constraints - Runway capacity is severely restricted at Heathrow at most times of the day.
Airlines need a pair of slots •landing and departure‚ to operate and the unavailability of a corresponding
daytime slot therefore restricts the ability of airlines to operate new night time services from Heathrow. 

Air service agreements - for example, the bilateral agreement governing air services between the UK and
US •Bermuda 2‚ limits these services to only two airlines each from the UK and US at Heathrow. The four
airlines with access to Heathrow are BA, Virgin, American Airlines and United. This is an international
agreement which has to be adhered to in relation to Heathrow UK-US services which are an important
component of night flights. 

480,000 ATM limit - As part of the planning agreement for Terminal 5, Heathrow Airport will be limited
to 480,000 ATM •Air Transport Movements as defined in the planning conditions‚. As the airport is
currently operating at approximately 465,000 there is therefore little room for growth in the number of
movements even if infrastructure constraints were less severe. 

177.  The impact of night restrictions on competition, including options to tighten the current regime, need
to be seen against the background of these general limitations to competition arising from
infrastructure constraints resulting in highly restricted availability of daytime slots and bilateral
agreements which limit the number of airlines that can compete on services to many destinations
outside the EU. 

178.  London's huge catchment population means that Heathrow has a strong local base of point-to-point
demand which underpins a strong network of short haul and long haul services. Heathrow's position
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as an international hub means that these services are augmented by connecting traffic. Although there
is a degree of substitution between airports for point-to-point traffic, this is in practice limited by the
strong passenger preference for Heathrow. This limits the scope for acceptable alternatives at other
airports for direct non-stop flights to Heathrow. The growth of no-frills carriers at other London airports
has however begun to undermine Heathrow's past invulnerability to competition, even for time-sensitive
short haul passengers. For connecting traffic, however, the relevant market is broader, as Heathrow
competes with the major continental hubs •Paris •CDG‚, Amsterdam •Schipol‚ and Frankfurt‚, particularly
for price-sensitive leisure passengers, but also for more time-sensitive business passengers where
competing hubs may be able to offer swifter connections and, because of the time difference between UK
and continental Europe, later local arrival times which intrude less into the night period. For example,
most Far East arrivals at Heathrow arrive in the hour beginning 0500 but from 0600 at Frankfurt and Paris
despite departing at similar times. Long haul services to these hub airports are likely to find it easier to
avoid tighter night restrictions by relative minor timing adjustments to the timing of their arrivals. 

179.  Potential impacts from night noise restrictions on competition can best be considered by looking at
an extension of the night quota period from 0600 to 0700 while assuming no compensating increase in the
noise quotas. Against the background of severe slot constraints at Heathrow, particularly in the busy early
morning period, this would inevitably squeeze services out. For direct point-to-point services on primarily
business routes these are less likely to switch to other London airports with the relevant market for local
time-sensitive passengers essentially limited to Heathrow. Any substitution to the other London airports
that might potentially take place would be limited in any event by a parallel extension of the night quota
period •and constraint on available slots‚ at Gatwick and Stansted and capacity constraints, particularly at
Gatwick. For connecting passengers, however, there will be more opportunities to substitute airports.
Passengers changing planes at Heathrow would have the option of flying instead to continental hubs to
make their connection. Long haul passengers may also have opportunities to substitute an indirect
connecting service for a direct flight to the UK. So if a Far East service to Heathrow could no longer be
operated, these Heathrow passengers may have the option of using continental hub airports like Paris and
Frankfurt for their long haul leg. The effect of fewer long haul services at Heathrow, which are the main
component of night flights, would be to diminish Heathrow's status as an international hub. 

