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Group
Communities

Impact
Noise impact on health and
quality of life

Level of Analysis
Initial Options Appraisal:
Qualitative

FULL ANALYSIS TABLE

OPTION 1

OPTION 4

conventional POL 45/1Z departure.

potential benefits in terms of noise.

Option 1 is an RNAVT replication of the current departure to POL and uses fly-by waypoints fo create a replication of the existing

As a replicated route it follows a similar track over the ground as the current published departure. The routes combine shortly after
departure and fly straight ahead overflying Stockport where they commence a left turn to the north. This takes the routes west of Ashton-
under-Lyne and close to Oldham and they terminate at 7,000ft to the east of Rochdale.

The design speed will permit a large number of aircraft to fly this route in a clean configuration (without the use of flaps) which has

There would be no speed restrictions applied to the procedure; therefore, the maximum speed of 250 KIAS below FL100 would opply.
Due fo the frack-fo-fix coding and simplicity of the route, dispersion is likely to be low even with maximum speeds.

This is an RNAVT option that has a turn mid-way between options 1

and 3. It has been created in line with the Design Principle Noise N1

by following the course of the M60 motorway which already generotes o level of ambient noise.
This option has a direct routing to the north following the inifial turn, which due to the track-to-fix coding and a fly-by waypoint, would

result in repeatable ground tracks and a low level of dispersal.

The design speed will permit a large number of aircraft fo fly this route in a clean configuration (without the use of flaps) which has

potential benefits in terms of noise.
The route has been designed using fly-by waypoints.

*05L: After departure this route combines with the option for 05R and flies straight ahead and commences a left turn just to the east of
Stockport. It continues north, broadly following the route of the M60 motorway which takes it over Audenshaw reservoir and west of
Ashton-under-Lyne. It passes overhead Oldham and terminates at 7,000ft just o the east of Rochdale.

*05R: After departure this route combines with the option for 05L and flies straight ahead overflying Heald Green and commences a left
turn just to the east of Stockport. It continues north, broadly following the route of the M60 motorway which takes it over Audenshaw
reservoir and west of Ashton-under-Lyne. It passes overhead Oldham and terminates at 7,000ft just to the east of Rochdale

There would be no speed restrictions applied fo the procedure; therefore, the maximum speed of 250 KIAS below FL100 would apply.
Due to the track-to-fix coding however, and simplicity of the route, dispersion is likely to be low even with maximum speeds.

Runway O5L

Runway O5R

Runway 05L

Runway O5R

Up to 4,000ft, this option is estimated to overfly approximately
36,750 households with an approximate population of 79,900.
Taking account of zero planned property developments, this option
is estimated to overfly and impact a total population of 79,900.
The potential noise impact on health and quality of life up to
4,000ft is assessed as likely to affect more people than the 'do
nothing' scenario.

Up to 7,000ft, this option is estimated to overfly approximately
87,100 households with an approximate population of 206,600.
Taking account of 2,950 planned property developments, this
option is estimated to overfly and impact total population of
213,600. The potential noise impact on health and quality of life
Up fo 7,000ft is assessed as likely to affect more people than the
'do nothing' scenario.

Communities

(Air Quality

Initial Options Appraisal:
Qualitative

Up to 4,000ft, this option is estimated to overfly approximately
37,050 households with an approximate population of 80,700.
Taking account of zero planned property developments, this option
is estimated to overfly and impact a total population of 80,700.
The potential noise impact on health and quality of life up to
4,000ft is assessed s likely fo affect more people than the 'do
nothing' scenario.

Up to 7,000ft, this option is estimated to overfly approximately
91,100 households with an approximate population of 216,300.
Taking account of 2,950 planned property developments, this
option is estimated to overfly and impact total population of
223,300. The potential noise impact on health and quality of life
up to 7,000t is assessed as likely fo affect fewer people than the
'do nothing' scenario.

Up to 4,000ft, this option is estimated to overfly approximately
24,900 households with an approximate population of 55,200.
Taking account of 250 planned property developments, this option
is estimated to overfly and impact a total population of 55,800.
The potential noise impact on health and quality of life up to
4,000ft is assessed s likely fo affect more people than the 'do
nothing' scenario.

Up to 7,000ft, this option is estimated to overfly approximately
84,550 households with an approximate population of 208,100.
Taking account of 2,100 planned property developments, this
option is estimated to overfly and impact total population of
213,200. The potential noise impact on health and quality of life
up fo 7,000ft s assessed as likely to affect more people than the
'do nothing' scenario.

Up to 4,000ft, this option is estimated to overfly approximately
27,650 households with an approximate population of 61,200.
Taking account of 100 planned property developments, this option is
estimated to overfly and impact a total population of 61,400. The
potential noise impact on health and quality of life up to 4,000ft is
assessed as likely to affect more people than the 'do nothing'
scenario.

Up to 7,000ft, this option is estimated to overfly approximately
88,850 households with an approximate population of 218,000.
Taking account of 2,100 planned property developments, this option
is estimated to overfly and impact total population of 223,200. The
potential noise impact on health and quality of life up to 7,000ft is
assessed as likely to affect fewer people than the 'do nothing'
scenario.

Option 1 L overflies five AQMAs; however, as per CAP1616, para
B74, due to mixing and dispersion, the impact on air quality above
1,000ft is not likely to be significant. There are areas within the
immediate vicinity of the airport that may be overflown below
1,000ft; however, for safety reasons, this is unavoidable. Therefore,
overall, when compared to the 'do nothing' scenario, this option is
deemed to be of dis-benefit as it overflies more AQMAs.

Option 1 R overflies five AQMAs; however, as per CAP1616 para
B74, due to mixing and dispersion, the impact on air quality above
1,000ft is not likely to be significant. There are areas within the
immediate vicinity of the airport that may be overflown below
1,000ft; however, for safety reasons, this is unavoidable. Therefore,
overall, when compared o the 'do nothing' scenario, this option is
deemed to be of dis-benefit as it overflies more AQMAs.

Option 4 L overflies five AQMAs; however, as per CAP1616 para
B74, due to mixing and dispersion, the impact on air quality above
1,000ft is not likely to be significant. There are areas within the
immediate vicinity of the airport that may be overflown below
1,000ft; however, for safety reasons, this is unavoidable. Therefore,
overall, when compared o the 'do nothing' scenario, this option is
deemed to be of dis-benefit as it overflies more AQMAs.

Option 4 R overflies five AQMAs; however, as per CAP1616 para
B74, due to mixing and dispersion, the impact on air quality above
1,000ft is not likely to be significant. There are areas within the
immediate vicinity of the airport that may be overflown below
1,000ft; however, for safety reasons, this is unavoidable. Therefore,
overall, when compared to the 'do nothing' scenario, this option is
deemed to be of dis-benefit as it overflies more AQMAs.

Option 1 L has been designed to support continuous climb
operations. An element of radar vectoring may still be required to
manage aircraft separation distances.

The track mileage of Option 1 Lis 40.10km (21.65nm). When
compared to the 'do nothing' scenario, Option 1 L is shorter and is
therefore expected to emit less greenhouse gases. This option is
deemed to be of benefit.

More in-depth analysis will take place at Stage 3, to confirm the
exact volumes of greenhouse gases released.

Option 1 R has been designed to support continuous climb
operations. An element of radar vectoring may still be required to
manage aircraft separation distances.

The track mileage of Option 1 R is 41.81km (22.57nm). When
compared to the 'do nothing' scenario, Option 1 R is shorter and is
therefore expected to emit less greenhouse gases. This option is
deemed to be of benefit.

