
INITIAL OPTIONS APPRAISAL Issue 1

Stakeholder concerns regarding the proximity to the 

Gatwick CTA and the impact of noise, including the 

densely populated area to the north of the airport.  

Discounting areas of the swathe directly north to 

avoid overflight of these populations would result in 

this option being similar to Option D4 (Runway 21 

East 2) therefore this option will not be taken 

forward. 

Stakeholder concerns regarding the impact of noise, 

including the densely populated area to the north of 

the airport.  Discounting areas of the swathe directly 

north to avoid overflight of these populations would 

result in this option being similar to Option D3 

(Runway 21 East 1) therefore this option will not be 

taken forward. 

Stakeholder concerns regarding the proximity to the 

Gatwick CTA.  Design work will need to be cognisant 

of Kenley Airfield.  This option is similar to current 

operations and is a viable option for Runway 21 

departures to the east or north.  This option will be 

taken forward for further development at Stage 3.

Stakeholder concerns regarding the proximity to the 

Gatwick CTA and overflight of the AONB. One 

stakeholder suggested extending the swathe further 

south (subject to coordination with Gatwick Airport) 

to increase flexibility, although this would increase 

AONB overflight. This option will be taken forward for 

further development at Stage 3.

Stakeholder concerns regarding the proximity to the 

Gatwick CTA, overflight of the AONB and the impact 

of noise caused by overflight.  Design work will need 

to be cognisant of Kenley Airfield. This option will be 

taken forward for further development at Stage 3.

Stakeholder concerns regarding the proximity to the 

Gatwick CTA.  Design work will need to be cognisant 

of Kenley Airfield.  Safety concerns regarding cockpit 

workload due to the circling nature of the procedure 

therefore this option will not be taken forward.

Stakeholder concerns regarding the impact of noise 

on the local communities and overflight of the AONB. 

Safety concerns regarding cockpit workload due to 

the circling nature of the procedure therefore this 

option will not be taken forward.

Stakeholder concerns regarding the impact of noise 

on the local communities and overflight of the AONB. 

One stakeholder suggested this option should be 

dismissed, but without giving any reason.  Design 

work will need to be cognisant of Kenley Airfield but 

LBHA considers that there is scope to develop a 

suitable procedure within this swathe.  This option 

will be taken forward for further development at 

Stage 3.

Design work will need to be cognisant of Kenley 

Airfield.  Safety concerns regarding cockpit workload 

due to the circling nature of the procedure at the 

southern extreme of the swathe.  This option will be 

taken forward for further development at Stage 3, 

cognisant of the preference of RAF Kenley for routes 

to the south of the airfield when considered together 

with the safety concerns relating to the circling 

procedure.

Stakeholder concerns regarding the impact of noise, 

specifically the densely populated area to the north 

of the airport.  Discounting areas of the swathe 

directly north to avoid overflight of these 

populations would result in this option being similar 

to Option D11 (Runway 03 East 1) therefore this 

option will not be taken forward.

Group Impact Level of Analysis Do Nothing (Arrival Routes) Do Nothing (Departure Routes) Runway 21 North 1 (D1) Runway 21 North 2 (D2) Runway 21 East 1 (D3) Runway 21 East 2 (D4) Runway 21 South 1 (D5) Runway 21 South 2 (D6) Runway 21 South 3 (D7) Runway 21 West 1 (D8) Runway 21 West 2 (D9) Runway 03 North 1 (D10)

Communities Noise impact on 

health and quality 

of life

Initial Options Appraisal: 

Qualitative

The same set of communities would continue to be 

overflown below 7,000ft, resulting in concentration of 

overflight at low altitudes. There would be no 

opportunities to provide respite or to otherwise alter 

flightpaths. If this baseline was retained, the noise 

impact would not change.

The departure from Biggin Hill is always out to the 

East irrespective of the runway in use. This means 

that the same communities are being overflown no 

matter what the required departure direction of the 

aircraft is. Noise impact will remain high if a do 

nothing approach is maintained. 

The left hand turn out from Runway 21 could 

introduce new populations to noise, including 

densely populated areas to the north of the airport. 

Improved vertical profile has the potential to 

improve the impact of noise overall.

The Surrey Hills and Kent Downs AONB would be 

overflown below 7,000 ft.

New population areas may be introduced with this 

departure profile, including densely populated areas 

to the north of the airport. Improved vertical profile 

has the potential to improve the impact of noise 

overall.

This right hand turn out could impact the Surrey Hills 

AONB between Woldingham and Caterham for the 

late turn out portion of the option. The early turnout 

path should not impact the AONB. 

Noise impacts are likely to be better or broadly 

similar to today, although new populations could be 

overflown, depending on the final design chosen. 

Improved vertical profile has the potential to 

improve the impact of noise overall.

This right hand turn out could impact the Surrey Hills 

AONB between Woldingham and Caterham for the 

late turn out portion of the option. The early turnout 

path should not impact the AONB.

The left hand turn out from Runway 21 could 

introduce new populations to noise. Improved 

vertical profile has the potential to improve the 

impact of noise overall.

The Surrey Hills and Kent Downs AONB would be 

overflown below 7,000 ft.

This large swathe will introduce new populations to 

noise impact, including more densely populated 

areas to the west of the airport. Improved vertical 

profile has the potential to improve the impact of 

noise overall.

The Surrey Hills and Kent Downs AONB would likely 

be impacted by designs that route straight toward 

the M25. The early right turn is likely to reduce the 

impact on the AONB. 

The left hand turn out from Runway 21 could 

introduce new populations to noise, which could be 

concentrated due to the circling design profile.  

However, improved vertical profile has the potential 

to improve the impact of noise overall.

The Surrey Hills and Kent Downs AONB would be 

overflown below 7,000 ft.

Noise impacts are likely to be better or broadly 

similar to today, although new populations could be 

overflown, depending on the final design chosen. The 

noise impact could be concentrated due to the 

circling design profile.  However, improved vertical 

profile has the potential to improve the impact of 

noise overall.

This right hand turn out could impact the Surrey Hills 

AONB between Woldingham and Caterham for the 

late turn out portion of the option. The early turnout 

path should not impact the AONB.

This large swathe will introduce new populations to 

noise impact, including more densely populated 

areas to the west of the airport. Improved vertical 

profile has the potential to improve the impact of 

noise overall.

The Surrey Hills and Kent Downs AONB would likely 

be impacted by designs that route straight toward 

the M25. The early right turn is likely to reduce the 

impact on the AONB. 

The left hand turn out from Runway 21 could 

introduce new populations to noise. Improved 

vertical profile has the potential to improve the 

impact of noise overall.

The Surrey Hills and Kent Downs AONB would be 

overflown below 7,000 ft.

This large swathe will encompass new populations 

being overflown below 7,000 ft, including densely 

populated areas to the north of the airport. 

Improved vertical profile has the potential to 

improve the impact of noise overall.

This route would not impact the Surrey Hills and Kent 

Downs AONB. 

Communities Air Quality Initial Options Appraisal: 

Qualitative

The same flightpaths would be flown below 1,000ft. 

None of the new options alter this portion of the 

approach to Biggin Hill and as such is not within the 

scope of the ACP. 

The same flight paths will be used irrespective of 

runway in use or final required heading for 

departure. The same local areas will be impacted 

below 1000ft with the do nothing approach.

Unlikely to be any significant change to current 

procedures.  Local Air Quality is only likely to be 

affected by departing aircraft below 1,000 ft. Aircraft 

are likely to be below 1,000 ft in the same locations 

as todays operations.