Gatwick 

180.  Although the aftermath of the recent downturn in traffic has provided a short breathing space,
daytime availability of slots at Gatwick is also limited. Operations at Gatwick are a mixture of long
haul services •principally airlines excluded from Heathrow by the Bermuda 2 agreement‚, short haul
services, charter and increasingly no frills carriers. For all these services Gatwick benefits from the
strength of its local catchment area but its services are more subject to competition from other
airports than are those which use Heathrow. Although Heathrow competes with Gatwick, this is
limited in practice by its severe slot constraints. For charter airlines, there is some competition from
Stansted and Luton and with Manchester for some categories of charter traffic which is number two
in the UK ranking of charter airports after Gatwick. For no-frills operations there is scheduled service
competition from Stansted and Luton, particularly on leisure routes like Malaga. While the
proportion of connecting passengers and range of long haul destinations is much smaller than at
Heathrow, there will be competition from major continental hubs. 

181.  A tightening of the night restrictions at Gatwick along the lines of option 1b would result in the loss
of a number of services which would not transfer to other London airports because of limited slot
availability there. Where the same destinations are served from Heathrow, time sensitive passengers
in particular may switch there but will face an increase in air fares as capacity constraints bite harder
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and prevent additional services being provided to cope with the additional demand. Connecting
passengers may have the opportunity to change planes at other hub airports on the continent. If the number
of daily rotations made by charter aircraft is reduced, this will increase their unit operating costs, resulting
in an increase in the price of charter holidays where operators can pass this on, or lower profits or service
withdrawal where they cannot. For some niche services and for passengers with origins to the north-west
of London, Manchester may provide an alternative airport for charter passengers. 

Stansted 

182.  Stansted is the major UK base for no-frills carriers which accounts for over 70% of the movements
there. In addition freight services operate from Stansted for which night time operations are
important. Stansted's position as the major 'no frills' carrier airport in the UK is underpinned by
London's huge local catchment, but for this market there is a competition from Gatwick and Luton,
and from Birmingham to a lesser degree. For freight, especially express parcels, East Midlands is the
main competing UK airport. 

183.  With a tightening of night restrictions and extension of the NQP, there is a risk that this will
undermine the NFCs' business model and result in a reduction of daily rotations. The strength of
Stansted as the main NFC base in the UK may provide some scope for higher average costs being
passed on to the passengers through increased fares. Tightening capacity constraints at South East
airports means that the opportunities for NFCs to move out of Stansted are limited, but tighter night
noise constraints may result in them operating more new services from Luton and Birmingham than
otherwise. •There is no significant capacity for airlines to move services to Heathrow or Gatwick,
particularly with an extension of the night quota there‚. Similarly for freight, there will be some
scope for switching operations to East Midlands, subject to the •voluntary self-regulating‚ night
restrictions there. 

Enforcement and Sanctions and Monitoring 
184.  The night restrictions regime is published twice a year as a supplement to the UK Aeronautical

Information Package •UK AIP‚. 
185.  In accordance with the Civil Aviation Act 1982 •Section 78, subsections 3 and 6‚, the BAA airports

are responsible for monitoring the aircraft movements at Heathrow, Gatwick and Stansted to ensure
that they comply with the night restrictions regime including departure noise limits and that noise
preferential routes are followed. BAA surcharges an airline for breaching the departure noise limits
•Â£500 or Â£1000 depending on the severity‚ and •at Stansted‚ for flying outside the noise
preferential routes. Money raised from these surcharges •the amounts are currently small, as shown in
Annex B of the stage one consultation paper‚ is used to support local community projects. The
airport operator is better placed to deal with queries concerning noise and noise preferential routes
using the data from the Noise and Track Keeping •NTK‚ system that it operates. BAA is able to
follow up any complaints or concerns with the airlines as appropriate and we require them to provide
regular reports, in a form approved by the Aircraft Noise Monitoring Advisory Committee, to each
airport's Consultative Committee. 

186.  Consultation and decision documents may be subject to judicial review. Permission to seek judicial
review of the stage one consultation was granted on a Ground relating to interpretation of article 4.4
of Directive 2002/30/EC. The proceedings were concluded by Court Order, and the consultation was
able to proceed to stage two. 
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187.  Permission to seek judicial review of the stage two consultation paper was applied for in September
2005 but the application was withdrawn by the applicants at a later date. 