More in-depth analysis will take place at Stage 3, to confirm the
exact volumes of greenhouse gases released.

Option 4 L has been designed to support continuous climb
operations. An element of radar vectoring may still be required to
manage aircraft separation distances.

The track mileage of Option 4L is 39.31km (21.22nm). When
compared to the 'do nothing' scenario, Option 4 L is shorter and is
therefore expected to emit less greenhouse gases this option is
deemed to be of dis-benefit.

More in-depth analysis will take place at Stage 3, to confirm the
exact volumes of greenhouse gases released.

Option 4 R has been designed to support continuous climb
operations. An element of radar vectoring may still be required to
manage aircraft separation distances.

The track mileage of Option 4 Ris 41.0Tkm (22.14nm). When
compared to the 'do nothing' scenario, Option 4 R is shorter and is
therefore expected fo emit less greenhouse gases this option is
deemed to be of dis-benefit.

More in-depth analysis will take place at Stage 3, to confirm the
exact volumes of greenhouse gases released.

The introduction of PBN routes is expected to deliver benefits by
increasing airspace capacity which subsequently leads to more
predictable flight paths and fewer delays (both in air or on the
ground). The reduction of the reliance on outdated ground based
navigational aids will significantly increase operational resilience
through the infroduction of PBN.

The introduction of PBN routes is expected to deliver benefits by
increasing airspace capacity which subsequently leads to more
predictable flight paths and fewer delays (both in air or on the
ground). The reduction of the reliance on outdated ground based
navigational aids will significantly increase operational resilience
through the infroduction of PBN.

The introduction of PBN routes is expected to deliver benefits by
increasing airspace capacity which subsequently leads to more
predictable flight paths and fewer delays (both in air or on the
ground). The reduction of the reliance on outdated ground based
navigational aids will significantly increase operational resilience
through the infroduction of PBN.

The introduction of PBN routes is expected to deliver benefits by
increasing airspace capacity which subsequently leads to more
predictable flight paths and fewer delays (both in air or on the
ground). The reduction of the reliance on outdated ground based
navigational aids will significantly increase operational resilience
through the introduction of PBN.

This option overflies no statutorily identified tranquillity receptors
(AONBSs or National Parks), nor any identified through community
engagement and is therefore comparable to the 'do nothing'
scenario and assessed as equal/neutral.

This option overflies no statutorily identified tranquillity receptors
(AONBSs or National Parks), nor any identified through community
engagement and is therefore comparable to the 'do nothing'
scenario and assessed as equal/neutral.

This option overflies no statutorily identified tranquillity receptors
(AONBSs or National Parks), nor any identified through community
engagement and is therefore comparable to the 'do nothing'
scenario and assessed as equal/neutral.

This option overflies no statutorily identified tranquillity receptors
(AONBs or National Parks), nor any identified through community
engagement and is therefore comparable fo the 'do nothing' scenario
and assessed as equal/neutral.

The change sponsor has mapped fhe designated Sites of Special
Scientific Interest (SSSls), Special Protection Areas (SPAs), Special
Areas of Conservation (SACs) and RAMSAR sites, as identified on
the DEFRA MAGIC Map. CAP1616, Appendix B, para B74, states
that because of dispersion and mixing, there is unlikely to be an
impact on local air quality from aircraft above 1,000ft.
Furthermore, CAP1616, Appendix B, para B8O, states that in
general, airspace change proposal will not have an impact on
biodiversity as they do not involve ground-based infrastructure.
However, the change sponsor acknowledges that any potential
impact to the designated sites around MAN will be assessed in
Stage 3 of the ACP process by Subject Matter Experts.

Wider Society Greenhouse Gas impact Initial Options Appraisal:
Qualitative

Wider Society Capacity and resilience Initial Options Appraisal:
Qualitative

Wider Society Tranquillity Initial Options Appraisal:
Qualitative

Wider Society Biodiversity Initial Options Appraisal:
Qualitative

General Aviation Access Initial Options Appraisal:

Qualitative

The change sponsor has mapped the designated Sites of Special
Scientific Interest (SSSls), Special Protection Areas (SPAs), Special
Areas of Conservation (SACs) and RAMSAR sites, as identified on
the DEFRA MAGIC Map. CAP1616, Appendix B, para B74, states
that because of dispersion and mixing, there is unlikely to be an
impact on local air quality from aircraft above 1,000ft.
Furthermore, CAP1616, Appendix B, para B8O, states that in
general, airspace change proposal will not have an impact on
biodiversity as they do not involve ground-based infrastructure.
However, the change sponsor acknowledges that any potential
impact to the designated sites around MAN will be assessed in
Stage 3 of the ACP process by Subject Matter Experts.

The change sponsor has mapped the designated Sites of Special
Scientific Interest (SSSIs), Special Protection Areas (SPAs), Special
Areas of Conservation (SACs) and RAMSAR sites, as identified on
the DEFRA MAGIC Map. CAP1616, Appendix B, para B74, states
that because of dispersion and mixing, there is unlikely to be an
impact on local air quality from aircraft above 1,000ft.
Furthermore, CAP1616, Appendix B, para B8O, states that in
general, airspace change proposal will not have an impact on
biodiversity as they do not involve ground-based infrastructure.
However, the change sponsor acknowledges that any potential
impact to the designated sites around MAN will be assessed in
Stage 3 of the ACP process by Subject Matter Experts.

The change sponsor has mapped fhe designated Sifes of Special
Scientific Interest (SSSIs), Special Protection Areas (SPAs), Special
Areas of Conservation (SACs) and RAMSAR sites, as identified on the
DEFRA MAGIC Map. CAP1616, Appendix B, para B74, states that
because of dispersion and mixing, there is unlikely to be an impact
on local air quality from aircraft above 1,000ft. Furthermore,
CAP1616, Appendix B, para B8O, states that in general, airspace
change proposal will not have an impact on biodiversity as they do
not involve ground-based infrastructure. However, the change
sponsor acknowledges that any potential impact to the designated
sites around MAN will be assessed in Stage 3 of the ACP process by
Subject Matter Experts.

No adverse impact to General Aviation access is anticipated as a
consequence of this ACP. All Visual Reference Points and existing
Letters of Agreement pertaining to General Aviation access will be
reviewed and updated (where applicable) prior to implementation to
ensure their continued validity. Airspace classification requirements
will be reviewed as part of Stage 3 activities.

No adverse impact to General Aviation access is anticipated as a
consequence of this ACP. All Visual Reference Points and existing
Letters of Agreement pertaining to General Aviation access will be
reviewed and updated (where applicable) prior fo implementation to
ensure their continued validity. Airspace classification requirements
will be reviewed as part of Stage 3 activities.

No adverse impact to General Aviation access is anticipated as a
consequence of this ACP. All Visual Reference Points and existing
Letters of Agreement pertaining to General Aviation access will be
reviewed and updated (where applicable) prior fo implementation
to ensure their continued validity. Airspace classification
requirements will be reviewed as part of Stage 3 activities.

No adverse impact to General Aviation access is anticipated as a
cc e of this ACP. All Visual Reference Points and existing

Letters of Agreement perfaining fo General Aviation access will be
reviewed and updated (where applicable) prior to implementation to
ensure their continued validity. Airspace classification requirements
will be reviewed as part of Stage 3 activities.




General Aviation /
commercial airlines

Economic impact from
increased effective capacity

Initial Options Appraisal:
Qualitative

OPTION 1

OPTION 4

The introduction of PBN is expected to deliver benefits by increasing
airspace capacity which in turn will lead to more predictable flight
paths and fewer delays (both in the air or on the ground). This is
expected to facilitate economic benefit by potentially increasing the
frequency of air transport movements, increasing passenger
numbers and increasing cargo tonnage carried.

