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Aviation 2050 

The Future of UK Aviation 

 

Response to Consultation 

 

Background 

The Institute of Acoustics is the professional body for those working in the field of 
acoustics and noise management.  Our members include consultants, academics and 
regulators.  Our activities include working for a wide range of clients including those 
involved in the aviation sector with regard to all matters associated with sound and 
noise management.  This response has been compiled by members of the Institute 
and endorsed by its Governing body.   

 

Introduction 

Representatives of the Institute of Acoustics (IOA) met with officials from the 
Department for Transport (DfT) on 4th June 2019.  During the discussion, the IOA 
raised a number of issues and this document attempts to summarise the key points.  It 
is recognised that DfT has encouraged consultees to respond either on-line or by using 
the Response Form that is available.  However, the comments that we wish to make 
do not lend themselves to that structure.  Consequently, it is hoped that the Department 
will accept our response as set out below. 

 

The main focus of the IOA response is on the noise element of Chapter 3 of the 
consultation document, “Ensure aviation can grow sustainably”, although there is also 
a comment relating to Chapter 7 “Support General Aviation”. 

 

Our comments are: 

 

1. The IOA welcomes this document.  We support the importance of having a 
clear unambiguous strategy providing a framework in which decision making 
can occur.  With regard to noise, we have noted that, currently, there are key 
elements of policy distributed across various documents.  The IOA feels that it 
would be helpful if the published strategy included all the relevant policy 
sentiments, such as the thresholds to use for LOAEL during the day and night. 

2. Recent documents also appear to differentiate between the impact of airspace 
changes and the impact of new developments at airports.  From the noise 
perspective this is an artificial divide.  It is of no concern to an affected individual 
whether their aircraft noise impact has changed because of airspace changes 
or new development.  For them it is the impact of aircraft noise that is important 
regardless of the cause.  Therefore, using the strategy document to bring all 
these policy strands together would be beneficial. 

3. In a similar vein, to avoid uncertainty in application and to maintain overall 
policy integrity, we believe that the strategy would benefit from making clear 
references to the Government’s over-arching noise policy – the Noise Policy 
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Statement for England (NPSE) (noting that similar policies exist in the other 
devolved administrations) but also the noise element of the National Planning 
Policy Framework (NPPF), the Planning Practice Guidance on Noise (PPG(N)) 
and the Airports NPS.  The PPG(N), in particular, contains useful information 
that would help in determining the extent of the noise impact from aviation and 
clearly can apply beyond simply supporting the determination of planning 
applications. 

4. Within the consultation document, there seems to be an underlying sentiment 
that the impact from aircraft noise will reduce. (e.g. para 3.115).  The IOA is 
aware that some forecasts suggest that the impact of aircraft noise will increase 
at some airports over the next ten years or so before reducing.  The data in the 
Civil Aviation Authority report (CAP 1731) seems also to confirm this view.  
Perhaps, the strategy should acknowledge this point more clearly in order to 
manage expectations.   

5. The underlying philosophy of the overarching Government noise policy is that 
the aims and policy requirements are to be achieved in the context of 
Government policy on sustainable development.  In the PPG(N) this is 
explained as meaning that noise should not be considered in isolation, 
separately from the economic, social and other environmental dimensions.  
The policy objective in para 3.115 is written as an absolute requirement 
(apparently disregarding social and economic factors).  Assuming this is not 
the intended outcome, it would improve clarity to state the totality of the policy 
in the same way as found in other noise policy documents. 

6. At 3.122, several noise insulation measures are proposed.  The IOA welcomes 
these proposals insofar as they help to implement the overarching Government 
policy.  However, we have some concerns about how these measures might 
be interpreted.   

a. Over the past 10 years or so, the average response threshold for 
SOAEL (Significant Observed Adverse Effect Level) has tended to be 
identified as the exposure which has been used to trigger the 
requirement for sound insulation treatment to be offered for dwellings 
around airports - in general, 63 dB (LAeq,16h).  The IOA fears that 
requiring sound insulation down to 60 dB (LAeq,16h) could be interpreted 
as DfT suggesting that SOAEL should now be seen as occurring at 
60 dB (LAeq,16h).  The results from SoNA2014, however, would not 
support such a change as the percentage of people highly annoyed at 
that exposure has remained unchanged since ANIS.  Consequently, it 
would help if it was made clear that this policy requirement should not 
be seen as the Department giving its view on where SOAEL lies.  An 
option might be for the Department to define values for SOAEL for 
aviation in the same way that the 2017 airspace policy defined LOAEL 
values.   

b. It would help if guidance was given regarding what constituted a 
‘significant increased overflight’.  Is it intended to be based on a simple 
increase in number of movements?  At these relatively lower levels of 
exposure, is no account to be taken of the length of time when there is 
no sound of aircraft flying overhead when determining the impact that 
is to be mitigated?  Is there a risk of inequitable treatment with some 
people in the 54 dB, LAeq,16h contour qualifying under this policy for 
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sound insulation, where they may be others already in this contour band 
who are not eligible for sound insulation?  Clarity over this aspect of the 
policy would be welcome. 

