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Night flights

This paper is designed to provide an evidence-based response to the following questions in the Scoping Document:  

5.46    What are the economic benefits of night flights? How should the economic benefits be assessed against social and environmental costs? 

5.47   How can the night flying regime be improved to deliver better outcomes for residents living close to airports and other stakeholders, including businesses that use night flights? 

5.48   Should extended periods of respite from night noise be considered, even if this resulted in increased frequency of flights before or after those respite periods? 
1. We will be responding to the forthcoming consultation on the new night flight regime for Heathrow, Gatwick and Stansted, and this paper merely sets out our broad approach.  It is based on the views expressed by our members, and by the public, at many public meetings held by, or attended by, GACC.   Over the past twenty years we have submitted reasoned responses to several previous consultations;  and are pleased that many of our recommendations have been implemented.
2. In an ideal world there would be no night flights.  Silent nights, like being able to see the stars, are one of the lost pleasures of the modern age.  Sleep which is interrupted by noise causes ill-health (see GACC Evidence Paper on Noise and Health), and leaves people frazzled, irritable, less able to concentrate and less able to do a good day’s work.  

3. Thus we would ideally wish to work towards no night flights at Gatwick.   We would, however, not want such a policy merely to result in more flights in the late evenings or early mornings, just when people are going to sleep or waking up.  Nor would we wish to export our night fights to other airports.

4. Gatwick has more night flights than either Heathrow or Stansted although fewer than East Midlands.   We do, however, have less night noise at night than Heathrow.
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From Adverse effects of night-time aircraft noise.  Prepared for the Department of the Environment, Transport and the Regions by the NATS Department of Operational Research and Analysis.   (SOL stands for ‘sleep onset latency’ ie the time between ‘lights out’ and falling asleep)
Economic value
5. In the GACC Evidence Paper on Economic Benefit we noted the statement in the Scoping Document that the gross value added by the UK aviation industry in 2009 was around £9 billion.  We showed, however, that, after allowing for depreciation, the net value added by the aviation industry is very much smaller.  After allowing for the benefit created by paying no fuel tax and no VAT, and after taking into account external costs, the benefit may well be negative.   If night fights are a typical sub-section of the aviation industry, the same conclusion must apply – that the net value of night flights must be very small and may well be negative.


6. Night flights are inherently unpleasant:  unpleasant for passengers, unpleasant for airline crew and unpleasant for the ground staff and ancillary workers (and, of course, unpleasant for the public trying to sleep).  This means that fares are likely to be lower, and labour costs higher, than for daytime flights.   On the other side of the equation the airlines will claim economic benefit from being able to make more use of their aircraft.   Once an aircraft has been purchased, or leased, using it at night can be seen as coming for free.  Yet figures produced by IATA show that amortisation and rent of aircraft only amount to around 10% of total costs, whereas fuel amounts to 25% (or, according to Willie Walsh, up to 50% for the low cost airlines).
  Moreover
using aircraft at night means less time for maintenance, and less time for rectifying minor faults.  When an aircraft has to start late the next day, that fouls up the system and has implications for the issue of resilience.

7. In 2006 BAA employed consultants who estimated the loss to the UK GDP of the government’s proposals to limit noise quotas at Gatwick as £53 million in 2006/7 rising to £332 million in 2011/12.  Fortunately the government considered these costs “overestimated.”
   The reductions in noise quotas were implemented much as proposed, the quotas have not been fully used, and there have in practice been no complaints about economic loss.    This demonstrates that figures produced by airlines need to be treated with caution.

8. We request that the new White Paper should include a balanced assessment of the economic value of night flights, including depreciation, lower fares and higher costs.

Gatwick tourist destinations

9. At Gatwick the economic benefit is particularly low.  Almost all night flights are to or from tourist destinations.  There is very little benefit to UK businesses. 
10. A table at the end of this paper shows the origins and destinations of Scheduled and Charter flights arriving at, or departing from, Gatwick at night.  It will be seen that virtually all are holiday locations.
11. Even if night flights do not do much to assist UK businesses, they may still have an economic value in providing a leisure activity, as does selling candy floss at a fairground.  Yet it needs to be remembered that, in terms of job creation, night flights help contribute to the UK tourist deficit.  Britons going abroad will spend their money abroad and this far exceeds the amount spent in the UK by incoming tourists.  Assuming that the ratio of  British passengers to foreign passengers on Gatwick night flights is four to one, as with daytime flights, then Gatwick night flights will create four jobs abroad for every one job created here.  Candy floss is better for the British economy.
Rescheduling

12. There are a significant number of leisure destinations that are of sufficient flying time from Gatwick that careful scheduling would still allow maximum aircraft utilisation yet avoid departing or landing in the night period.   Allowing a turn-round time of 45 minutes at the destination airport, any flight of over 2 hours 40 minutes could be scheduled to operate outside the night period from 2330 to 0600.  Naturally account would need to be taken not to lump all departures and arrivals into the shoulder periods but there are enough varied destinations to permit such scheduling to be spread with departures over, say, the  2100-2300 period (eg Tenerife, Las Palmas, all the Turkish, Greek and Egyptian resorts and certainly some newer destinations such as Amman in Jordan).   Similar staggering would be possible to extend the arrival pattern to between 0700 and 0900.