General Aviation /
commercial airlines

Fuel burn

Initial Opfions Appraisal:
Qualitative

The introduction of PBN is expected to deliver benefits by increasing
airspace capacity which in turn will lead to more predictable flight
paths and fewer delays (both in the air or on the ground). This is
expected to facilitate economic benefit by potentially increasing the
frequency of air transport movements, increasing passenger
numbers and increasing cargo tonnage carried.

The introduction of PBN is expected to deliver benefits by increasing
airspace capacity which in turn will lead to more predictable flight
paths and fewer delays (both in the air or on the ground). This is
expected to facilitate economic benefit by potentially increasing the
frequency of air transport movements, increasing passenger
numbers and increasing cargo tonnage carried.

The introduction of PBN is expected to deliver benefits by increasing
airspace capacity which in turn will lead to more predictable flight
paths and fewer delays (both in the air or on the ground). This is
expected to facilitate economic benefit by potentially increasing the
frequency of air fransport movements, increasing passenger numbers
and increasing cargo tonnage carried.

Option 1 L supports continuous climb operations, reducing the
overall amount of fuel burnt. There is no requirement within Stage 2
of the CAP1616 process to quantify fuel burn, this will be
conducted in Stage 3. Therefore, to enable a comparison, the logic
applied is that the shorter the track length, the less fuel is burnt.
With regards to this option, it is 40.10km (21.65nm) long. When
compared to the 'do nothing' scenario, Option 1 L is shorter and at
this stage it is assumed that less fuel will be burnt.

This option is therefore deemed to be of benefit in ferms of fuel
burn.

More in-depth analysis will be carried out in Stage 3 fo confirm.

Commercial airlines

Training costs

Initial Options Appraisal:
Qualitative

Option 1 L supports continuous climb operations, reducing the
overall amount of fuel burnt. There is no requirement within Stage 2
of the CAP1616 process to quantify fuel burn, this will be
conducted in Stage 3. Therefore, fo enable a comparison, the logic
applied is that the shorter the track length, the less fuel is burnt.
With regards to this option, it is 41.8Tkm (22.57nm) long. When
compared to the 'do nothing' scenario, Option 1 L is shorter and at
this stage it is assumed that less fuel will be burnt.

This option is therefore deemed to be of benefit in ferms of fuel
burn.

More in-depth analysis will be carried out in Stage 3 fo confirm.

Option 4 L supports continuous climb operations, reducing the
overall amount of fuel burnt. There is no requirement within Stage 2
of the CAP1616 process to quantify fuel burn, this will be
conducted in Stage 3. Therefore, fo enable a comparison, the logic
applied is that the shorter the track length, the less fuel is burnt.
With regards to this option, it is 39.3Tkm (21.22nm) long. When
compared to the 'do nothing' scenario, Option 4 L is shorter and at
this stage it is assumed that less fuel will be burnt.

This option is therefore deemed to be of benefit in ferms of fuel
burn.

More in-depth analysis will be carried out in Stage 3 fo confirm.

Option 4 R supports continuous climb operations, reducing the
overall amount of fuel burnt. There is no requirement within Stage 2
of the CAP1616 process to quantify fuel burn, this will be conducted
in Stage 3. Therefore, to enable a comparison, the logic applied is
that the shorter the track length, the less fuel is burnt. With regards to
this option, it is 41.0Tkm (22.14nm) long. When compared to the
'do nothing' scenario, Option 4 R is shorter and at this stage it is
assumed that less fuel will be burnt.

This option is therefore deemed to be of benefit in terms of fuel burn.

More in-depth analysis will be carried out in Stage 3 to confirm.

It is anticipated that no extra pilot/crew training will be required to
enable pilofs o fly the new PBN procedures as PBN has become a
common navigation standard across the world.

Commercial airlines

Other costs

Initial Options Appraisal:
Qualitative

It is anticipated that no extra pilot/crew training will be required to
enable pilofs o fly the new PBN procedures as PBN has become a
common navigation standard across the world.

It is anticipated that no extra pilot/crew training will be required to
enable pilofs o fly the new PBN procedures as PBN has become a
common navigation standard across the world.

It is anticipated that no extra pilot/crew training will be required to
enable pilots o fly the new PBN procedures as PBN has become a
common navigation standard across the world.

Other costs fo commercial airlines may include updates to Flight
Management Systems (FMS), navigation databases and operating
procedures, increased pilot hire costs versus training efc. It is not
proportionate for MAN to assess the 'other costs' to commercial
airlines of flying PBN procedures.

Airport / Air
navigation service
provider

Infrastructure costs

Initial Opfions Appraisal:
Qualitative

Other costs o commercial airlines may include updates to Flight
Management Systems (FMS), navigation databases and operating
procedures, increased pilot hire costs versus training efc. It is not
proportionate for MAN to assess the 'other costs' to commercial
airlines of flying PBN procedures.

Other costs fo commercial airlines may include updates to Flight
Management Systems (FMS), navigation databases and operating
procedures, increased pilot hire costs versus training efc. It is not
proportionate for MAN to assess the 'other costs' to commercial
airlines of flying PBN procedures.

Other costs to commercial airlines may include updates to Flight
Management Systems (FMS), navigation databases and operating
procedures, increased pilot hire costs versus training etc. It is not
proportionate for MAN to assess the ‘other costs' to commercial
airlines of flying PBN procedures.

There are no expected additional infrastructure costs. All options
relate to the implementation of PBN and no additional infrastructure
is required as the introduction of PBN reduces the reliance on
ground infrastructure, in particular ground-based navigation aids
are no longer needed.

Airport / Air
navigation service
provider

Operational costs

Initial Options Appraisal:
Qualitative

There are no expected additional infrastructure costs. All options
relate to the implementation of PBN and no additional infrastructure
is required as the introduction of PBN reduces the reliance on
ground infrastructure, in particular ground-based navigation aids
are no longer needed.

There are no expected additional infrastructure costs. All options
relate to the implementation of PBN and no additional
infrastructure is required as the introduction of PBN reduces the
reliance on ground infrastructure, in particular ground-based
navigation aids are no longer needed.

There are no expected additional infrastructure costs. All options
relate to the implementation of PBN and no additional infrastructure
is required as the infroduction of PBN reduces the reliance on ground
infrastructure, in particular ground-based navigation aids are no
longer needed.

ATC at MAN is contracted out to a third-party organisation. This
existing commercial contract between MAN and their chosen ANSP
is considered fo be an ongoing cost. Some operational costs are
anticipated with respect fo the implementation of new procedures
and training of controllers; however, these cannot be identified at
this stage of the ACP process.

Airport / Air
navigation service
provider

Deployment costs

Initial Opfions Appraisal:
Qualitative

ATC at MAN is contracted out to a third-party organisation. This
existing commercial contract between MAN and their chosen ANSP
is considered fo be an ongoing cost. Some operational costs are
anticipated with respect fo the implementation of new procedures
and training of controllers; however, these cannot be identified at
this stage of the ACP process.

ATC at MAN is contracted out to a third-party organisation. This
existing commercial contract between MAN and their chosen ANSP
is considered fo be an ongoing cost. Some operational costs are
anticipated with respect fo the implementation of new procedures
and training of controllers; however, these cannot be identified at
this stage of the ACP process.