188.  The night restrictions regime is monitored by the airport operator. BAA provides regular reports to
the airport Consultative Committees and the Department for Transport regarding the usage of the
movements limit and noise quota. The success of the proposed scheme will be indicated by the ease of
administration of the regime and by the airports meeting the noise-abatement objectives, established
through the consultation procedure and outlined above, without undue and disproportionate economic cost
to the airlines and their customers. The regime is reviewed every 5 or 6 years; this regime will apply from
October 2006 to October 2012 and indeed the consultation on new measures arises because of the
Government's commitment to keep the regime under review. 

Implementation and Delivery Plan 
189.  Night flying has been restricted at Heathrow since 1962 and the current system of classification of

aircraft has been operating at Heathrow, Gatwick and Stansted since 1993. Therefore, these are not
new procedures for the airline industry to adopt and do not need a comprehensive implementation
plan. 

190.  Sanctions for non compliance with the night restrictions regime have been in place for many years
and are described above. Again, it is for the airport operator, with local community involvement, to
decide on the level of fines for the aircraft breaching the regime. The present Civil Aviation Bill aims
to clarify and strengthen designated airports' powers to apply penalties to aircraft which breach the
noise control requirements set by the Secretary of State. 

191.  Compliance with the regime is reported to the Department on a weekly basis for Heathrow, Gatwick
and Stansted •although it is compulsory on a quarterly basis‚. This report includes a record of the
number of movements of each QC value, the number of exempted movements •including
emergencies, VIP dispensations and other dispensations‚. These reports are monitored by the
Department. 

Administrative Burdens 
192.  This consultation exercise will not lead to new regulation or new administrative burdens for the

industry. Restrictions have been in place, along with monitoring, for many years and these processes
will continue with the next regime. 

193.  The administrative requirements of the night restrictions scheme for the industry are minor as there
are already procedures in place. For example, slot allocation is already carried out by the independent
coordinator and although the slot allocations during the night quota period involve allocation of noise
quota and movements we do not see this as a significant added burden to the industry. 

194.  Monitoring of the night restrictions scheme is described above and the new regime will not need any
further monitoring. Airports will continue to report to the Department and the airports' consultative
committees four times a year. 

195.  The introduction of a noise insulation scheme in relation to night noise will require some
administration. However, the three airports have administrated schemes in the past and are required
to do so to meet commitments from The Future of Air Transport White Paper therefore we do not see
this as a significant additional administrative burden. 

196.  There are no proposals for deregulation which directly offsets the proposed night flight controls,
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though such controls have been long standing. The Department works with stakeholders in the
aviation and other sectors to identify opportunities for deregulation consistent with its environmental and
safety obligations. The Future of Air Transport White Paper set out a balanced approach for the
sustainable development of airports. This includes targeted expansion proposals which will provide
further opportunities for the aviation sector and for the securing of economic benefits more broadly. 

Post-Implementation Review 
197.  The night restrictions regime is reviewed every 5 or 6 years as a matter of course. This allows for

advances in aviation as a result of new scientific evidence to be taken into account. It also ensures
regularity both for the industry and local community. Airline fleet and planning takes place
sometimes many years in advance and it would not be appropriate to carry out reviews on a more
frequent basis. 

198.  Regular review of the night restrictions regime allows local communities to seek worthwhile
improvements in the night noise climate and allows the industry to effectively plan and schedule
ahead. The Grand Chamber of the ECHR, in the Hatton judgment, placed some weight on the
practice of carrying out a regular review of the balance struck between the conflicting rights and
interests involved. The World Health Organisation Guidelines for Community Noise •to which the
Government is committed to have regard‚ also advise that noise standards •or regulations‚ should be
regularly reviewed. Regular review also allows for advances in aviation technology and changes in
fleet structure to be taken into account. 

199.  The consultation paper on The Future Development of Air Transport: South East invited views on
whether a 5/6 year review cycle remained appropriate. Overall there was a low number of responses
to this question but there was no great demand for a change in the length of the night restrictions
regime either from industry or local communities. The 5/6 year review cycle introduces stability both
for airlines and for local communities, allowing them to plan ahead. Ministers have decided to
proceed on the basis of a six-year regime. 