Noise at night in rural areas

13. Aircraft noise at night causes more disturbance in rural areas than in urban areas due to the lower background noise levels.  This is confirmed by the recommendations of the International Standards Organisation (ISO) as shown below:

ISO Recommendations for Community Noise Limits 
	District Type
	Daytime Limit
	Evening Limit
7-11pm
	Night Limit
11pm-7am

	Rural
	35dB
	30dB
	25dB

	Suburban
	40dB
	35dB
	30dB

	Urban residential
	45dB
	40dB
	35dB

	Urban mixed
	50dB
	45db
	40dB


14. It will be seen that there is a 10 dB differential between rural areas and urban residential areas.  A 10 dB differential is also recommended in British Standard 4142 – the standard used by local authorities in assessing the probable nuisance of new industrial developments.
The noise quota

15. GACC has strongly supported the noise quota system ever since it was introduced in 1998, and has welcomed successive reductions in the annual noise quotas.   As a result the night noise climate around Gatwick, although not under the direct approach paths, has shown a marked improvement over the past twenty years.
16. We were particularly pleased that QC4 movements were banned in 2006, leading to DasAir cargo operations ceasing at Gatwick.  This has led to a further improvement in the noise climate near the airport.

17. A continuing gradual reduction in the noise quotas would have  many advantages:
· it would encourage aircraft manufacturers to design quieter aircraft.  The most dramatic example of this is the fact that the Airbus A380 has been designed with quieter engines specifically to enable it to fly into Heathrow and Gatwick at night.

· it would encourage airlines to purchase quieter aircraft.   Quieter aircraft at night also mean less noise during the day.  easyJet, now the largest Gatwick airline, has a relatively modern fleet - predominately Airbus A319 (Arrival QC 0.25 and Departure QC 0.50) and Airbus A320 (Arrival Q C0.50 and Departure QC1.00).
· where airlines own both noisy and less noisy aircraft, it would encourage them to use the quieter ones at night.
· it would give local residents the assurance that the noise climate at night will gradually improve.

18. But noise quotas only have these beneficial results if they are perceived by the airlines to impose a restraint.  If the quotas are set at a high level which enables airlines to use any aircraft they choose however noisy, the quotas will be ineffective.  
19. At Gatwick at present the noise quotas are not fully used.  That is partly due to the recession, and partly due to the fact that in 2006 the quotas were not reduced sufficiently to take into account the reclassification of many aircraft into a lower noise band.


20. The aviation industry has pledged to achieve “a 50% reduction in perceived external noise by 2020 based on new aircraft of 2020 relative to the equivalent new aircraft in 2000.”
    While only applying to new aircraft, this target must have a gradual effect as the older aircraft are phased out, and should be reflected in a reduction in the noise quotas.

21. In the coming review of the night flight regime, consideration should be given to improving the effectiveness and general acceptance of the noise quota by linking it to the latest World Health Organisation (WHO) guidelines.
22. We trust that the new White Paper will pledge a steady reduction in noise quotas. 
The number quota

23. It might be thought that if the total amount of noise at night is controlled by means of the noise quota, there would be no need for a limit on the number of night flights.  If the noise produced by each aircraft is halved then surely, it might be conjectured, there could be twice as many night flights.  Indeed that was the basis on which the Government in 2005 proposed to abandon the number quota and rely entirely on the noise quota.  That proposal produced a strong reaction from residents, especially at Heathrow, and was eventually defeated by legal action.  A subsequent attempt by the Government to change the law, to permit reliance on the noise quota alone, was defeated in the House of Lords.