                                                                         

Aircraft departing within the swathe depending on 

their height may impact local AQMAs. These 

departure swathes do not impact the AQMA of the 

London Boroughs of Croydon or Bexley.

This option is not expected to result in any changes 

to biodiversity given that the implementation will not 

require any  ground works to support 

implementation.

Unlikely to be any significant change to current 

procedures.  Local Air Quality is only likely to be 

affected by departing aircraft below 1,000 ft. Aircraft 

are likely to be below 1,000 ft in the same locations 

as todays operations.   

                                                                         

Aircraft departing within the swathe depending on 

their height may impact local AQMAs. These 

departure swathes are unlikely to impact the AQMA 

of the London Borough of Croydon.

This option is not expected to result in any changes 

to biodiversity given that the implementation will not 

require any  ground works to support 

implementation.

Unlikely to be any significant change to current 

procedures.  Local Air Quality is only likely to be 

affected by departing aircraft below 1,000 ft. Aircraft 

are likely to be below 1,000 ft in the same locations 

as todays operations.  

                                                                         

Aircraft departing within the swathe depending on 

their height may impact local AQMAs. These 

departure swathes are unlikely to impact the AQMA 

of the London Borough of Croydon.

This option is not expected to result in any changes 

to biodiversity given that the implementation will not 

require any  ground works to support 

implementation.

Unlikely to be any significant change to current 

procedures.  Local Air Quality is only likely to be 

affected by departing aircraft below 1,000 ft. Aircraft 

are likely to be below 1,000 ft in the same locations 

as todays operations.   

                                                                         

Aircraft departing within the swathe depending on 

their height may impact local AQMAs. These 

departure swathes are unlikely to impact the AQMA 

of Sevenoaks District Council Ivo the M25.

This option is not expected to result in any changes 

to biodiversity given that the implementation will not 

require any  ground works to support 

implementation.

Unlikely to be any significant change to current 

procedures.  Local Air Quality is only likely to be 

affected by departing aircraft below 1,000 ft. Aircraft 

are likely to be below 1,000 ft in the same locations 

as todays operations.   

                                                                         

Aircraft departing within the swathe depending on 

their height may impact local AQMAs. These 

departure swathes are unlikely to impact the AQMA 

of the London Borough of Croydon.

This option is not expected to result in any changes 

to biodiversity given that the implementation will not 

require any  ground works to support 

implementation.

Unlikely to be any significant change to current 

procedures.   

                                                                         

Local Air Quality is likely to be affected by departing 

aircraft until above 1,000 ft. Aircraft departing within 

the swathe depending on their height may impact 

local AQMAs. These departure swathes are unlikely 

to impact the AQMA of Sevenoaks District Council Ivo 

the M25.

This option is not expected to result in any changes 

to biodiversity given that the implementation will not 

require any  ground works to support 

implementation.

Unlikely to be any significant change to current 

procedures.   

                                                                         

Local Air Quality is likely to be affected by departing 

aircraft until above 1,000 ft. Aircraft departing within 

the swathe depending on their height may impact 

local AQMAs. These departure swathes are unlikely 

to impact the AQMA of the London Borough of 

Croydon.

This option is not expected to result in any changes 

to biodiversity given that the implementation will not 

require any  ground works to support 

implementation.

Unlikely to be any significant change to current 

procedures.   

                                                                         

Local Air Quality is likely to be affected by departing 

aircraft until above 1,000 ft. Aircraft departing within 

the swathe depending on their height may impact 

local AQMAs. These departure swathes are unlikely 

to impact the AQMA of the London Borough of 

Croydon.

This option is not expected to result in any changes 

to biodiversity given that the implementation will not 

require any  ground works to support 

implementation.

Unlikely to be any significant change to current 

procedures.   

                                                                         

Local Air Quality is likely to be affected by departing 

aircraft until above 1,000 ft. Aircraft departing within 

the swathe depending on their height may impact 

local AQMAs. These departure swathes are unlikely 

to impact the AQMA of the London Borough of 

Croydon or the Sevenoaks District Council Ivo the 

M25.

This option is not expected to result in any changes 

to biodiversity given that the implementation will not 

require any  ground works to support 

implementation.

Unlikely to be any significant change to current 

procedures.  Local Air Quality is only likely to be 

affected by departing aircraft below 1,000 ft. Aircraft 

are likely to be below 1,000 ft in the same locations 

as todays operations.   

                                                                         

Aircraft departing within the swathe depending on 

their height may impact local AQMAs. These 

departure swathes are unlikely to impact the AQMA 

of the London Borough of Bexley.

This option is not expected to result in any changes 

to biodiversity given that the implementation will not 

require any  ground works to support 

implementation.

Wider Society Greenhouse Gas 

impact

Initial Options Appraisal: 

Qualitative

The same route lengths would be flown, and the 

same typical altitudes would be attained along the 

track. If this baseline system was retained, 

track lengths could not be shortened, and 

greenhouse gas impacts would not change.

By doing nothing, there is a potential for an increase 

in greenhouse gases as aircraft are vectored/depart 

in the same direction irrespective of final required 

heading for destination. This increases track distance 

and in turn by doing nothing does nothing to help 

reduce greenhouse gases impact. 

Could represent a more direct track resulting in fewer 

track miles and less emissions. A high performance 

and uninterrupted climb direct to 7,000 ft is 

available, and therefore this could decrease the 

greenhouse gas impact and contribution.

Could represent a more direct track resulting in fewer 

track miles and less emissions. A high performance 

and uninterrupted climb direct to 7,000 ft is 

available, and therefore this could decrease the 

greenhouse gas impact and contribution.

A high performance and uninterrupted climb direct 

to 7,000 ft is available, and therefore this could 

decrease the greenhouse gas impact and 

contribution.

A high performance and uninterrupted climb direct 

to 7,000 ft is available, and therefore this could 

decrease the greenhouse gas impact and 

contribution.

Would represent a more direct track resulting in 

fewer track miles and less emissions. A high 

performance and uninterrupted climb direct to 7,000 

ft is available, and therefore this could decrease the 

greenhouse gas impact and contribution.

Could represent a more direct track resulting in fewer 

track miles and less emissions. A high performance 

and uninterrupted climb direct to 7,000 ft is 

available, and therefore this could decrease the 

greenhouse gas impact and contribution.

Could represent a more direct track resulting in fewer 

track miles and less emissions. A high performance 

and uninterrupted climb direct to 7,000 ft is 

available,, and therefore this could decrease the 

greenhouse gas impact and contribution.

Would represent a more direct track resulting in 

fewer track miles and less emissions. A high 

performance and uninterrupted climb direct to 7,000 

ft is available, and therefore this could decrease the 

greenhouse gas impact and contribution.

Would represent a more direct track resulting in 

fewer track miles and less emissions. A high 

performance and uninterrupted climb direct to 7,000 

ft is available, and therefore this could decrease the 

greenhouse gas impact and contribution.

Would represent a more direct track resulting in 

fewer track miles and less emissions. A high 

performance and uninterrupted climb direct to 7,000 

ft is available, and therefore this could decrease the 

greenhouse gas impact and contribution.

Wider Society Capacity and 

resilience

Initial Options Appraisal: 

Qualitative

There would be no opportunity to improve airspace 

capacity or resilience. If this baseline system was 

retained, the predominant swathes of traffic to Biggin 

Hill would remain vectored from the same direction 

and therefore capacity and resilience impacts would 

not change.

By doing nothing, there is an over reliance on one 

direction for departures. This puts pressure on the 

network, adds to congestion in the airspace and 

leads to a lack of resilience. 