ATC at MAN is contracted out to a third-party organisation. This
existing commercial contract between MAN and their chosen ANSP is
considered o be an ongoing cost. Some operational costs are
anticipated with respect to the implementation of new procedures and
training of controllers; however, these cannot be identified at this
stage of the ACP process.

ATC at MAN is contracted out to a third-party organisation. This
existing commercial contract between MAN and their chosen ANSP
is considered fo be an ongoing cost. Some deployment costs are
anticipated with respect fo the implementation of new procedures
and training of controllers; however, these cannot be identified at
this stage of the ACP process.

Safety Assessment

Safety Assessment

Initial Options Appraisal:
Qualitative

ATC at MAN is contracted out to a third-party organisation. This
existing commercial contract between MAN and their chosen ANSP
is considered fo be an ongoing cost. Some deployment costs are
anticipated with respect fo the implementation of new procedures
and training of controllers; however, these cannot be identified at
this stage of the ACP process.

ATC at MAN is contracted out to a third-party organisation. This
existing commercial contract between MAN and their chosen ANSP
is considered fo be an ongoing cost. Some deployment costs are
anticipated with respect fo the implementation of new procedures
and training of controllers; however, these cannot be identified at
this stage of the ACP process.

ATC at MAN is contracted out to a third-party organisation. This
existing commercial contract between MAN and their chosen ANSP is
considered to be an ongoing cost. Some deployment costs are
anticipated with respect to the implementation of new procedures and
training of controllers; however, these cannot be identified at this
stage of the ACP process.

Possible hazards have been identified, some of which are extant.
Firstly, aircraft executing a MAP may conflict with aircraft on the
SID. This is an extant hazard. In addition, it was identified that the
options within this envelope may conflict with Leeds Bradford IFPs
and potentially with aircraft operating on the L975 Lower ATS route,
both of which can be mitigated through the design process.
Furthermore, there is the potential for faster aircraft to catch up with
slower aircraft due to dispersion in the turn, which may lead to a
loss of separation. Again, this can be mitigated through the design
process or procedurally if required. Further assessment will be
conducted af Stage 3 and 4 of the CAP1616 process to confirm
the exact nature of all hazards and mitigations.

Summary of Analysis

Possible hazards have been identified, some of which are extant.
Firstly, aircraft executing a MAP may conflict with aircraft on the
SID. This is an extant hazard. In addition, it was identified that the
options within this envelope may conflict with Leeds Bradford IFPs
and potentially with aircraft operating on the L975 Lower ATS route,
both of which can be mitigated through the design process.
Furthermore, there is the potential for faster aircraft to catch up with
slower aircraft due to dispersion in the turn, which may lead to a
loss of separation. Again, this can be mitigated through the design
process or procedurally if required. Further assessment will be
conducted af Stage 3 and 4 of the CAP1616 process to confirm
the exact nature of all hazards and mitigations.

Possible hazards have been identified, some of which are extant.
Firstly, aircraft executing a MAP may conflict with aircraft on the
SID. This is an extant hazard. In addition, it was identified that the
options within this envelope may conflict with Leeds Bradford IFPs
and potentially with aircraft operating on the L975 Lower ATS
route, both of which can be mitigated through the design process.
Furthermore, there is the potential for faster aircraft to catch up with
slower aircraft due to dispersion in the turn, which may lead to a
loss of separation. Again, this can be mitigated through the design
process or procedurally if required. Further assessment will be
conducted at Stage 3 and 4 of the CAP1616 process to confirm
the exact nature of all hazards and mitigations.

Possible hazards have been identified, some of which are extant.
Firstly, aircraft executing a MAP may conflict with aircraft on the SID.
This is an extant hazard. In addition, it was identified that the options
within this envelope may conflict with Leeds Bradford IFPs and
potentially with aircraft operating on the L975 Lower ATS route, both
of which can be mitigated through the design process. Furthermore,
there is the potential for faster aircraft to catch up with slower aircraft
due to dispersion in the turn, which may lead fo a loss of separation.
Again, this can be mitigated through the design process or
procedurally if required. Further assessment will be conducted at
Stage 3 and 4 of the CAP1616 process to confirm the exact nature
of all hazards and mitigations.

When compared to the 'do nothing' scenario, this option performs:
Worse in the following areas:

- Noise impact at 4,000ft

- Noise impact at 7,000ft

- Air Quality

Better in the following areas:
- Greenhouse gas emissions
- Fuel burn

Equal/neutral in terms of the remaining criteria because there is no
change when compared fo today's operation.

At this time, it is not possible to fully determine the safety
implications of this specific option. Possible conflicts with some
routes operated by ofher routes/nearby airports have been
identified, but the exact nature of these conflicts is unclear at this
stage. Further analysis and engagement is required in Stage 3 and
4 of the CAP1616 process to determine this. Furthermore, this
option has been assessed as in isolation rather than as a set of
design options as part of a wider system/runway pair. Additional
analysis is required in Stage 3 to determine the cumulative impact
of this option when compared to all the other options.

IOA Shortlist Assessment

OPTION SHORTLIST CLASSIFICATION FOR STAGE 3

When compared to the 'do nothing' scenario, this option performs:
Worse in the following areas:

- Noise impact at 4,000ft

- Air Quality

Better in the following areas:
- Noise impact at 7,000ft

- Greenhouse gas emissions

- Fuel burn

Equal/neutral in terms of the remaining criteria because there is no
change when compared to today's operation.

At this time, it is not possible to fully determine the safety
implications of this specific option. Possible conflicts with some
routes operated by ofher routes/nearby airports have been
identified, but the exact nature of these conflicts is unclear at this
stage. Further analysis and engagement is required in Stage 3 and
4 of the CAP1616 process to determine this. Furthermore, this
option has been assessed as in isolation rather than as a set of
design options as part of a wider system/runway pair. Additional
analysis is required in Stage 3 to determine the cumulative impact
of this option when compared to all the other options.

When compared to the 'do nothing' scenario, this option performs:
Worse in the following areas:

- Noise impact at 4,000ft

- Noise impact at 7,000ft

- Air Quality

Better in the following areas:
- Greenhouse gas emissions
- Fuel burn

Equal/neutral in terms of the remaining criteria because there is no
change when compared fo today's operation.

At this time, it is not possible to fully determine the safety
implications of this specific option. Possible conflicts with some
routes operated by ofher routes/nearby airports have been
identified, but the exact nature of these conflicts is unclear at this
stage. Further analysis and engagement is required in Stage 3 and
4 of the CAP1616 process to determine this. Furthermore, this
option has been assessed as in isolation rather than as a set of
design options as part of a wider system/runway pair. Additional

When compared to the 'do nothing' scenario, this option performs:
Worse in the following areas:

- Noise impact at 4,000ft

- Air Quality

Better in the following areas:
- Noise impact at 7,000ft

- Greenhouse gas emissions

- Fuel burn

Equal/neutral in terms of the remaining criteria because there is no
change when compared 1o today's operation.