200.  The next night restrictions review is likely to encompass structural changes to the airports. By 2012
we should have a clear view on the developmental opportunities at the airports for example a second
runway at Stansted and a potential third runway at Heathrow. 

201.  There are unlikely to be any unforeseen consequences of the new regime as it is essentially very
similar to the existing regime but monitoring will continue throughout the regime to ensure
compliance and there is regular reporting four times a year to the airport consultative committees
with information available to the public. 

Written Consultation 

Within Government 

202.  Defra, DTI, Department of Health, HM Treasury, the Office of Fair Trading and the Cabinet Office
have all been consulted on night noise proposals. The final Regulatory Impact Assessment was
cleared by the Prime Minister's Panel for Regulatory Accountability. 
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Public Consultation 

203.  Stage one of the public consultation exercise about the night restrictions regime to apply from
October 2005 was carried out from July to October 2004. Stage two was carried out from 10 June to
16 September 2005. The consultation document was sent to more than 800 interested parties initially
•including airlines, airport users, local authorities, environmental groups and individuals‚ and copies
of the paper were sent out on request during the consultation period. More than 1800 responses to the
stage one consultation were received and the responses helped to form proposals for the stage two
consultation and Regulatory Impact Assessment. Approximately 6000 responses were received to the
stage two consultation paper, more than half of these responses were in the form of petitions. A
summary of responses to stages one and two can be found on the Department's website. 

Summary and Recommendation 
204.  The final RIA makes the following recommendations: 

That the QC system be retained in its entirety with the introduction of a new band of QC/0.25 and the
removal of the weight limit •announced in the stage two consultation‚ 
That the minus 9 EPNdB adjustment for arrivals be retained •announced in the stage two
consultation‚ 
That a ban on the scheduling but not operation of aircraft classified as QC/4 be introduced during the
night quota period but not the shoulder periods •announced in the stage two consultation‚ 
To retain the existing departure noise limits 
That the environmental and noise abatement objectives be adopted as described in the RIA 
That the existing definition for the night period •2300-0700‚ and night quota period •2330-0600‚ be
retained 

At Heathrow - to maintain the existing movements limits and gradually decrease the noise quota over the
course of the regime as follows: 

  Winter  

  2005/2006 2006/2007 2007/2008 2008/2009 2009/2010 2010/2011 2011/2012 

Movements 
limit  

2550 2550 2550 2550 2550 2550 2550 

Noise quota 4140 4140 4140 4110 4110 4110 4080 

  Summer 

  2006 2007 2008 2009 2010 2011 2012 

Movements limit 3250 3250 3250 3250 3250 3250 3250 

Noise quota 5610 5610 5460 5460 5340 5220 5100 
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At Gatwick - to introduce noise quotas and movements limits which take account of recent growth in
night time operations: 

  Winter  

  2005/2006 2006/2007 2007/2008 2008/2009 2009/2010 2010/2011 2011/2012 

Movements 
limit  

5200 3250 3250 3250 3250 3250 3250 

Noise quota 6640 2300 2240 2180 2120 2060 2000 

  Summer 

  2006 2007 2008 2009 2010 2011 2012 

Movements limit 11200 11200 11200 11200 11200 11200 11200 

Noise quota 9000 6700 6600 6500 6400 6300 6200 

  Winter  

  2005/2006 2006/2007 2007/2008 2008/2009 2009/2010 2010/2011 2011/2012 

Movements 
limit  

5000 5000 5000 5000 5000 5000 5000 

Noise quota 3550 3510 3470 3430 3390 3350 3310 

  Summer 

  2006 2007 2008 2009 2010 2011 2012 

Movements limit 7000 7000 7000 7000 7000 7000 7000 

Noise quota 4950 4900 4850 4800 4750 4700 4650 

That two new noise monitors be introduced to improve noise monitoring at Heathrow. 
That proposals for a new noise insulation scheme be outlined in order for the airport operator to take
forward and consult with the local communities on a new scheme. 