This design option would introduce an alternate 

departure direction over current procedures which 

will be systemised and aligned with the new network 

route structure. This will have the potential to 

improve capacity and resilience and associated 

impacts over the Do Nothing option.

This design option would introduce an alternate 

departure direction over current procedures which 

will be systemised and aligned with the new network 

route structure. This will have the potential to 

improve capacity and resilience and associated 

impacts over the Do Nothing option.

This design option would be systemised and aligned 

with the new network route structure. This will have 

the potential to improve capacity and resilience and 

associated impacts over the Do Nothing option.

This design option would be systemised and aligned 

with the new network route structure. This will have 

the potential to improve capacity and resilience and 

associated impacts over the Do Nothing option.

This design option would introduce an alternate 

departure direction over current procedures which 

will be systemised and aligned with the new network 

route structure. This will have the potential to 

improve capacity and resilience and associated 

impacts over the Do Nothing option.

This design option would introduce an alternate 

departure direction over current procedures which 

will be systemised and aligned with the new network 

route structure. This will have the potential to 

improve capacity and resilience and associated 

impacts over the Do Nothing option.

This design option would introduce an alternate 

departure direction over current procedures which 

will be systemised and aligned with the new network 

route structure. This will have the potential to 

improve capacity and resilience and associated 

impacts over the Do Nothing option.

This design option would introduce an alternate 

departure direction over current procedures which 

will be systemised and aligned with the new network 

route structure. This will have the potential to 

improve capacity and resilience and associated 

impacts over the Do Nothing option.

This design option would introduce an alternate 

departure direction over current procedures which 

will be systemised and aligned with the new network 

route structure. This will have the potential to 

improve capacity and resilience and associated 

impacts over the Do Nothing option.

This design option would introduce an alternate 

departure direction over current procedures which 

will be systemised and aligned with the new network 

route structure. This will have the potential to 

improve capacity and resilience and associated 

impacts over the Do Nothing option.

General 

Aviation

Access Initial Options Appraisal: 

Qualitative

GA access to Biggin Hill and the surrounding Greater 

London Area would continue in the areas currently 

observed. If this baseline system was retained, GA 

would continue to access the same areas in a similar 

manner and access impacts would not change.

Access would remain the same as currently available 

as the departure profiles from Biggin Hill wouldn't 

alter. 

May require CAS to be introduced to protect the 

procedure, whilst this will be the minimum amount 

required this may impact access for GA.

May require CAS to be introduced to protect the 

procedure, whilst this will be the minimum amount 

required this may impact access for GA.

May require CAS to be introduced to protect the 

procedure, whilst this will be the minimum amount 

required this may impact access for GA.

May require CAS to be introduced to protect the 

procedure, whilst this will be the minimum amount 

required this may impact access for GA.

May require CAS to be introduced to protect the 

procedure, whilst this will be the minimum amount 

required this may impact access for GA.

May require CAS to be introduced to protect the 

procedure, whilst this will be the minimum amount 

required this may impact access for GA.

May require CAS to be introduced to protect the 

procedure, whilst this will be the minimum amount 

required this may impact access for GA.

May require CAS to be introduced to protect the 

procedure, whilst this will be the minimum amount 

required this may impact access for GA.

May require CAS to be introduced to protect the 

procedure, whilst this will be the minimum amount 

required this may impact access for GA.

May require CAS to be introduced to protect the 

procedure, whilst this will be the minimum amount 

required this may impact access for GA.

General 

Aviation / 

commercial 

airlines 

Economic impact 

from increased 

effective capacity 

Initial Options Appraisal: 

Qualitative

There would be no opportunity to improve airspace 

capacity. If this baseline system was retained, the 

predominant broad swathes of traffic to Biggin Hill 

from the east will remain the same. Capacity impacts 

would not change, and there would be no change in 

economic impact, however this would stifle growth 

if/when demand increases as expected over time. 

By doing nothing, there is a risk that the airport 

doesn't grow due to capacity issues. By having all 

departures in one direction, this could add track 

miles to aircraft which will have a negative economic 

effect on users which may mean other airports 

become more favourable.

This option has the potential to contribute to 

increased effective capacity, which would have a 

positive economic impact compared with the 

baseline Do Nothing option. This will be further 

assessed during Stage 3 of the CAP 1616 process.

This option has the potential to contribute to 

increased effective capacity, which would have a 

positive economic impact compared with the 

baseline Do Nothing option. This will be further 

assessed during Stage 3 of the CAP 1616 process.

This option has the potential to contribute to 

increased effective capacity, which would have a 

positive economic impact compared with the 

baseline Do Nothing option. This will be further 

assessed during Stage 3 of the CAP 1616 process.

This option has the potential to contribute to 

increased effective capacity, which would have a 

positive economic impact compared with the 

baseline Do Nothing option. This will be further 

assessed during Stage 3 of the CAP 1616 process.

This option has the potential to contribute to 

increased effective capacity, which would have a 

positive economic impact compared with the 

baseline Do Nothing option. This will be further 

assessed during Stage 3 of the CAP 1616 process.

This option has the potential to contribute to 

increased effective capacity, which would have a 

positive economic impact compared with the 

baseline Do Nothing option. This will be further 

assessed during Stage 3 of the CAP 1616 process.

This option has the potential to contribute to 

increased effective capacity, which would have a 

positive economic impact compared with the 

baseline Do Nothing option. This will be further 

assessed during Stage 3 of the CAP 1616 process.

This option has the potential to contribute to 

increased effective capacity, which would have a 

positive economic impact compared with the 

baseline Do Nothing option. This will be further 

assessed during Stage 3 of the CAP 1616 process.

This option has the potential to contribute to 

increased effective capacity, which would have a 

positive economic impact compared with the 

baseline Do Nothing option. This will be further 

assessed during Stage 3 of the CAP 1616 process.

This option has the potential to contribute to 

increased effective capacity, which would have a 

positive economic impact compared with the 

baseline Do Nothing option. This will be further 

assessed during Stage 3 of the CAP 1616 process.

General 

Aviation / 

commercial 

airlines

 Fuel burn Initial Options Appraisal: 

Qualitative

The same route lengths would be flown, and the 

same typical altitudes would be attained along the 

track. If this baseline system was retained, track 

lengths could not be shortened, altitudes could not 

increase, and fuel burn impacts would not change.

By doing nothing, fuel burn would remain the same 

for users; however just because it remains the same 

doesn't mean it is effective use of fuel.

Could represent a more direct route than current 

procedures which could reduce fuel burn. Fuel burn 

could be reduced as continuous climbs possible to 

7,000 ft.

Early turnouts to proceed to direct route could 

reduce the overall track distance and could have a 

significant reduction in fuel burn for airlines. Fuel 

burn could be reduced as continuous climbs possible 

to 7,000 ft.

Early turnouts to proceed to direct route similar to 

current operations so unlikely to have any benefit in 

terms of track miles.  A later turn would increase 

track miles and therefore fuel burn over current 

operations. Fuel burn could be reduced as 

continuous climbs possible to 7,000 ft. 

Direct route which is similar to current procedures 

and may not introduce any extra benefit. Fuel burn 

could be reduced as continuous climbs possible to 

7,000 ft.

Direct route reduces the overall track distance and 

could have a significant reduction in fuel burn for 

airlines. Fuel burn could be reduced as continuous 

climbs possible to 7,000 ft. 

A more direct route than current operations which 

should reduce the overall track distance and could 

have a significant reduction in fuel burn for airlines. 

Fuel burn could be reduced as continuous climbs 

possible to 7,000 ft.