At this time, it is not possible to fully determine the safety implications
of this specific option. Possible conflicts with some routes operated by
other routes/nearby airports have been identified, but the exact
nature of these conflicts is unclear at this stage. Further analysis and
engagement is required in Stage 3 and 4 of the CAP1616 process fo
determine this. Furthermore, this option has been assessed as in
isolation rather than as a set of design options as part of a wider

system/runway pair. Additional andlysis is required in Stage 3 to
)

analysis is required in Stage 3 to determine the lative impact
of this option when compared to all the other options.

determine the cumulative impact of this option when compared to all
the other options.
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Departure Envelope: SID Runway 05 West

| Communities

Noise impact on health and
quality of lfe

Level of Analysis
Initial Options Appra
Qualitative

FULL ANALYSIS TABLE

OPTION 1

OPTION 4B

OPTION 6A

OPTION 7

[This option is included fo provide a RNAVI replication of fhe existing

overhead Cheadle at which point the routes combine. They then pass
routes make a left turn just north of Irlam and route west to terminate

it proves flyabilty issues. A higher speed would result in greater frack
the procedure validation process within Stage 4 of CAPT616.

conventional ASMIM 15/1Z SID. It uses o fly-over waypoint with

Course-to-Fix (CF) path terminator coding and an element of dispersion would be apparent in the turn due to this coding
|As a replicated route it follows a similar track over the ground as the current route. After departure this involves a right turn to pass

just fo the west of Didsbury and overfly Stretford and Urmston. The
at 7,000t to the north of Warrington at Earlestown.

|A speed restriction of 185 KIAS is used for the first turn to replicate the existing 298° course to XOBRO, although this can be increased if

dispersal in the first turn. This flyability will be conducted as part of

design speed.

clement of dispersal

I This is an RNP1 that uses RF coding to provide a single initial turn to create a fuel-efficient route to the netwark joining point to the west. It
differs from option 4A in that the furn is of the earliest PANS-OPS compliant position from 05 to create the shortest route possible of this

Because of the turn positions used, the routes are separate for their duration and do not combine until the 7,000ft which creates o small

05L: After departure this route turns left ot the earliest PANS-OPS compliant position (1nm from DER|. This is a single left turn that takes it
overhead Cheadle and West Didsbury before completing the left turn heading in a westerly direction fo the south of Chorlton. It continues
west o route just north of Sale and terminates at 7,000ft north of Warrington where the two routes combine.

05R: After departure this route turns left at a point that is perpendicular with the turn point for the 5L option. This is a single left furn that
ltakes it overhead Cheadle and West Didsbury before complefing the left turn heading in a westerly direction to the south of Chorlton. It
continues west fo route just north of Sale and terminates ot 7,000ft north of Warrington where the two routes combine.

|A speed restriction of 190 KIAS is used for the first turn which allows the smallest radius. Although PANS-OPS compliant it should be assessed
for flyability as part of the procedure validation process within Stage 4 of CAP1616.

use the route in a more aerodynamic configuration.

[This is an RNPT that uses RF coding to provide a single inifial furn based on the position of the current turn to create a fuel-efficient route to
|the network joining point to the west. It is similar to option 5A but is designed with o higher speed of 220kts speed infended to allow oircraft to|

The greater speed results in a wider frack, which may aid vertical separation from MAN arriving traffic from the north. It will also permit
larger number of aircraft to fly this route in a clean configuration (without the use of flaps) which has potential benefits in terms of noise.

05L: After departure this route makes a single left turn just after Cheadle which takes it east of Burnage and overhead Fallowfield. The left turn
is completed heading in a westerly direction overhead Old Trafford where the routes combine and confinue west to route north of Stretford,
Urmston and Irlam. It terminates ot 7,000ft north of Warrington to the east of Earlestown.

05R: After departure this route makes a single left turn just after Cheadle which takes it east of Burnage and overhead Rusholme. The left turn
is complefed heading in a westerly direction overhead Old Trafford where the routes combine and continue west to route north of Stretford,
Urmston and Irlam. It terminates at 7,000ft north of Warrington to the east of Earlestown.

|A speed resriction of 220 KIAS is used for the first turn which allows most aircraft 1o fly in a clean configuration.

This is an RNPT option that uses RF coding fo provide a similar route

OPS compliant position to create a fuel-efficient route fo the network:

just north of Sale and terminates ot 7,000ft north-west of Warrington

terminates ot 7,000ft north-west of Warrington.

the left from the DER for Runway 5L, and a 5° adjustment for Runway OSR. This is to provide noise relief for the Cheadle area, which lies
underneath the approach path for Runways 23L/23R arrivals. After this track adjustment it has a single inifil furn af the earliest PANS-

05L: After passing the DER aircraft make a 15° track adjustment fo the left (north) and then turn left at the earliest PANS-OPS compliant
position (1nm from DER). This is a single left turn that fakes it fo the west side of Cheadle and then overhead West Didsbury before
completing the left turn heading in a westerly direction fo the south of Chorlton where the two routes combine. It confinues west to route

05R: After passing the DER aircraft make a 57 frack adjustment fo the left (north) and then turn left at a point that is abeam the tur point
for 05L. This is o single left furn that fokes it fo the west side of Cheadle and then overhead Didsbury before completing the left turn
heading in a westerly direction to the south of Chorlton where the two routes combine. It continues west to route just north of Sale and

A speed restriction of 190 KIAS s used for the first tur which allows the smallest radius. Although PANS-OPS compliant it should be
assessed for flyabiliy as port of the procedure validation process within Stage 4 of CAP1616.

to that of option 4B, but it uses an initial 15° frack adjustment to

foining point fo the west.

Runway 05L

Runway 058

Runway 05L

Runway 05R

Runway 051

Runway 05R

Runway 051

Runway O5R

Up to 4,000ft, this option is estimated to overfly approximately
24,100 households with an approximate population of 57,300.

| Taking account of zero planned property developments, this option
is estimated to overfly and impoct o total population of 57,300.
The potential noise impact on health and quality of life up to
4,000ft s assessed as likely fo affect fewer people than the ‘do
nothing' scenario.

Up to 7,000ft, this option is estimated to overfly approximately
36,550 households with an approximate population of 86,100.
Taking account of 1,000 planned property developments, this
option is estimated to overfly and impact total population of
88,400. The potential noise impact on health and quality of life up
0. 7,000ft is assessed as likely fo affect fewer people than the do
nothing scenario.

Up to 4,000ft, this option is estimated to overfly approximately
26,400 households with an approximate population of 63,000.
 Toking account of zero planned property developments, this option
is estimated fo overfly and impact a total population of 63,000.
The potential noise impact on health and quality of life up to
4,000ft is assessed os likely to affect the same amount of people as.
the ‘do nothing' scenario.

Up to 4,000ft, this option is estimated to overfly approximately 23,950
households with an approximate population of 55,400. Taking account
of 600 planned property developments, this option is estimated fo overfly|
ond impact @ total population of 56,800. The potential noise impact on
health and quality of life up to 4,000t is assessed as likely to offect
fewer people than the 'do nothing' scenario.
Up to 7,000ft, this option is estimated to overfly approximately 54,250
with an imate population of 125,500. Taking

Up to 7,000, this option is estimated to overfly
39,500 households with an approximate population of 93,300.
Taking account of 1,000 planned property developments, this
option is estimated to overfly and impact fotal population of
95,600.

The potential noise impact on health and quality of life up to
7,000ftis assessed s likely to affect fewer people than the ‘do
nothing' scenario.

account of 3,050 planned property developments, this option is
estimated fo overfly and impact total population of 132,500.

I The potential noise impact on health and quality of life up to 7,000ft is
ossessed as likely to offect fewer people than the 'do nothing' scenario.

Up to 4,000ft, this option is estimated to overfly approximately
29,600 households with an approximate population of 67,800.
Taking account of 400 planned property developments, this option
is estimated fo overfly and impact a total population of 68,700.
The potential noise impact on health and quality of life up to
4,000ft is assessed as likely to affect more people than the ‘do
nothing' scenario.