Declaration and Publication 
I have read the Regulatory Impact Assessment and I am satisfied that the benefits justify the costs.
Signed by the responsible minister
........................
Date   ............... 
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Aviation Environmental Division
Department for Transport
76 Marsham Street
London
SW1P 4DR 

June 2006 

Appendix 1 

The Hatton case 

1.  On the 8 July 2003 the European Court of Human Rights, sitting as a Grand Chamber, delivered its
verdict in the case of Hatton and Others v. the United Kingdom. 

2.  This case was brought in 1997 by eight residents living in the vicinity of Heathrow who alleged that
Government policy on night flights at Heathrow •in the form of the night noise regime introduced in
1993‚ gave rise to a violation of their rights under Article 8 of the Convention for the Protection of
Human Rights and Fundamental Freedoms. The court decided that there had been no violation of
Article 8. The Court found that the decision taken by Government establishing the night noise regime
of 1993-1998, was taken properly and struck a fair balance between the rights and interests of the
individuals affected by the night noise and the conflicting rights and interests of others and the
community as a whole. 

European Directives 

Directive 2002/30/EC: Noise Related Operating Restrictions 

3.  European Directive 2002/30/EC of 28 March 2002 reflects the 'balanced approach' to aircraft noise
management recommended in October 2001 in Resolution A33-7 of the 33rd  Assembly of the
International Civil Aviation Organisation •ICAO‚. Under the Directive, any operating restrictions at
the largest airports •including Heathrow, Gatwick and Stansted‚ have to take into account costs and
benefits of measures, be non-discriminatory on grounds of nationality or identity of air carrier or
aircraft manufacturer and be no more restrictive than necessary in order to achieve the environmental
objectives for a specific airport. Performance-based operating restrictions must be based on the noise
performance of the aircraft as determined by ICAO certification procedures. The Directive has been
incorporated into UK legislation by The Aerodromes •Noise Restrictions‚ •Rules and Procedures‚
Regulations 2003. 15 

Directive 2002/49/EC: Assessment and Management of Environmental Noise 

4.  This is a measure that refers to noise from all transport modes •including major roads, railways and
airports‚, industry and significant population clusters •'agglomerations'‚. The Directive was
published on 25 June 2002 and the Government is in the process of transposing it into UK law. The
Directive seeks to harmonise the measurement and assessment of noise, principally by requiring a
programme of strategic noise maps with the first round to be completed by 2007. The Government is
also currently developing a separate National Ambient Noise Strategy for England, which will build
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on the requirements of Directive 2002/49/EC. The Department for Transport is working with the
Department for Environment, Food and Rural Affairs on this subject. 

Background position at the airports concerned 

The Pattern of Night Flights 

5.  The contribution of aviation to GDP is about 2%. Passengers on night flights at Heathrow, Gatwick
and Stansted accounted for about 10% of passengers at these airports which, in turn, accounted for
more than half of passengers at UK airports in 2003. If one were to assume that the value of these
night flights was in proportion to passenger shares, this would imply a value of about Â£700million. 

6.  Clearly, this would be a crude assumption. Value added per passenger may not be the same as at
other airports and other times, and the economic benefits of night flights in overall terms may •for
example‚ encompass economies in asset utilization. Comments of consultees on these issues, either at
a general level or in relation to their particular circumstances, were welcomed in the stage two
consultation paper. A report commissioned by BAA and submitted in response to the consultation
stated that the value of night flights to UK economy is Â£0.52 billion for operations during the night
quota period and a further Â£1.059 billion for operations during the shoulder periods. These figures,
and estimates of the cost to UK GDP of the proposals in stage two are discussed in the RIA. 

7.  A report by Oxford Economic Forecasting published 2002 estimated the value of the express carrier
industry to UK GDP to be Â£550 million a year although this cannot solely be attributed to night
time operations. However, the same report estimated that the overall impact on UK GDP by 2021
would a loss of Â£5.3 billion per year should night flights be abolished. 