A more direct route than current operations which 

should reduce the overall track distance and could 

have a significant reduction in fuel burn for airlines. 

Fuel burn could be reduced as continuous climbs 

possible to 7,000 ft. 

Direct route reduces the overall track distance and 

could have a significant reduction in fuel burn for 

airlines. Fuel burn could be reduced as continuous 

climbs possible to 7,000 ft. 

A more direct route than current operations which 

should reduce the overall track distance and could 

have a significant reduction in fuel burn for airlines. 

Fuel burn could be reduced as continuous climbs 

possible to 7,000 ft.

Direct route reduces the overall track distance and 

could have a significant reduction in fuel burn for 

airlines. Fuel burn could be reduced as continuous 

climbs possible to 7,000 ft.

Commercial 

airlines 

Training costs Initial Options Appraisal: 

Qualitative

Flight procedures change worldwide with each AIRAC 

cycle and airlines would update their procedures 

accordingly, training if required. If this baseline 

system was retained, the same flight procedures 

would be used and training cost impacts would not 

change.

As nothing is changing there will therefore be no 

added training costs.

Qualitatively, flight procedures change worldwide 

with each AIRAC cycle and airlines would update 

their procedures accordingly, training if required. No 

additional training costs are anticipated. 

Any changes made should where possible comply 

with ICAO PANS Ops internationally agreed criteria. 

Qualitatively, flight procedures change worldwide 

with each AIRAC cycle and airlines would update 

their procedures accordingly, training if required. No 

additional training costs are anticipated. 

Any changes made should where possible comply 

with ICAO PANS Ops internationally agreed criteria. 

Qualitatively, flight procedures change worldwide 

with each AIRAC cycle and airlines would update 

their procedures accordingly, training if required. No 

additional training costs are anticipated. 

Any changes made should where possible comply 

with ICAO PANS Ops internationally agreed criteria. 

Qualitatively, flight procedures change worldwide 

with each AIRAC cycle and airlines would update 

their procedures accordingly, training if required. No 

additional training costs are anticipated. 

Any changes made should where possible comply 

with ICAO PANS Ops internationally agreed criteria. 

Qualitatively, flight procedures change worldwide 

with each AIRAC cycle and airlines would update 

their procedures accordingly, training if required. No 

additional training costs are anticipated. 

Any changes made should where possible comply 

with ICAO PANS Ops internationally agreed criteria. 

Qualitatively, flight procedures change worldwide 

with each AIRAC cycle and airlines would update 

their procedures accordingly, training if required. No 

additional training costs are anticipated. 

Any changes made should where possible comply 

with ICAO PANS Ops internationally agreed criteria. 

Qualitatively, flight procedures change worldwide 

with each AIRAC cycle and airlines would update 

their procedures accordingly, training if required. No 

additional training costs are anticipated. 

Any changes made should where possible comply 

with ICAO PANS Ops internationally agreed criteria. 

Qualitatively, flight procedures change worldwide 

with each AIRAC cycle and airlines would update 

their procedures accordingly, training if required. No 

additional training costs are anticipated. 

Any changes made should where possible comply 

with ICAO PANS Ops internationally agreed criteria. 

Qualitatively, flight procedures change worldwide 

with each AIRAC cycle and airlines would update 

their procedures accordingly, training if required. No 

additional training costs are anticipated. 

Any changes made should where possible comply 

with ICAO PANS Ops internationally agreed criteria. 

Qualitatively, flight procedures change worldwide 

with each AIRAC cycle and airlines would update 

their procedures accordingly, training if required. No 

additional training costs are anticipated. 

Any changes made should where possible comply 

with ICAO PANS Ops internationally agreed criteria. 

Commercial 

airlines 

Other costs Initial Options Appraisal: 

Qualitative

No other costs are foreseen. No other costs are foreseen. No other costs are foreseen. No other costs are foreseen. No other costs are foreseen. No other costs are foreseen. No other costs are foreseen. No other costs are foreseen. No other costs are foreseen. No other costs are foreseen. No other costs are foreseen. No other costs are foreseen.

Airport / Air 

navigation 

service 

provider 

Infrastructure costs Initial Options Appraisal: 

Qualitative

The infrastructure in place is used daily. If this 

baseline system was retained, the same 

infrastructure would continue to be used in the same 

way, with no additional costs beyond typical 

maintenance.

The infrastructure in place is used daily. If this 

baseline system was retained, the same 

infrastructure would continue to be used in the same 

way, with no additional costs beyond typical 

maintenance.

No additional infrastructure costs associated with the 

introduction of this routes or procedures. 

No additional infrastructure costs associated with the 

introduction of this routes or procedures. 

No additional infrastructure costs associated with the 

introduction of this routes or procedures. 

No additional infrastructure costs associated with the 

introduction of this routes or procedures. 

No additional infrastructure costs associated with the 

introduction of this routes or procedures. 

No additional infrastructure costs associated with the 

introduction of this routes or procedures. 

No additional infrastructure costs associated with the 

introduction of this routes or procedures. 

No additional infrastructure costs associated with the 

introduction of this routes or procedures. 

No additional infrastructure costs associated with the 

introduction of this routes or procedures. 

No additional infrastructure costs associated with the 

introduction of this routes or procedures. 

Airport / Air 

navigation 

service 

provider 

Operational costs Initial Options Appraisal: 

Qualitative

The operation is used daily. If this baseline system 

was retained, the same operation would continue in 

the same way, with no additional operational costs.

The operation is used daily. If this baseline system 

was retained, the same operation would continue in 

the same way, with no additional operational costs.

Operational costs associated with implementing the 

new procedures relate to IFP design, validation 

(ground and airborne), safety assessment, airspace 

change and consultation, certification and 

publication are anticipated.  Once implemented, the 

costs of ownership of these procedures is very low, 

requiring maintenance of the procedure on a five 

yearly basis.  More detail would be expected to 

become apparent during Stage 3 of the ACP process.

Operational costs associated with implementing the 

new procedures relate to IFP design, validation 

(ground and airborne), safety assessment, airspace 

change and consultation, certification and 

publication are anticipated.  Once implemented, the 

costs of ownership of these procedures is very low, 

requiring maintenance of the procedure on a five 

yearly basis.  More detail would be expected to 

become apparent during Stage 3 of the ACP process.

Operational costs associated with implementing the 

new procedures relate to IFP design, validation 

(ground and airborne), safety assessment, airspace 

change and consultation, certification and 

publication are anticipated.  Once implemented, the 

costs of ownership of these procedures is very low, 

requiring maintenance of the procedure on a five 

yearly basis.  More detail would be expected to 

become apparent during Stage 3 of the ACP process.

Operational costs associated with implementing the 

new procedures relate to IFP design, validation 

(ground and airborne), safety assessment, airspace 

change and consultation, certification and 

publication are anticipated.  Once implemented, the 

costs of ownership of these procedures is very low, 

requiring maintenance of the procedure on a five 

yearly basis.  More detail would be expected to 

become apparent during Stage 3 of the ACP process.

Operational costs associated with implementing the 

new procedures relate to IFP design, validation 

(ground and airborne), safety assessment, airspace 

change and consultation, certification and 

publication are anticipated.  Once implemented, the 

costs of ownership of these procedures is very low, 

requiring maintenance of the procedure on a five 

yearly basis.  More detail would be expected to 

become apparent during Stage 3 of the ACP process.