24. At Gatwick those who live under the flight paths are equally insistent that it is important to continue to limit the number as well as the noise.  Those who live near the airport, but not directly under the flight paths, do not feel so strongly:  they have benefited from the reduction in the noise and do not suffer the disturbance caused by flights overhead.   They are more inclined to accept the argument that continuing the same number of flights while reducing the noise achieves economic benefit as well as an environmental improvement.
25. One reason, we believe, why those who live under the flight paths feel so strongly is that, in addition to noise, there is inevitably a subconscious element of fear.  However good the safety record of the aviation industry, it is difficult to sleep soundly when every few minutes a machine weighing hundreds of tons is suspended in the air above one’s bed.   Moreover aircraft on approach have powerful landing lights which are normally switched on at about 15 or 20 miles  from the airport.  Shining into a bedroom window, the lights are bound to reinforce the subconscious fear.  At about 8-12 miles from the airport approaching aircraft drop their undercarriages; a noise which is not included in the QC measurement system.  One of our members, asked to explain why the number is important , replied:  “One plane  wakes you up, and then you lie awake waiting for the next, and then the next, and then the next ...”
26. More generally, night flights increase traffic noise on the rural roads around Gatwick, with a slamming of car doors and the noise of people coming and going from bed-and-breakfast accommodation, all of which create disturbance in an area with otherwise low background noise levels.  
27. We trust therefore that the new White Paper will recognise the desirability of reducing the number of night flights.
Length of the night
28. GACC would be opposed to a ‘respite period’ in the middle of the night (for example from 0100 to 0500)  if that meant more flights at the beginning and end of the night.  Night flights are at their most annoying at the start of the night when people are trying to get to sleep, and at the end of the night when they cause people to wake up too soon, and prevent them going back to sleep.  By comparison the centre of the night is when most people are in deep sleep and are less likely to be disturbed.

29. The present length of the night quota period, when the number of night flights is limited, from 2330 to 0600 is not long enough for a proper night’s sleep.  Similarly the period when the noisiest aircraft are banned, from 2300 to 0700, is hardly long enough to fit in a full eight hours sleep.  In an ideal world we would hope for a longer night quota period but if this were to mean more aircraft in the shoulder periods before 23.30 and after 0600 we would be doubtful about the benefit.


30. in 2009 the WHO Regional Office for Europe published guideline values of night noise exposure to prevent harmful effects of night noise in Europe.   The report refers to studies in the Netherlands and Portugal which demonstrate that, because there are wide variations in both sleeping time and the beginning and end times of sleep, an 8-hour period is only sufficient to protect the full sleeping time of half the population. A period of 10 hours would be needed to protect 80 per cent. 

Noise limits

31. In the GACC Evidence Paper on Noise and Health we have suggested that 

· noise limits on departing aircraft should be reduced; and 

· noise limits should be imposed on arriving aircraft.
32. These measures would obviously help to reduce noise at night by discouraging or eliminating the noisiest types of aircraft.   The present noise limit on departing aircraft at night is 87 dBA.  In the July 2004 consultation on night flights it was stated that this could be reduced to 84 dBA if all QC4 aircraft were banned from operating at night.  In the event this reduction was not implemented because it was suggested that the limit might be beached if some QC4 aircraft operated at night because their departure was delayed.   We consider that a poor reason for not taking action.   The noise limit should be reduced for all aircraft.   If the occasional QC4 aircraft is delayed, and if it exceeds the noise limit, it should pay the standard penalty (but it would be better to call it an environmental charge) of £500 or £1,000.

Noise insulation

33. We would like to see the noise insulation schemes extended to cover the whole 55 Lden contour.  While this would be costly it could be phased in over ten years, and could be financed out of a night noise levy as described below.

34. Such schemes have previously been ruled out because BAA have considered that they would need to introduce an identical scheme at Heathrow, and that to do so would be to costly.  Now, however, that Gatwick is separately owned that no longer applies.  GAL could produce their own insulation scheme independently of Heathrow, although we recognise that it would still be difficult for the Government to introduce compulsory standards which were not uniform for all airports.
Night noise levy
35. We would like to see a levy imposed on all night flights.  It might be at the following illustrative rates:
Proposed night flight levy

	Noise

category
	  Levy

    per
aircraft
    £
	Assumed  number 

of passengers

per flight
	Cost per

passenger 

        £
	Number of

movements

at Gatwick 

   2010-11
	Annual

revenue

       £ 

	QC 2
	2,000
	300
	6.67
	882
	1,764,000

	QC 1
	1,000
	200
	5.00
	1752
	1,752,000

	QC 0.5
	  500
	150
	3.30
	2746
	1,373,000

	QC 0.25
	  100
	100
	1.00
	6911
	  691,100


36. At Gatwick such a levy would raise around £ 5 million a year.   This might be 

· used to finance noise insulation schemes as described above; 

· used to compensate those affected by means of grants to residents (although this would be costly to administer);

· used to compensate indirectly those affected by making grants to local authorities, thus making possible lower rates of council tax;
· paid into the national Exchequer and used for environmental purposes.