Heathrow 

8.  At Heathrow Airport, traffic during the night is predominantly long haul arrivals, mostly from the
Far East and North America. There are operational constraints relating to these aircraft which must
be taken into account: for example, flight-time, stop-overs and time-zones. In some cases reciprocal
arrangements are in place. Some of the flights that take off from Heathrow in the late evening before
the night restrictions apply are allowed to land at other airports, e.g. Sydney, in their night period. 

9.  Almost 40% of long-haul flights arrive before 0700, particularly in the hour beginning 0600. They
dominate the night period •2300-0700‚ and, although far less numerously, also the night quota period
•2330-0600‚. Long haul departures occur at the start of the night period but are of greater importance
in the hour preceding the night period, when short haul services are also significant. Services from
Australia and the Far East are the major generators of flights within the night quota period while
North Atlantic flights are the major source of long haul services in the hour beginning 0600. Services
from a few countries account for about 60% of night flights and illustrate the different timing of long
haul services. 

10.  The main generator of early morning flights before 0600 is the Far East and these include many
Australian flights which fly via Bangkok and Singapore in order to provide convenient connections
there as well as at Heathrow. The most commercially attractive departures from the Far East are
those leaving in the late evening, since this allows business passengers to avoid flying during
daylight hours and to connect with the first wave of short-haul departures from Heathrow. With
flight-times of about 13 hours and local times about 7 hours ahead of the UK, this implies timetabled
flight times of about 6 hours and results in London arrivals clustered around 0500-0600 local time.
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The transatlantic flights allow for passengers wishing to depart at the end of the working day and
mostly reflect East Coast timings of flight times of about 7 hours and, with local times about 5 hours
behind the UK, a timetabled flight time of about 12 hours, leading to a concentration of arrivals from the
US between 0600 and 0700. 

Gatwick 

11.  Charter services accounted for about 60% of the flights operated in the night period in summer 2003
at Gatwick. Scheduled services accounted for most of the remainder, with traditional carriers
operating twice as many flights as no-frills airlines in the night period but split broadly equally in the
night quota period •no-frills carriers have increased their presence at Gatwick since 2003 and these
proportions may have since changed‚. Freight services were about 5% of total night flights but about
twice this percentage in the night quota period. Scheduled services, overall, were a lower proportion
of flights in the night quota period than in the night period and thus charter and freight services were
of slightly greater importance in the night quota period when, together, they accounted for about
three-quarters of movements. 

12.  At Gatwick, night flights allow charter airlines to operate a daily rota of 3 flights per aircraft which
allows their aircraft to be intensively used. Civil Aviation Authority •CAA‚ statistics suggest daily
utilisation of about 12 hours compared with about 8 hours for traditional scheduled carriers. The
more intensive utilisation allows fixed costs to be spread over more flights and helps to provide
competitively priced flights. 

13.  This pattern tends to imply that starting with a first UK departure at 0600, and a journey time of
about 2Â½ hours to a Mediterranean resort, the start of the third rotation tends to depart the UK at
2100 and to arrive back in the UK at 0300-0400. Charter departures thus tend to be either late
evening •mostly outside the night period‚ or in the early morning at the end of the night period, with
arrivals spread throughout the night period. 

14.  Similar considerations apply to the no-frills carriers •nfc‚ which, like charter carriers, utilise their
aircraft more intensively than traditional scheduled carriers. The time difference with continental
Europe also pushes nfc flight departures into the early morning in order to provide the possibility of
day return business trips. They also operate later departures from Europe than traditional scheduled
airlines. These factors lead to a night period pattern at Gatwick of arrivals in the late evening and
very early morning, which may reflect the general difficulty of obtaining slots at Gatwick, and of
departures in the early morning. The main difference in the pattern between traditional scheduled
carriers and no-frills airline night flights lies in the absence of significant very early morning arrivals
for the former. 