Operational costs associated with implementing the 

new procedures relate to IFP design, validation 

(ground and airborne), safety assessment, airspace 

change and consultation, certification and 

publication are anticipated.  Once implemented, the 

costs of ownership of these procedures is very low, 

requiring maintenance of the procedure on a five 

yearly basis.  More detail would be expected to 

become apparent during Stage 3 of the ACP process.

Operational costs associated with implementing the 

new procedures relate to IFP design, validation 

(ground and airborne), safety assessment, airspace 

change and consultation, certification and 

publication are anticipated.  Once implemented, the 

costs of ownership of these procedures is very low, 

requiring maintenance of the procedure on a five 

yearly basis.  More detail would be expected to 

become apparent during Stage 3 of the ACP process.

Operational costs associated with implementing the 

new procedures relate to IFP design, validation 

(ground and airborne), safety assessment, airspace 

change and consultation, certification and 

publication are anticipated.  Once implemented, the 

costs of ownership of these procedures is very low, 

requiring maintenance of the procedure on a five 

yearly basis.  More detail would be expected to 

become apparent during Stage 3 of the ACP process.

Operational costs associated with implementing the 

new procedures relate to IFP design, validation 

(ground and airborne), safety assessment, airspace 

change and consultation, certification and 

publication are anticipated.  Once implemented, the 

costs of ownership of these procedures is very low, 

requiring maintenance of the procedure on a five 

yearly basis.  More detail would be expected to 

become apparent during Stage 3 of the ACP process.

Operational costs associated with implementing the 

new procedures relate to IFP design, validation 

(ground and airborne), safety assessment, airspace 

change and consultation, certification and 

publication are anticipated.  Once implemented, the 

costs of ownership of these procedures is very low, 

requiring maintenance of the procedure on a five 

yearly basis.  More detail would be expected to 

become apparent during Stage 3 of the ACP process.

Airport / Air 

navigation 

service 

provider 

Deployment costs Initial Options Appraisal: 

Qualitative

If this baseline system was retained, there would be 

no deployment, hence no associated costs.

If this baseline system was retained, there would be 

no deployment, hence no associated costs.

Deployment costs would be expected for this 

proposal for air traffic controller training for 

controllers and assistants at Biggin Hill Airport and 

NATS Swanwick. More detail would be expected to 

become apparent during Stage 3 of the ACP process.

Deployment costs would be expected for this 

proposal for air traffic controller training for 

controllers and assistants at Biggin Hill Airport and 

NATS Swanwick. More detail would be expected to 

become apparent during Stage 3 of the ACP process.

Deployment costs would be expected for this 

proposal for air traffic controller training for 

controllers and assistants at Biggin Hill Airport and 

NATS Swanwick. More detail would be expected to 

become apparent during Stage 3 of the ACP process.

Deployment costs would be expected for this 

proposal for air traffic controller training for 

controllers and assistants at Biggin Hill Airport and 

NATS Swanwick. More detail would be expected to 

become apparent during Stage 3 of the ACP process.

Deployment costs would be expected for this 

proposal for air traffic controller training for 

controllers and assistants at Biggin Hill Airport and 

NATS Swanwick. More detail would be expected to 

become apparent during Stage 3 of the ACP process.

Deployment costs would be expected for this 

proposal for air traffic controller training for 

controllers and assistants at Biggin Hill Airport and 

NATS Swanwick. More detail would be expected to 

become apparent during Stage 3 of the ACP process.

Deployment costs would be expected for this 

proposal for air traffic controller training for 

controllers and assistants at Biggin Hill Airport and 

NATS Swanwick. More detail would be expected to 

become apparent during Stage 3 of the ACP process.

Deployment costs would be expected for this 

proposal for air traffic controller training for 

controllers and assistants at Biggin Hill Airport and 

NATS Swanwick. More detail would be expected to 

become apparent during Stage 3 of the ACP process.

Deployment costs would be expected for this 

proposal for air traffic controller training for 

controllers and assistants at Biggin Hill Airport and 

NATS Swanwick. More detail would be expected to 

become apparent during Stage 3 of the ACP process.

Deployment costs would be expected for this 

proposal for air traffic controller training for 

controllers and assistants at Biggin Hill Airport and 

NATS Swanwick. More detail would be expected to 

become apparent during Stage 3 of the ACP process.

Safety 

Assessment

Safety Assessment Initial Options Appraisal: 

Qualitative

This current baseline operates within a set of safety 

standards that are adhered to and maintained and 

there is no expected change by remaining with the 

current baseline. 

This current baseline operates within a set of safety 

standards that are adhered to and maintained and 

there is no expected change by remaining with the 

current baseline. 

CAS to contain the new procedures would require a 

safety case to overcome the issues identified which 

would then produce a more robust safety argument 

that is in operation today. 

Potential for infringement of Gatwick Airport CTA 

which may increase ATC workload to monitor; 

procedure design should maximise separation from 

the Gatwick CTA.

Possible conflict with Heathrow and London City 

procedures; resolution to interactions would be 

determined through continued FASI-S coordination 

and development.

CAS to contain the new procedures would require a 

safety case to overcome the issues identified which 

would then produce a more robust safety argument 

that is in operation today. 

Potential for infringement of Gatwick Airport CTA 

which may increase ATC workload to monitor; 

procedure design should maximise separation from 

the Gatwick CTA.

Possible conflict with Heathrow and London City 

procedures; resolution to interactions would be 

determined through continued FASI-S coordination 

and development.

Southern extent of design swathe potentially in 

conflict with gliders operating from Kenley Airfield; 

procedure design should maximise separation from 

Kenley Airfield.

CAS to contain the new procedures would require a 

safety case to overcome the issues identified which 

would then produce a more robust safety argument 

that is in operation today. 

Potential for infringement of Gatwick Airport CTA 

which may increase ATC workload to monitor; 

procedure design should maximise separation from 

the Gatwick CTA.

Possible conflict with Heathrow and London City 

procedures; resolution to interactions would be 

determined through continued FASI-S coordination 

and development.

Southern extent of design swathe potentially in 

conflict with gliders operating from Kenley Airfield; 

procedure design should maximise separation from 

Kenley Airfield.

CAS to contain the new procedures would require a 

safety case to overcome the issues identified which 

would then produce a more robust safety argument 

that is in operation today. 

Potential for infringement of Gatwick Airport CTA 

which may increase ATC workload to monitor; 

procedure design should maximise separation from 

the Gatwick CTA.

Possible conflict with Heathrow and London City 

procedures; resolution to interactions would be 

determined through continued FASI-S coordination 

and development.

CAS to contain the new procedures would require a 

safety case to overcome the issues identified which 

would then produce a more robust safety argument 

that is in operation today. 

Potential for infringement of Gatwick Airport CTA 

which may increase ATC workload to monitor; 

procedure design should maximise separation from 

the Gatwick CTA.

Possible conflict with Heathrow procedures; 

resolution to interactions would be determined 

through continued FASI-S coordination and 

development.

Northern extent of design swathe potentially in 

conflict with gliders operating from Kenley Airfield; 

procedure design should maximise separation from 

Kenley Airfield.

CAS to contain the new procedures would require a 

safety case to overcome the issues identified which 

would then produce a more robust safety argument 

that is in operation today. 

Potential for infringement of Gatwick Airport CTA 

which may increase ATC workload to monitor; 

procedure design should maximise separation from 

the Gatwick CTA.

Possible conflict with Heathrow procedures; 

resolution to interactions would be determined 

through continued FASI-S coordination and 

development.

Increased cockpit workload leading to FMS confusion 

or errors due to circling nature of the procedure.

CAS to contain the new procedures would require a 

safety case to overcome the issues identified which 

would then produce a more robust safety argument 

that is in operation today. 