c. It would also be valuable to acknowledge that noise insulation schemes 
and interventions (including the provision of alternative ventilation) do, 
and should, vary in response to the prevailing noise exposure.  For 
example, for impacts above SOAEL, the full package of noise insulation 
and alternative ventilation is used to avoid significant adverse effects as 
required by policy.  However, at lower levels of exposure (which lie 
between LOAEL and SOAEL)  but which nonetheless qualify for noise 
insulation treatment, existing closed double-glazed units may be 
sufficient in terms of sound attenuation and all that is needed is a means 
of noise controlled or alternative ventilation, - a measure which would 
add to the mitigation prioritised at source so that the policy requirement 
of mitigating and minimising the adverse effects is met. 

d. Although, across most transportation noise sources, it has been 
Government policy to use sound insulation as a compensatory means 
of mitigating residual noise impact, there has been virtually no research 
on the benefits of this measure since around 1980.  There is a case, 
therefore, for undertaking such research so that we know more about 
what health and quality of life benefits can be achieved with sound 
insulation. 

7. Whilst on research, the IOA believes that there is an urgent need for research 
in two other areas: 

a. The precise impact of aircraft noise on sleep.  German studies have 
identified the concept of measuring such impacts through the change in 
the probability of noise induced awakenings (or changes in sleep 
stage).  This approach is gaining traction, but we are relying mainly on 
one study to help with the assessment of this type of impact.  We would 
support research in this area, especially given the recognised sensitivity 
to aircraft noise at night. 

b. The effect of non-acoustic factors on annoyance.  There are strands of 
evidence from various studies that indicate how non-acoustic factors 
can affect annoyance.  It would be helpful if research could be carried 
out to maximise our understanding of this aspect to help optimise the 
management of aircraft noise. 

8. On land-use planning, the IOA would commend the document: Professional 
Practice Guidance on Planning and Noise (ProPG).  It was jointly prepared by 
the IOA, the Association of Noise Consultants (ANC) and the Chartered 
Institute of Environmental Health (CIEH).  It provides a method for determining 
the suitability of a site affected by transportation noise for new residential 
development and may assist in improving this very challenging area. 

9. On the World Health Organisation guidelines, published in 2018, the IOA has 
concluded that the Government’s position is that, in any assessment, we should 
use the dose-response relationship in SoNA 2014 rather than the relationship 
found in the WHO document.  If our conclusion is correct, it would be helpful if 
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that could be stated unambiguously in the strategy document.  Having said that, 
it is the IOA’s view that in any detailed assessment of health and quality of life 
impacts, the WHO relationships could also be included as a sensitivity test. 

10. The IOA is concerned that a considerable burden of expectation is being placed 
on ICCAN by the Government.  Whilst the IOA sees much value in its 
establishment, we feel it is important to manage expectations over what ICCAN 
can be expected to achieve over its first two years. 

11. On noise envelope, footnote 77 seems to suggest that a noise envelope is now 
simply a noise cap.  This is a change from previous Government statements.  
The IOA had understood that the concept of a noise envelope related to 
establishing a suite of thresholds within which an airport must operate.  These 
thresholds, however, must be periodically reviewed so that any benefits from 
new technology can be shared by both the industry and those affected.  Is that 
no longer the case?  Some clarity on the whole concept of noise envelope 
would be very helpful. 

12. With reference to Chapter 7, we note that it states at paragraph 7.47 that 

The environmental impacts of aviation come primarily from the 
commercial sector in terms of noise …. And the government’s policy 
proposals on noise ….. in chapter 3 therefore apply only to larger 
commercial airports and airlines. However, the GA sector also has a 
responsibility to follow and promote good practice in terms of their 
environmental impacts 

We are concerned that, because nothing else is stated regarding GA, there 
appears to be a policy vacuum.  Of course, that is not the case.  In England the 
NPSE applies, and for any development associated with GA airfields, the NPPF 
and the PPG(N) also apply.  It would help to avoid uncertainty if this could be 
overtly stated. 

13. Similarly, with regard to helicopter noise.  It would be helpful if the strategy 
made clear that those policies apply equally to helicopters, even if there is no 
specific detailed policy as there is to be found for commercial aircraft. 

14. In terms of implementation issues, it is essential that all parties fully understand 
the policy and technical issues of this subject.  That includes airports, airlines, 
consultants, the Planning Inspectorate, local authority regulators and the public 
who are affected by decisions.  In particular, the IOA is acutely aware of the 
loss of expertise in local authorities over recent years and how some can 
struggle when it comes to them fulfilling their regulatory obligations.  The IOA 
also recognises the key role it has in making sure that its members who work 
in this area fully understand the policy and technical issues of this subject.  
Consequently, it is essential that once policy has been determined, it is 
communicated in a clear and unambiguous way in order to optimise the quality 
of its implementation.   

15. The IOA, given its expertise, would be happy to continue liaising with the 
Department as the strategy is finalised. 
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