Up to 7,000, this option is estimated to overfly

Up to 4,000, this opfion is esfimated fo overfly approximately 45,300
households with an approximate population of 121,100. Taking
account of 1,400 planned property developments, this option is
estimated to overfly and impoct o total population of 124,900. The
potential noise impact on health and quality of life up to 4,000ft is
ossessed as likely to offect more people than the 'do nothing' scenario.
Up to 7,000ft, this option is estimated to overfly approximately 64,700
with an imate population of 168,800. Taking

60,850 households with an approximate population of 140,200.
Toking account of 3,150 planned properly developments, this
option is estimated to overfly and impact total population of
147,400. The potential noise impact on health and quality of ife
Up 10 7,000ft is assessed as likely to affect fewer people than the 'do)
nothing' scenario.

account of 1,700 planned property developments, this option is
estimated to overfly and impact total population of 173,300.

I The potential noise impact on health and quality of life up to 7,000ft is
ossessed as likely to offect fewer people than the 'do nothing' scenario.

Up to 4,000ft, this option is estimated to overfly approximately
148,450 households with an approximate population of 130,100.

| Taking account of 1,400 planned property developments, this option
is estimated to overfly and impoct o total population of 133,800. The
potential noise impact on health and quality of life up to 4,000ft is
ossessed as likely to offect more people than the 'do nothing' scenario.
Up to 7,000ft, this option is estimated to overfly approximately
71,650 households with an approximate population of 187,000.

| Taking account of 1,750 planned property developments, this option
is estimated to overfly and impact fotal population of 191,600.

The potential noise impact on health and quality of life up to 7,000ft
is ossessed as likely to offect fewer people than the 'do nothing’
scenario.

Up to 4,000ft, this option is estimated to overfly approximately
122,800 households with an approximate population of 52,900.
Toking account of 1,800 planned property developments, this
option is estimated fo overfly and impact a fofal population of
57,100. The potential noise impact on health and quality of life up
to 4,000ft is assessed as likely to affect fewer people than the ‘do
nothing' scenario.

Up to 7,000, this option is estimated to overfly approximately
52,200 households with an approximate population of 121,800.
[ Toking account of 4,200 planned property developments, this
option is estimated to overfly and impact fotal population of
131,600.

The potential noise impact on health and quality of life up to
7,000ft is assessed s likely to affect fewer people than the ‘do
nothing' scenario.

Up to 4,000ft, this option is estimated to overfly approximately
26,600 households with an approximate population of 60,600.
Taking account of 1,150 planned property developments, this
option is estimated to overfly and impact a total population of
63,200. The potential noise impact on health and quality of life up
Ito 4,000t is assessed as likely to affect more people than the 'do
nothing' scenario.

Up to 7,000ft, this option is estimated to overfly approximately
59,900 households with an approximate population of 138,500.
Taking account of 4,200 planned property developments, this
option is estimated to overfly and impact total population of
148,200.

I The potential noise impact on health and quality of lfe up to
7,000t is assessed as likely to offect fewer peaple than the 'do
nothing' scenario.

| Communities

[Air Quality

Initial Options Appraisal:
Qualitative

Option 1 L overflies eight AQMA(s); however, as per CAP1616 ,
para B74, due to mixing and dispersion, the impact on air quality
above 1,000t is not likely to be significant. There are areas within
ihe immediote vicinity of the airport that may be overflown below
1,000ft; however, for safety reasons, this is unavoidable. Therefore,
overall, when compared fo the 'do nothing' scenario, this opfion is
| deemed to be of dis-benefit as it overflies more AQMAs.

Option 1 R overflies eight AQMA(s); however, as per CAP1616 ,
pora B74, due to mixing and dispersion, the impact on air quality
above 1,000ft is not likely to be significant. There are areas within
the immediate vicinity of the airport that may be overflown below
1,000ft; however, for safety reasons, this is unavoidable. Therefore,
overall, when compared 1o the ‘do nothing' scenario, this option is
| deemed to be of dis-benefit as it overflies more AQMAs.

Option 4 B overflies six AQWA(s); however, as per CAP1616 , para
874, due o mixing and dispersion, the impact on air quality above
1,000ft is not likely to be significant. There are areas within the
immediate vicinity of the airport that may be overflown below 1,000f;
however, for safety reasons, this is unavoidable. Therefore, overall, when
compoared fo the 'do nothing' scenario, this option is deemed fo be of dis-|
benefit as it overflies more AQMAs.

Option 4B R overflies six AQMA(s); however, as per CAP1616 ,
para B74, due to mixing and dispersion, the impact on air quality
above 1,000ft is not likely to be significant. There are areas within
the immediate vicinity of the airport that may be overflown below
1,000ft; however, for safety reasons, this is unavoidable. Therefore,
overall, when compared 1o the ‘do nothing' scenario, this opfion is
| deemed to be of dis-benefit as it overflies more AQMAs.

Option 6A L overflies five AQMA(s); however, as per CAP1616, para
874, due o mixing and dispersion, the impact on air quality above
1,000ft is not likely to be significant. There are areas within the
immediate vicinity of the airport that may be overflown below 1,000ft;
however, for safety reasons, this is unavoidable. Therefore, overall,
\when compared to the 'do nothing’ scenario, this option is deemed o
be equally beneficial as it overflies the same number of AQMAs.

Option 6A R overflies five AQMA(s); however, as per CAP1616, para
874, due o mixing and dispersion, the impact on air quality above
1,000ft is not likely to be significant. There are areas within the
immediate vicinity of the airport that may be overflown below 1,000f;
however, for safety reasons, this is unavoidable. Therefore, overall,
\when compared to the 'do nothing' scenario, this option is deemed o
be equally beneficial as it overflies the same number of AQMAs.

Option 7 L overflies six AQMA(s); however, as per CAP1616, para
74, due to mixing and dispersion, the impact on air quality above
1,000t is not likely to be significant. There are areas within the
immediate vicinity of the airport that may be overflown below
1,000ft; however, for safety reasons, this is unavoidable. Therefore,
overall, when compared 1o the ‘do nothing' scenario, this option is
| deemed to be of dis-benefit as it overflies more AQMAs.

Option 7 R overflies six AQMA(s); however, as per CAP1616, para
874, due o mixing and dispersion, the impact on air quality above
1,000ft is not likely to be significant. There are areas within the
immediate vicinity of the airport that may be overflown below
1,000ft; however, for safety reasons, this is unavoidable. Therefore,
overall, when compared fo the 'do nothing' scenario, this opfion is

| deemed to be of dis-benefit as it overflies more AQMAs.

Opion 1 L hos been designed 1o support confinuous climb
operations. An element of radar vectoring may still be required o
manage aircraft separation distances.

The track mileage of Option 1 Lis 39.23km (21.18nm). When
compared o the o nothing' scenario, Option 7 L is shorter and is
therefore expected fo emit less greenhouse gases this option is
deemed to be of benefit. More in-depth analysis will take place at
Stage 3, to confirm the exact volumes of greenhouse gases
released

(Option 1 R has been designed fo support confinuous cimb
operations. An element of radar vectoring may sfill be required to
manage aircraft separation distances

The track mileage of Option 1 Ris 41.37km (22.34nm). When
compared o the 'do nothing scenario, Option 1 R is shorfer and is
therefore expected fo emit less greenhouse gases this opfion is
[deemed fo be of benefit. More in-depth analysis will take place ot
Stage 3, to confirm the exact volumes of greenhouse gases
released

Option 4 B L has been designed fo support confinuous climb operations.
|An element of radar vectoring may still be required o manage aircraft
separation distances.

The track mileage of Option 4B L is 38.38km (20.72nm). When
compared to the 'do nothing' scenario, Option 4 B L is shorter and is
therefore expected fo emit less greenhouse gases this option is deemed
to be of benefit. More in-depth analysis will take place at Stage 3, to
confirm the exact volumes of greenhouse gases released.