Possible conflict with Heathrow and London City 

procedures; resolution to interactions would be 

determined through continued FASI-S coordination 

and development.

Southern extent of design swathe potentially in 

conflict with gliders operating from Kenley Airfield; 

procedure design should maximise separation from 

Kenley Airfield.

Increased cockpit workload leading to FMS confusion 

or errors due to circling nature of the procedure.

CAS to contain the new procedures would require a 

safety case to overcome the issues identified which 

would then produce a more robust safety argument 

that is in operation today. 

Potential for infringement of Gatwick Airport CTA 

which may increase ATC workload to monitor; 

procedure design should maximise separation from 

the Gatwick CTA.

Possible conflict with Heathrow procedures; 

resolution to interactions would be determined 

through continued FASI-S coordination and 

development.

Design swathe potentially in conflict with gliders 

operating from Kenley Airfield; procedure design 

should maximise separation from Kenley Airfield, 

preferably to the south of the airfield.

CAS to contain the new procedures would require a 

safety case to overcome the issues identified which 

would then produce a more robust safety argument 

that is in operation today. 

Potential for infringement of Gatwick Airport CTA 

which may increase ATC workload to monitor; 

procedure design should maximise separation from 

the Gatwick CTA.

Possible conflict with Heathrow and London City 

procedures; resolution to interactions would be 

determined through continued FASI-S coordination 

and development.

Design swathe potentially in conflict with gliders 

operating from Kenley Airfield; procedure design 

should maximise separation from Kenley Airfield, 

preferably to the south of the airfield.

Possible increased cockpit workload leading to FMS 

confusion or errors due to circling nature of the 

procedure at southern extreme of the swathe.

CAS to contain the new procedures would require a 

safety case to overcome the issues identified which 

would then produce a more robust safety argument 

that is in operation today. 

Procedure conflicts with Runway 21 IAP, including 

MAP. There is currently no IAP for Runway 03; aircraft 

approach using the Runway 21 IAP and then circle to 

land on Runway 03. Hazard exists currently and is 

managed by ATC scheduling of arriving and departing 

aircraft.

Possible conflict with Heathrow, London City, 

Stansted and Southend procedures; resolution to 

interactions would be determined through continued 

FASI-S coordination and development.

Summary of Analysis



Some stakeholders preferred this option over Option 

10B as, in their opinion, it was over a less densely 

populated area.  However, some stakeholders 

preferred Option 10B.  Preferences appeared to be 

based on stakeholders residential locations. Safety 

concerns regarding cockpit workload due to the 

circling nature of the procedure therefore this option 

will not be taken forward.

Some stakeholders preferred Option 10A over this 

option as, in their opinion, it was over a less densely 

populated area.  However, some stakeholders did 

prefer this option.  Preferences appeared to be based 

on stakeholders residential locations. Safety concerns 

regarding cockpit workload due to the circling nature 

of the procedure therefore this option will not be 

taken forward.

Stakeholder concerns regarding the impact of noise, 

specifically the densely populated area to the north 

of the airport.  Utilising the southern extreme of the 

swathe only, similar to current operations, this 

option will be taken forward for further development 

at Stage 3.

Stakeholder concerns regarding the impact of noise, 

specifically the densely populated area to the north 

of the airport if aircraft extend before turning left.  

This option was considered to have the least impact 

on the AONB. Design work will need to be cognisant 

of Kenley Airfield. This option will be taken forward 

for further development at Stage 3.

Stakeholder concerns regarding the impact of noise, 

specifically the densely populated area to the north 

of the airport if aircraft extend before turning left. 

Design work will need to be cognisant of Kenley 

Airfield. This option will be taken forward for further 

development at Stage 3.

Stakeholder concerns regarding the impact of noise, 

specifically the densely populated area to the north 

of the airport if aircraft extend before turning right, 

and overflight of the AONB.  Design work will need to 

be cognisant of Kenley Airfield. This option will be 

taken forward for further development at Stage 3.

Stakeholder concerns regarding the impact of noise, 

specifically the densely populated area to the north 

of the airport if aircraft extend before turning left, 

and overflight of the AONB.  Design work will need to 

be cognisant of Kenley Airfield. This option will be 

taken forward for further development at Stage 3.

Stakeholder concerns regarding the impact of noise 

and overflight of the AONB. This option will be taken 

forward for further development at Stage 3.

Stakeholder concerns regarding the impact of noise, 

specifically the densely populated area to the north 

of the airport, and overflight of the AONB.  Due to 

the likely adverse noise impact on the densely 

populated areas, it is considered that Option D16 

would have less of an impact for aircraft departing to 

the west, hence this option will not be taken forward.

This option was supported by some stakeholders as it 

avoids densely populated areas and avoids the 

AONB. One stakeholder suggested extending the 

swathe to the north east to facilitate a shorter route 

into ATPEV from the north. This option will be taken 

forward for further development at Stage 3.

Stakeholder concerns regarding the overflight of the 

AONB. LBHA considers that the height of the aircraft 

on the procedure and further design work would 

minimise the impact on the AONB. This option will be 

taken forward for further development at Stage 3.

Stakeholder concerns regarding the impact of noise 

and overflight of the AONB. One stakeholder 

suggested extending the western swathe further into 

the Heathrow CTA to facilitate flexibility for both the 

positioning of the specific route and tactical options 

available to appropriately manage the traffic. This 

option will be taken forward for further development 

at Stage 3.

Although this procedure is over some densely 

populated areas to the north of the airport, LBHA 

considers that the height of the aircraft on the 

procedure would minimise the impact of noise. This 

option will be taken forward for further development 

at Stage 3.

Runway 03 North 2 (D10A) Runway 03 North 3 (D10B) Runway 03 East 1 (D11) Runway 03 East 2 (D12) Runway 03 South 1 (D13) Runway 03 South 2 (D14) Runway 03 West 1 (D15) Runway 03 West 2 (D16) Runway 03 West 3 (D17) Transition East (A1) Transition South (A2) Transition West (A3) Transition North (A4)

Noise impacts are likely to be better or broadly 

similar to today, although new populations could be 

overflown, including densely populated areas to the 

north of the airport. The noise impact could be 

concentrated due to the circling design profile.  

However, improved vertical profile has the potential 

to improve the impact of noise overall.

This route would not impact the Surrey Hills and Kent 

Downs AONB. 

Noise impacts are likely to be better or broadly 

similar to today, although new populations could be 

overflown, including densely populated areas to the 

north of the airport. The noise impact could be 

concentrated due to the circling design profile.  

However, improved vertical profile has the potential 

to improve the impact of noise overall.

This route could impact the Surrey Hills and Kent 

Downs AONB, depending on the final route design. 

Noise impacts are likely to be better or broadly 

similar to today, although new populations could be 

overflown, including densely populated areas to the 

north of the airport. Improved vertical profile has the 

potential to improve the impact of noise overall.

The southern portion of the departure swathe could 

impact the Kent Downs AONB.

Noise impacts are likely to be better or broadly 

similar to today, although new populations could be 

overflown. Improved vertical profile has the potential 

to improve the impact of noise overall.

This route would not impact the Surrey Hills and Kent 

Downs AONB. 

Noise impacts are likely to be better or broadly 

similar to today, although new populations could be 

overflown, including densely populated areas to the 

north of the airport. Improved vertical profile has the 

potential to improve the impact of noise overall.

This route could impact the Surrey Hills and Kent 

Downs AONB, depending on the final route design. 