37. One incidental advantage of such a levy is that it would help resolve the debate about the economic value of night flights.  If the airlines claim that it would make it too costly to operate at night, that would prove that the economic value of the flight was lower than the levy.
38. Some airport environmental groups are doubtful about pressing for a levy.  Their concern is that airlines would claim that if they had paid the levy they would have covered their external costs and compensated local residents, and could therefore be allowed as many night flights as they want.   We would only support a levy if the present quota systems were kept in place and tightened.   Or if the levy was adjusted each year to keep the noise and number of night flights below the present levels.  Otherwise the levy would become merely a licence to pollute.
ANNEX
Scheduled flights departing from Gatwick 
Typical night
	     
	
	

	05:35:00
	EZY8647
	IBIZA

	05:40:00
	EZY8601
	MALAGA

	05:40:00
	EZY8623
	PALMA MALLORCA

	05:50:00
	EZY8659
	ALICANTE

	05:50:00
	OAI315
	CORFU

	05:50:00
	EZY8751
	CORFU

	05:50:00
	EZY5243
	PALERMO

	05:50:00
	EZY5091
	THESSALONIKI

	05:50:00
	EZY8747
	ZAKINTHOS

	05:55:00
	EZY5163
	ALMERIA

	05:55:00
	EZY8915
	FARO

	05:55:00
	EZY5437
	SPLIT

	06:00:00
	EZY5065
	NICE


Scheduled flights arriving at Gatwick
Typical night
	
	
	

	23:35:00
	EZY5458
	LISBON

	23:35:00
	EI907
	MALAGA

	23:40:00
	OAI372
	KEFALLINIA

	23:45:00
	TOM4761
	MALAGA

	23:45:00
	EZY8854
	SHARM EL SHEIKH

	23:50:00
	EZY8784
	CHANIA

	23:55:00
	EZY8654
	IBIZA

	00:00:00
	TOM4787
	PALMA MALLORCA

	00:05:00
	BA2595
	CATANIA

	00:05:00
	BA2697
	FARO

	00:10:00
	EZY8614
	MALAGA

	00:15:00
	BA2603
	PISA

	00:15:00
	BA2589
	VENICE

	00:20:00
	EZY8910
	AMMAN

	00:30:00
	BA2727
	IBIZA

	00:40:00
	EZY8616A
	MALAGA

	00:45:00
	BA2367
	MARSEILLE

	00:50:00
	EZY8760
	CORFU

	00:50:00
	BA2721
	MALAGA

	00:55:00
	EZY8794
	RHODES

	01:10:00
	EZY8812
	LARNACA

	01:10:00
	EZY8808
	PAPHOS

	01:15:00
	EZY8776
	HERAKLION

	01:20:00
	EZY8672
	ALICANTE

	01:20:00
	ZB285
	TENERIFE

	01:25:00
	EZY8634
	PALMA MALLORCA

	01:35:00
	EZY8930
	FARO

	02:10:00
	EZY8684
	ARRECIFE

	03:20:00
	EZY8658
	IBIZA

	03:35:00
	ZB293
	IBIZA

	05:20:00
	ZB787
	PAPHOS

	05:30:00
	VS032
	ST LUCIA

	05:50:00
	VS030
	BRIDGETOWN

	05:50:00
	BA2154
	BRIDGETOWN


	
	
	
	


Charter flights departing from, or arriving at, Gatwick at night

Summer 2011  

	Agadir

	Alghero

	Alicante

	Almeria

	Antalya

	Arrecife

	Bodrum

	Bodrum

	Bourgas

	Calgary

	Catania

	Corfu

	Dalaman

	Dubrovnik

	Enfidha

	Faro

	Figari

	Fuerteventura

	Funchal

	Grenada

	Halifax

	Heraklion

	Hurghada

	Ibiza

	Kavala

	Kefalonia

	Kos

	La Palma

	Larnaca

	Las Palmas

	Lemnos

	Luxor

	Mahon

	Malaga

	Malta

	Marrakech

	Mytilene

	Mytilene

	Naples

	Orlando Sanford

	Ottawa

	Palma

	Paphos

	Paphos

	Paphos

	Paphos

	Paphos

	Paphos

	Paphos

	Paphos

	Preveza

	Preveza

	Puerto Plata - Dominican Rep.

	Pula

	Punta Cana - Dominican Rep.

	Reus

	Rhodes

	Samos

	Santa Clara - Cuba

	Santorini

	Sharm el Sheikh

	Skiathos

	Taba

	Tenerife

	Thessalonika

	Toronto

	Vancouver

	Verona

	Zakynthos








�   Based on use of noise quota points.


�   See table in GACC Evidence Paper on Oil Prices and the Demand for Air Travel 


�  Night Flying Restrictions at Heathrow, Gatwick and Stansted.  Department of Transport.  June 2006


�   Sustainable Aviation.  June 2005.





Cover picture.  Starry night.  Van Gogh
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