[Opfion 4B R has been designed fo support confinuous dimb
operations. An element of radar vectoring may still be required to
manage aircraft separation distances

The track mileage of Option 4B R is 40.34km (21.78nm). When
|compared to the 'do nothing' scenario, Option 4B R is shorter and
is therefore expected to emit less greenhouse gases this option is
[deemed to be of benefit. More in-depth analysis will take place ot
Stage 3, to confirm the exact volumes of greenhouse gases
released

Opfion 6A L has been designed fo support confinuous climb
operations. An element of radar vectoring may still be required fo
manage aircraft separation distances.

The track mileage of Option 6A L is 42.63km (23.02nm). When
compared to the do nothing' scenario, Option 6A L is longer and is
therefore expected fo emit more greenhouse gases this option is
deemed o be of dis-bensfit. More in-depth analysis vil fake place af
Stage 3, fo confirm the exact volumes of greenhouse gases released.

Opfion 6A R has been designed o support confinuous climb
operations. An element of radar vectoring may still be required fo
manage aircraft separation distances.

The track mileage of Option 6A R is 44.87km (24.23nm). When
compared to the do nothing' scenario, Option 6A R is longer and is
therefore expected fo emit more greenhouse gases this option is
deemed o be of dis-bensfit. More in-depth analysis vil fake place ot
Stage 3, fo confirm the exact volumes of greenhouse gases released.

Opfion 7 L has been designed fo support confinuous dlimb
operations. An element of radar vectoring moy still be required to
manage aircraft separation distances

The track mileage of Option 7 L is 36.37km (19.64nm). When
|compared to the do nothing' scenario, Option 7 L is shorter and is
therefore expected to emit less greenhouse gases this option is
[deemed to be of benefit. More in-depth analysis will take place at
Stage 3, to confirm the exact volumes of greenhouse gases
released

Opfion 7 R has been designed fo support confinuous climb
operations. An element of radar vectoring may still be required to
manage aircraft separation distances.

The track mileage of Option 7 R is 39.57km (21.36nm). When
compared fo the do nothing' scenario, Option 7 R is shorter and is
therefore expected fo emit less greenhouse gases this option is
deemed to be of benefit. More in-depth analysis will take place at
Stage 3, to confirm the exact volumes of greenhouse gases
released.

The introduction of PBN routes is expected to deliver benefits by
increasing airspace capacity which subsequently leads fo more
predictable flight paths and fewer delays (both in air or on the

The infroduction of PBN routes is expected to deliver benefits by
increasing airspace capacity which subsequently leads fo more
flight paths and fewer delays (both in air or on the

ground). The reduction of the reliance on outdated ground based
navigational aid will significantly increase operational resilience.
through the introduction of PBN.

[ground). The reduction of the reliance on outdated ground based
navigational aid will significantly increase operational resilience
through the introduction of PBN.

The introduction of PBN routes is expected to deliver benefits by
increasing airspace capacity which subsequently leads fo more

dictable flight paths and fewer delays (both in air or on the ground).
The reduction of the reliance on outdated ground based navigational
oid will significantly increase operational resilience through the
introduction of PEN.

The infroduction of PBN routes is expected to deliver benefits by
increasing airspace capacity which subsequently leads fo more

fight paths and fewer delays (both in air or on the
[ground). The reduction of the reliance on outdated ground based
navigational aid will significantly increase operational resilience
through the introduction of PBN.

The introduction of PBN routes is expected to deliver benefits by
increasing airspace capacity which subsequently leads fo more

dictable flight paths and fewer delays (both in air or on the
ground). The reduction of the reliance on outdated ground based
navigational aids wil significantly increase operational resilience
through the introduction of PBN.

The introduction of PBN routes is expected to deliver benefits by
increasing airspace capacity which subsequently leads fo more

dictable flight poths and fewer delays (both in air or on the
ground). The reduction of the reliance on outdated ground based
navigational aid wil significantly increase operational resilience
through the introduction of PBN.

The infroduction of PBN routes is expected to deliver benefits by
increasing airspace capacity which subsequently leads fo more

fight paths and fewer delays (both in air or on the
[ground). The reduction of the reliance on outdated ground based
navigational aid will significantly increase operational resilience
through the introduction of PBN.

The introduction of PBN routes is expected to deliver benefits by
increasing airspace capacity which subsequently leads fo more

dictable flight poths and fewer delays (both in air or on the
ground). The reduction of the reliance on outdated ground based
navigational aid wil significantly increase operational resilience
through the introduction of PBN.

Option 1 L overflies no AONBs and no National Parks.

| When compared to the 'do nothing' scenario, Option 1 Lis
considered to be equally beneficial as it overflies no Tranquillity
receplors.

Option 1 R overflies no AONBs and National Parks.

When compared to the ‘do nothing' scenario, Option 1 R is
[considered fo be equally beneficial as it overflies no Tranquillity
receplors

Opfion 1 R overflies no AONBs and National Parks.
[When compared o the 'do nothing' scenario, Option 1 R is considered
o be equally beneficial as it overflies no Tranquillity receptors.

|Option 4B R overflies no AONBs and National Parks.

When compared to the ‘do nothing' scenario, Option 1 R is
[considered to be equally beneficial as it overflies no Tranquillity
receplors

Opfion 6A L overflies no AONBs and no National Parks.

|When compared to the 'do nothing' scenario, Option 1 Lis
considered to be equally beneficial as it overflies no Tranquillity
receplors.

Option 6A R overflies no AONBs and no National Parks.
|When compared to the 'do nothing' scenario, Option 1 R is
considered to be equally beneficial as it overflies no Tranquillity
receplors.

Option 7 L overflies no AONBs and no National Parks,

When compared to the 'do nothing' scenario, Option 1 Lis
[considered to be equally beneficial as it overflies no Tranquillity
receplors

Option 7 R overflies no AONBs and no National Parks.

|When compared to the 'do nothing' scenario, Option 1 R is
considered to be equally beneficial as it overflies no Tranquillity
receplors.

The change sponsor has mapped the designated Sites of Special
Scientific Inferest (SSSls), Special Profection Areas (SPAs), Special
|Areas of Conservation (SACs) and RAMSAR sites, as identified on
the DEFRA MAGIC Map. CAP1616, Appendix B, para B74, stotes
that because of dispersion and mixing, there is unlikely fo be an
impact on local air quality from aircraft above 1,000ft.
Furthermore, CAP1616, Appendix B, para B8O, states that in
general, airspace change proposal will not have an impact on
biodiversity as they do not involve ground-based infrastructure.
However, the change sponsor acknowledges that any potential
impact to the designated sites around MAN will be assessed in
Stage 3 of the ACP process by Subject Matter Experts.

The change sponsor has mapped fhe designated Sites of Special
Scientific Interest (SSSIs), Special Protection Areas (SPAs), Special
Areas of Conservation (SACs) and RAMSAR sites, os identified on
the DEFRA MAGIC Map. CAP1616, Appendix B, para B74, states
ihat because of dispersion and mixing, there is unlikely to be an
impact on local air quality from aircraft above 1,000ft.
Furthermore, CAP1616, Appendix B, para B8O, states that in
general, airspace change proposal will not have an impact on
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Scientific Inferest (SSSls), Special Protection Areas (SPAs), Special Areas
of Conservation (SACs) and RAMSAR sites, as identified on the DEFRA
MAGIC Map. CAP1616, Appendix B, para B74, states that because of
dispersion and mixing, there is unlikely fo be an impact on local air
quality from aircraft above 1,000ft. Furthermore, CAP1616, Appendix
B, pora B8O, states that in general, airspace change proposal will not
have an impact on biodiversity as they do not involve ground-based

biodiversity as they do not involve ground-b
However, the change sponsor acknowledges that any potential
impact to the designated sites around MAN will be assessed in
Stage 3 of the ACP process by Subject Matter Experls.