Noise impacts are likely to be better or broadly 

similar to today, although new populations could be 

overflown, including densely populated areas to the 

north of the airport. Improved vertical profile has the 

potential to improve the impact of noise overall.

This route could impact the Surrey Hills and Kent 

Downs AONB, depending on the final route design.   

Noise impacts are likely to be better or broadly 

similar to today, although new populations could be 

overflown, including densely populated areas to the 

north of the airport. Improved vertical profile has the 

potential to improve the impact of noise overall.

This route could impact the Surrey Hills AONB, 

depending on the final route design.   

Noise impacts are likely to be better or broadly 

similar to today, although new populations could be 

overflown, including densely populated areas to the 

north of the airport. Improved vertical profile has the 

potential to improve the impact of noise overall.

This route could impact the Surrey Hills and Kent 

Downs AONB, depending on the final route design.   

Noise impacts are likely to be better or broadly 

similar to today, although new populations could be 

overflown, including densely populated areas to the 

north of the airport. Improved vertical profile has the 

potential to improve the impact of noise overall.

This route would not impact the Surrey Hills and Kent 

Downs AONB.   

This swathe is situated within the current arrival 

profile for Biggin Hill for both runways, as Runway 03 

includes a final visual circling approach. There is likely 

to be no greater impact to populations than is 

current practice.

There is no impact on any AONB.

New populations are likely to be affected by arrival 

from the south, however improved descent profiles 

are likely to result in the impacts being better or 

broadly similar to today.

This route could impact the Kent Downs AONB, 

depending on the final route design. 

New populations are likely to be affected by arrival 

from the west, however improved descent profiles 

are likely to result in the impacts being better or 

broadly similar to today.

This route could impact the Surrey Hills and Kent 

Downs AONB, depending on the final route design.

New populations are likely to be affected by arrival 

from the north, however improved descent profiles 

are likely to result in the impacts being better or 

broadly similar to today.

There is no impact on any AONB.

Unlikely to be any significant change to current 

procedures.  Local Air Quality is only likely to be 

affected by departing aircraft below 1,000 ft. Aircraft 

are likely to be below 1,000 ft in the same locations 

as todays operations.   

                                                                         

Aircraft departing within the swathe depending on 

their height may impact local AQMAs. These 

departure swathes are unlikely to impact the AQMA 

of the London Borough of Croydon.

This option is not expected to result in any changes 

to biodiversity given that the implementation will not 

require any  ground works to support 

implementation.

Unlikely to be any significant change to current 

procedures.  Local Air Quality is only likely to be 

affected by departing aircraft below 1,000 ft. Aircraft 

are likely to be below 1,000 ft in the same locations 

as todays operations.   

                                                                         

Aircraft departing within the swathe depending on 

their height may impact local AQMAs. These 

departure swathes are unlikely to impact the AQMA 

of the London Borough of Croydon.

This option is not expected to result in any changes 

to biodiversity given that the implementation will not 

require any  ground works to support 

implementation.

Unlikely to be any significant change to current 

procedures.  Local Air Quality is only likely to be 

affected by departing aircraft below 1,000 ft. Aircraft 

are likely to be below 1,000 ft in the same locations 

as todays operations.  

                                                                         

Aircraft departing within the swathe depending on 

their height may impact local AQMAs. These 

departure swathes are unlikely to impact any AQMA 

boundary.

This option is not expected to result in any changes 

to biodiversity given that the implementation will not 

require any  ground works to support 

implementation.

Unlikely to be any significant change to current 

procedures.  Local Air Quality is only likely to be 

affected by departing aircraft below 1,000 ft. Aircraft 

are likely to be below 1,000 ft in the same locations 

as todays operations.  

                                                                         

Aircraft departing within the swathe depending on 

their height may impact local AQMAs. These 

departure swathes are unlikely to impact the AQMA 

of the London Borough of Croydon. 

This option is not expected to result in any changes 

to biodiversity given that the implementation will not 

require any  ground works to support 

implementation.

Unlikely to be any significant change to current 

procedures.  Local Air Quality is only likely to be 

affected by departing aircraft below 1,000 ft. Aircraft 

are likely to be below 1,000 ft in the same locations 

as todays operations.  

                                                                         

Aircraft departing within the swathe depending on 

their height may impact local AQMAs. These 

departure swathes are unlikely to impact the AQMA 

of the London Boroughs of Croydon or Bexley.

This option is not expected to result in any changes 

to biodiversity given that the implementation will not 

require any  ground works to support 

implementation.

Unlikely to be any significant change to current 

procedures.  Local Air Quality is only likely to be 

affected by departing aircraft below 1,000 ft. Aircraft 

are likely to be below 1,000 ft in the same locations 

as todays operations. 

                                                                         

Aircraft departing within the swathe depending on 

their height may impact local AQMAs. These 

departure swathes are unlikely to impact any AQMA 

boundary.

This option is not expected to result in any changes 

to biodiversity given that the implementation will not 

require any  ground works to support 

implementation.

Unlikely to be any significant change to current 

procedures.  Local Air Quality is only likely to be 

affected by departing aircraft below 1,000 ft. Aircraft 

are likely to be below 1,000 ft in the same locations 

as todays operations.  

                                                                         

Aircraft departing within the swathe depending on 

their height may impact local AQMAs. These 

departure swathes are unlikely to impact the AQMA 

of the London Boroughs of Croydon or Bromley.

This option is not expected to result in any changes 

to biodiversity given that the implementation will not 

require any  ground works to support 

implementation.

Unlikely to be any significant change to current 

procedures.  Local Air Quality is only likely to be 

affected by departing aircraft below 1,000 ft. Aircraft 

are likely to be below 1,000 ft in the same locations 

as todays operations. 

                                                                         

Aircraft departing within the swathe depending on 

their height may impact local AQMAs. These 

departure swathes are unlikely to impact any AQMA 

boundary.

This option is not expected to result in any changes 

to biodiversity given that the implementation will not 

require any  ground works to support 

implementation.

Unlikely to be any significant change to current 

procedures.  Local Air Quality is only likely to be 

affected by departing aircraft below 1,000 ft. Aircraft 

are likely to be below 1,000 ft in the same locations 

as todays operations. 

                                                                         

Aircraft departing within the swathe depending on 

their height may impact local AQMAs. These 

departure swathes are unlikely to impact any AQMA 

boundary.

This option is not expected to result in any changes 

to biodiversity given that the implementation will not 

require any  ground works to support 

implementation.

Aircraft remain above 1,000 ft  throughout this 

procedure hence there will be no impact on local Air 

Quality or local AQMAs.

This option is not expected to result in any changes 

to biodiversity given that the implementation will not 

require any  ground works to support 

implementation.

Aircraft remain above 1,000 ft  throughout this 

procedure hence there will be no impact on local Air 

Quality or local AQMAs.

This option is not expected to result in any changes 

to biodiversity given that the implementation will not 

require any  ground works to support 

implementation.

Aircraft remain above 1,000 ft  throughout this 

procedure hence there will be no impact on local Air 

Quality or local AQMAs.

This option is not expected to result in any changes 

to biodiversity given that the implementation will not 

require any  ground works to support 

implementation.

Aircraft remain above 1,000 ft  throughout this 

procedure hence there will be no impact on local Air 

Quality or local AQMAs.

This option is not expected to result in any changes 

to biodiversity given that the implementation will not 

require any  ground works to support 

implementation.

Could represent a more direct track resulting in fewer 

track miles and less emissions. A high performance 

and uninterrupted climb direct to 7,000 ft is 

available, and therefore this could decrease the 

greenhouse gas impact and contribution.