15.  Freight services have a peaked pattern of arrivals and departures in the night period, reflecting the
pattern of their time-sensitive operations. 

Stansted 

16.  Flights during the night period are largely accounted for by no-frills carriers, •which are the main
type of passenger airline at Stansted‚ and by freight services, for which Stansted night flights play an
important role in the hub operations of the time-sensitive freight and parcels sectors. 

17.  The pattern of no-frill carriers follows that of Gatwick with a night period pattern of arrivals in the
late evening and very early morning. It lacks the pattern of arrivals in the middle of the night period
•0100-0400‚ that was a characteristic of nfc operations at Gatwick in Summer 2003 and is therefore
more sharply differentiated between the start and end of the night period than at Gatwick. 
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18.  A broad allocation of freight services between general freight and express parcels services has been
made using the airline operator as the identifying factor. This shows that express night flights, although
only about 20% of all freight night flights, had an impact broadly equivalent to other freight services. This
reflects the size and type of aircraft used by the two freight categories with express flights tending to be
noisier than other freight services. 

19.  Express flights are of greater relative importance in the very early hours of the night quota period and
exhibit the pattern that might be expected of a time-sensitive operation of parcels for next day delivery. 

20.  Other freight services generally follow this broad pattern but arrivals and departures are less sharply
differentiated. 

Social and Environmental Impacts of night flying 

21.  The obvious impact of night flying is noise and disturbance to residents both in the immediate
vicinity of the airport and further out. The changes proposed in the stage one consultation paper
would not have a different impact on poorer or richer communities except by happenstance of
geography, and by virtue of the fact that social welfare valuation of noise nuisance is assumed, on the
basis of research, to be positively correlated with income and wealth. •However, this postulated
correlation did not affect our proposals in any way.‚ 

22.  Responses to both stages of the consultation were received from around all three airports from a
range of communities. For example, close to the airports may be found relatively low-income areas
such as Hounslow to the east of Heathrow, and comparatively higher-income areas such as Windsor
to the west, or Great Hallingbury near Stansted, or Charlwood near Gatwick. While it is true that
there is some tendency for airport-related workers on relatively low incomes to choose to live close
to the airports, and while aircraft noise tends to make house prices lower than they would be,
ignoring other factors including airport-related influences, neither of these effects is sufficiently
pronounced to result in a significant systematic bias of aircraft noise towards low income
communities. There is also probably some offset from high income airport-related workers and
frequent travellers choosing to locate near the airports. 

23.  The effects of noise on wildlife and fauna generally has been the subject of a limited number of
research papers from which we may derive a number of conclusions, though these are based on
general noise and not specifically night noise: 

noise which interferes with the specific aural stimuli of species can disrupt feeding, territorial and
other behaviours, up to and including the abandonment of local habitats; 
sudden noise, such as from low-flying military jets or fast/low helicopters •or of course, in the
limiting case, from fireworks or other explosions‚, can trigger a startle reflex in many species which
may normally cause no apparent long-term harm but might possibly cause harm in the breeding
season especially, or at other times; 
civil jet aircraft noise away from the airports themselves does not appear to be a particularly
significant likely risk factor. The onset is usually slow, so startle effects are relatively unlikely.  •At
night the lower ambient might tend to increase them, but the ban on the noisiest types of aircraft
reduces this.‚ The overall noise levels will often not be greatly higher than those encountered from
road, rail or other sources - which may be more tonal and in turn more distressing to animals as a
result. 
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24.   However, the proposals put to consultation involve relatively marginal changes, which are highly
unlikely to have any perceptible effect on wildlife.  If there were ever in recent times any species
near the airports which were liable to abandon their habitat in response to aircraft noise at levels
currently experienced, it seems safe to assume that they would have done so previously.  We are not,
however, aware of any specific evidence of such abandonment.  Similarly, if there is any startle
effect in animals from noisy aircraft at night, it will have been reduced by the QC/8/16 ban and a
formal scheduling or operational ban on QC/4 will further reduce such incidents. 

15 SI 2003 No.1742. 
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