However, the change sponsor acknowledges that any
potential impact to the designated sites around MAN will be assessed in
Stage 3 of the ACP process by Subject Matter Experls.

The chonge sponsor has mapped the designated Sites of Special
Scientifc Inferest (SS5ls), Special Protection Areas (SPAS), Special
Areas of Conservation [SACs] and RAMSAR sites, as identified on
the DEFRA MAGIC Map. CAP1616, Appendix B, para B74, states
that because of dispersion and miing, there is unlikely fo be an
impact on local air quality from aircraft above 1,000
Furthermore, CAP1616, Appendix B, pora B8O, stotes that in
general, airspace change proposal will not have an impaci on
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The change sponsor has mapped the designated Sites of Special
Scientific Interest (SSSls), Special Protection Areas (SPAs), Special Areas
of Conservation (SACs) and RAMSAR sites, as identified on the DEFRA
MAGIC Map. CAP1616, Appendix B, para B74, states that because
of dispersion and mixing, there is unlikely to be an impact on local air
quality from aircraft above 1,000ft. Furthermore, CAP1616, Appendix
B, pora B8O, states that in general, airspace change proposal will not
have an impact on biodiversity as they do not involve ground-based

biodiversity as they do not involve ground-b
However, the change sponsor acknowledges that any potential
impact to the designated sites around MAN will be assessed in
Stage 3 of the ACP process by Subject Matter Expers.

However, the change sponsor acknowledges that any
potential impact to the designated sites around MAN will be assessed
in Stage 3 of the ACP process by Subiect Matter Experts.

The change sponsor has mapped the designated Sites of Special
Scientific Interest (SSSls), Special Protection Areas (SPAs), Special
|Areas of Conservation (SACs) and RAMSAR sites, as identified on the
DEFRA MAGIC Map. CAP1616, Appendix B, para B74, states that
because of dispersion and mixing, there is unlikely to be an impact on
local air quality from aircraft above 1,000ft. Furthermore, CAP1616,
|Appendix B, para B8O, states that in general, airspace change
proposal will not have an impact on biodiversity as they do not involve
ground-based infrostructure. However, the change sponsor
acknowledges that any potential impact fo the designated sites around
IMAN will be assessed in Stage 3 of the ACP process by Subject Matter
Experts.

The chonge sponsor has mapped the designated Sites of Special
Scientific Interest (SSSIs), Special Protection Areas (SPAs), Special
Areas of Conservation (SACs) and RAMSAR sites, os identified on
the DEFRA MAGIC Map. CAP1616, Appendix B, para B74, states
ihat because of dispersion and mixing, there is unlikely to be an
impact on local air quality from aircraft above 1,000
Furthermore, CAP1616, Appendix B, para B8O, states that in
general, airspace change proposal will not have an impact on
biodiversity as they do not involve ground-based infrastructure.
However, the change sponsor acknowledges that any potential
impact to the designated sites around MAN will be assessed in
Stage 3 of the ACP process by Subject Matter Experls.

The change sponsor has mapped the designated Sites of Special
Scientific Interest (SSSs), Special Protection Areas (SPAs), Special
|Areas of Conservation (SACs) and RAMSAR sites, as identified on
the DEFRA MAGIC Map. CAP1616, Appendix B, para B74, stotes
that because of dispersion and mixing, there is unlikely fo be an
impact on local air quality from aircraft above 1,000ft.
Furthermore, CAP1616, Appendix B, para B8O, states that in
general, airspace change proposal will not have an impact on
biodiversity as they do not involve ground-based infrastructure.
However, the change sponsor acknowledges that any potential
impact to the designated sites around MAN will be assessed in
Stage 3 of the ACP process by Subject Matter Experts.

Wider Society Greenhouse Gas impact Initial Options Appraisal:
Qualitative

Wider Society Capocity and resilience Initial Options Appraisal:
Qualitative

[Wider Society Tranquillty Inifial Opfions Appraisal:
Qualitative

[Wider Sociely Biodiversity Inifial Opfions Appraisal:
Qualitative

(General Aviofion | Access Inifial Opfions Appraist

Qualitative

No adverse impact fo General Aviation access is anficipated as @
consequence of this ACP. All Visual Reference Points and exisfing
Letters of Agreement pertaining to General Aviation access will be
reviewed and updated (where applicable) prior to implementation o
ensure their continued validity. Airspace clossification requirements
will be reviewed as part of Stage 3 acivities
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will be reviewed as part of Stage 3 activities.
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| consequence of this ACP. All Visual Reference Points and existing
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No adverse impact to General Aviotion access is anticipated as a
consequence of this ACP. All Visual Reference Points and existing
Letters of Agreement pertaining fo General Aviation access will be
reviewed and updated (where applicable) prior to implementation to
ensure their continued validity. Airspace clossification requirements
vill be reviewed os part of Stage 3 activities

|General Aviation /
commercial airlines

Economic impact from
increased effective capocity

Initial Options Appraisal:
Qualitative

[The introduction of PBN is expected fo deliver benefits by increasing
oirspace copacity which in turn will lead to more predictable flight
paths and fewer delays (both in the air or on the ground). This is
expected to focilitote economic benefit by potentially increasing the
frequency of air transport movements, increasing passenger
numbers and increasing cargo fonnage carried.

The introduction of PBN is expected fo deliver benefits by increasing
airspace capacity which in furn will lead fo more predictable flight
paths and fewer delays (both in the air or on the ground). This is
expected o facilitate economic benefit by potentially increasing the
frequency of air fransport movements, increasing passenger
numbers and increasing cargo tonnage carried.
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facilitate economic benefit by potentially increasing the frequency of air
transport movements, increasing passenger numbers and increasing
cargo tonnage carried.
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I The infroduction of PBN is expected to deliver benefits by increasing
oirspace copacity which in turn will lead to more predictable flight
paths and fewer delays (both in the air or on the ground). This is
expected to focilitote economic benefit by potentially increasing the
[frequency of air transport movements, increasing passenger
numbers and increasing cargo fonnage carried.

(Option 1 L supports continuous climb operations, reducing the
overall amount of fuel burnt. There is no requirement within Stage 2
of the CAP1616 process fo quantify fuel burn, this will be conducted|
in Stage 3. Therefore, o enable a comparison, the logic applied is
that the shorter the track length, the less fuel is burnt. With regards
1o this option, it is 39.23km (21.18nm) long. When compared fo
the 'do nothing' scenario, Option 1 Lis shorter and at this stage it is
assumed thot thot less fuel will be burnt.

(This option is deemed to be of benefit in terms of fuel burn. More in-
depth analysis will be carried out in Stage 3 to confirm.

Option 1 R supports continuous climb operations, reducing the
overall omount of fuel burnt. There is no requirement within Stage 2
of the CAP1616 process to quantify fuel burn, this will be conducted
in Stage 3. Therefore, fo enable a comparison, the logic applied is
that the shorter the track length, the less fuel is burnt. With regards
o this option, it is 41.37km (22.34nm) long. When compared fo
the ‘do nothing' scenario, Option 1 R s shorfer and at this stage it is
assumed that that less fuel will be burnt.
 This opt