Could represent a more direct track resulting in fewer 

track miles and less emissions. A high performance 

and uninterrupted climb direct to 7,000 ft is 

available, and therefore this could decrease the 

greenhouse gas impact and contribution.

A high performance and uninterrupted climb direct 

to 7000ft is available, and therefore this could 

decrease the greenhouse gas impact and 

contribution.

Would represent an increase in track miles resulting 

in an increase in emissions. However, a high 

performance and uninterrupted climb direct to 

7000ft is available, and therefore this could decrease 

the overall greenhouse gas impact and contribution.

Could represent a more direct track resulting in fewer 

track miles and less emissions. A high performance 

and uninterrupted climb direct to 7,000 ft is 

available, and therefore this could decrease the 

greenhouse gas impact and contribution.

Could represent a more direct track resulting in fewer 

track miles and less emissions. A high performance 

and uninterrupted climb direct to 7,000 ft is 

available, and therefore this could decrease the 

greenhouse gas impact and contribution.

Would represent a more direct track resulting in 

fewer track miles and less emissions. A high 

performance and uninterrupted climb direct to 7,000 

ft is available, and therefore this could decrease the 

greenhouse gas impact and contribution.

Could represent a more direct track resulting in fewer 

track miles and less emissions. A high performance 

and uninterrupted climb direct to 7,000 ft is 

available, and therefore this could decrease the 

greenhouse gas impact and contribution.

Could represent a more direct track resulting in fewer 

track miles and less emissions. A high performance 

and uninterrupted climb direct to 7,000 ft is 

available, and therefore this could decrease the 

greenhouse gas impact and contribution.

Unlikely to be any change to current levels as this is 

the standard inbound routing to Biggin Hill at the 

moment. A CDA could lessen the impact of 

greenhouse gases.

Current greenhouse gas levels could reduce overall 

with this profile as it makes more efficient use of 

airspace for a/s arriving from the South and results in 

less track miles flown against the current do nothing 

option. A CDA could lessen the impact of greenhouse 

gases.

Current greenhouse gas levels could reduce overall 

with this profile as it makes more efficient use of 

airspace for a/s arriving from the West and results in 

less track miles flown against the current do nothing 

option. A CDA could lessen the impact of greenhouse 

gases.

Current greenhouse gas levels could reduce overall 

with this profile as it makes more efficient use of 

airspace for a/s arriving from the North and results in 

less track miles flown against the current do nothing 

option. A CDA could lessen the impact of greenhouse 

gases.

This design option would introduce an alternate 

departure direction over current procedures which 

will be systemised and aligned with the new network 

route structure. This will have the potential to 

improve capacity and resilience and associated 

impacts over the Do Nothing option.

This design option would introduce an alternate 

departure direction over current procedures which 

will be systemised and aligned with the new network 

route structure. This will have the potential to 

improve capacity and resilience and associated 

impacts over the Do Nothing option.

This design option would be systemised and aligned 

with the new network route structure. This will have 

the potential to improve capacity and resilience and 

associated impacts over the Do Nothing option.

This design option would be systemised and aligned 

with the new network route structure. This will have 

the potential to improve capacity and resilience and 

associated impacts over the Do Nothing option.

This design option would introduce an alternate 

departure direction over current procedures which 

will be systemised and aligned with the new network 

route structure. This will have the potential to 

improve capacity and resilience and associated 

impacts over the Do Nothing option.

This design option would introduce an alternate 

departure direction over current procedures which 
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As this option reduces the current reliance on all 
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within the sector that can now be utilised by 

controllers and aircraft as required. This could 

provide a positive economic benefit as airspace use 

becomes less cluttered and could allow more efficient 

use of the airspace. These new routes could also 

provide economic benefit to Biggin Hill and the wider 

UK PLC as more business jets would be able to utilise 

the route due to the reduction in flight times, making 

it a much more appealing aerodrome.

As this option reduces the current reliance on all 

tracks routing in via the East it frees up capacity 

within the sector that can now be utilised by 

controllers and aircraft as required. This could 

provide a positive economic benefit as airspace use 

becomes less cluttered and could allow more efficient 

use of the airspace. These new routes could also 

provide economic benefit to Biggin Hill and the wider 

UK PLC as more business jets would be able to utilise 

the route due to the reduction in flight times, making 

it a much more appealing aerodrome.

As this option reduces the current reliance on all 

tracks routing in via the East it frees up capacity 

within the sector that can now be utilised by 

controllers and aircraft as required. This could 

provide a positive economic benefit as airspace use 

becomes less cluttered and could allow more efficient 

use of the airspace. These new routes could also 

provide economic benefit to Biggin Hill and the wider 

UK PLC as more business jets would be able to utilise 

the route due to the reduction in flight times, making 

it a much more appealing aerodrome.

The turnback toward Biggin Hill adds track miles 

before it intercepts with direct route options and 

may keep fuel burn largely as it is today with no 

increased benefits. Fuel burn could be reduced as 

continuous climbs possible to 7,000 ft.

The turnback toward Biggin Hill adds track miles 

before it intercepts with direct route options and 

may keep fuel burn largely as it is today with no 

increased benefits. Fuel burn could be reduced as 

continuous climbs possible to 7,000 ft. 

Similar to current operations so likely to keep fuel 

burn largely as it is today with no increased benefits. 

Fuel burn could be reduced as continuous climbs 

possible to 7,000 ft.

Represents an increased track distance over current 

operations that could have a significant impact on 

fuel burn. However, overall fuel burn could be 

reduced as continuous climbs possible to 7,000 ft. 

A more direct route than current operations which 

should reduce the overall track distance and could 

have a significant reduction in fuel burn for airlines. 

Fuel burn could be reduced as continuous climbs 

possible to 7,000 ft.

A more direct route than current operations which 

should reduce the overall track distance and could 

have a significant reduction in fuel burn for airlines. 

Fuel burn could be reduced as continuous climbs 

possible to 7,000 ft.  

A more direct route than current operations which 

should reduce the overall track distance and could 

have a significant reduction in fuel burn for airlines. 

Fuel burn could be reduced as continuous climbs 

possible to 7,000 ft.

A more direct route than current operations which 

should reduce the overall track distance and could 

have a significant reduction in fuel burn for airlines. 

Fuel burn could be reduced as continuous climbs 

possible to 7,000 ft.  

A more direct route than current operations which 

should reduce the overall track distance and could 

have a significant reduction in fuel burn for airlines. 

Fuel burn could be reduced as continuous climbs 

possible to 7,000 ft.

This procedure is similar to the current do nothing 
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on fuel burn. This will only however to flights arriving 
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new procedures relate to IFP design, validation 

(ground and airborne), safety assessment, airspace 

change and consultation, certification and 

publication are anticipated.  Once implemented, the 

costs of ownership of these procedures is very low, 

requiring maintenance of the procedure on a five 

yearly basis.  More detail would be expected to 

become apparent during Stage 3 of the ACP process.
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CAS to contain the new procedures would require a 

safety case to overcome the issues identified which 

would then produce a more robust safety argument 

that is in operation today. 

Procedure conflicts with Runway 21 IAP, including 

MAP. There is currently no IAP for Runway 03; aircraft 

approach using the Runway 21 IAP and then circle to 

land on Runway 03. Hazard exists currently and is 

managed by ATC scheduling of arriving and departing 

aircraft.

Possible conflict with Gatwick, Heathrow and London 

City procedures; resolution to interactions would be 

determined through continued FASI-S coordination 

and development.

Increased cockpit workload leading to FMS confusion 

or errors due to circling nature of the procedure.
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implementation. 
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