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Conclusion

WA_BL See Design 
Principle 1

See Design 
Principle 5

See Design 
Principle  3, 6, 

7, 8 and 9
No

The baseline has not been taken through to the Initial Options Appraisal as it does not meet the 
Government's AMS,  nor does it address the statement of need or enable any environmental, CAS or 
operational benefits; on this basis, the baseline ‘do nothing’ option has been discontinued. The ‘do 
nothing’ scenario will however remain present throughout the ACP for baseline comparative purposes 
only.

WAA See Design 
Principle 1

See Design 
Principle 5

See Design 
Principle  3, 6, 

7, 8 and 9
Yes

WAB See Design 
Principle 1

See Design 
Principle 5

See Design 
Principle  3, 6, 

7, 8 and 9
Yes*

Although option WAB, which is an RMA option, did not perform as well as some of the other PBN 
options within the DPE, it has been taken through to the IOA as we are aware that the technology 
required within the airspace above 7000ft to accommodate only PBN arrivals in high traffic scenarios 
is unlikely to be available at the point of implementation. Therefore we anticipate that any PBN option 
implemented would also require an associated RMA. 
As the shape and size of the RMA cannot be defined by data alone and the final arrival solution will be 
developed and refined to reflect the feedback from NERL around potential interactions on the eastern 
edge, integration with the network above 7000ft, and our shortlisted PBN arrival and departure 
options, an outcome of the DPE is that  WAB and WAG (the other westerly RMA option) will be 
merged together. 

WAC See Design 
Principle 1

See Design 
Principle 5

See Design 
Principle  3, 6, 

7, 8 and 9
Yes 

Route A

Route B

Route C

Route D

Route A

Route B

Route C

Route D

WAF See Design 
Principle 1

See Design 
Principle 5

See Design 
Principle  3, 6, 

7, 8 and 9
Yes

WAG See Design 
Principle 1

See Design 
Principle 5

See Design 
Principle  3, 6, 

7, 8 and 9
Yes*

Although option WAG, which is an RMA option, did not perform as well as some of the other PBN 
options within the DPE, it has been taken through to the IOA as we are aware that the technology 
required within the airspace above 7000ft to accommodate only PBN arrivals in high traffic scenarios 
is unlikely to be available at the point of implementation. Therefore we anticipate that any PBN option 
implemented would also require an associated RMA. As the shape and size of the RMA cannot be 
defined by data alone and the final arrival solution will be developed and refined to reflect the 
feedback from NERL around potential interactions on the eastern edge, integration with the network 
above 7000ft, and our shortlisted PBN arrival and departure options, an outcome of the DPE is that  
WAB and WAG (the other westerly RMA option) will be merged together. 

WAH See Design 
Principle 1

See Design 
Principle 5

See Design 
Principle  3, 6, 

7, 8 and 9
Yes

Route A

Route B

Route C

Route A

Route B

Route C

WAK See Design 
Principle 1

See Design 
Principle 5

See Design 
Principle  3, 6, 

7, 8 and 9
Yes

WAL See Design 
Principle 1

See Design 
Principle 5

See Design 
Principle  3, 6, 

7, 8 and 9
Yes

Route A

Route B

WAN See Design 
Principle 1

See Design 
Principle 5

See Design 
Principle  3, 6, 

7, 8 and 9
No This option is identical to WAA - It was developed following Stakeholder Engagement. WAA has been 

taken through. 

WAO See Design 
Principle 1

See Design 
Principle 5

See Design 
Principle  3, 6, 

7, 8 and 9
Yes

WAP See Design 
Principle 1

See Design 
Principle 5

See Design 
Principle  3, 6, 

7, 8 and 9
Yes

WAQ See Design 
Principle 1

See Design 
Principle 5

See Design 
Principle  3, 6, 

7, 8 and 9
Yes

See Design 
Principle 5

See Design 
Principle 3, 6, 

7, 8 and 9

See Design 
Principle 5

See Design 
Principle  3, 6, 

7, 8 and 9

See Design 
Principle 1

See Design 
Principle 5

See Design 
Principle  3, 6, 

7, 8 and 9

See Design 
Principle 5

See Design 
Principle  3, 6, 

7, 8 and 9

See Design 
Principle 1

Yes

WAM See Design 
Principle 1 Yes

Yes

WAJ See Design 
Principle 1

See Design 
Principle 5

See Design 
Principle 3, 6, 

7, 8 and 9

Yes

Yes

WAE See Design 
Principle 1

WAD

Westerly Arrivals

1 6 7 8

Safety by Design 

Optimise Use of Aircraft 
Capabilities

Long Term predictability and 
Adaptability Deconfliction by Design

AMS

Option

WAI

Gatwick FASI-S ACP Stage 2A DPE Annex B

Conclusion - Westerly Arrivals
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- Taken to IOA? Conclusion

EA_BL See Design 
Principle 1

See Design 
Principle 5

See Design 
Principle  3, 6, 

7, 8 and 9
No

The baseline has not been taken through to the Initial Options Appraisal as it does not meet the 
Government's AMS,  nor does it address the statement of need or enable any environmental, CAS or 
operational benefits; on this basis, the baseline ‘do nothing’ option has been discontinued. The ‘do 
nothing’ scenario will however remain present throughout the ACP for baseline comparative purposes 
only.

EAA See Design 
Principle 1

See Design 
Principle 5

See Design 
Principle  3, 6, 

7, 8 and 9
Yes

EAB See Design 
Principle 1

See Design 
Principle 5

See Design 
Principle  3, 6, 

7, 8 and 9
Yes*

Although option EAB, which is an RMA option, did not perform as well as some of the other PBN 
options within the DPE, it has been taken through to the IOA as we are aware that the technology 
required within the airspace above 7000ft to accommodate only PBN arrivals in high traffic scenarios 
is unlikely to be available at the point of implementation. Therefore we anticipate that any PBN option 
implemented would also require an associated RMA. 
As the shape and size of the RMA cannot be defined by data alone and the final arrival solution will be 
developed and refined to reflect the feedback from NERL, integration with the network above 7000ft, 
and our shortlisted PBN arrival and departure options, an outcome of the DPE is that  EAB and EAH 
(the other easterly RMA option) will be merged together. 

Route A (South)

Route B (North)

Route A

Route B

Route C

Route D

Route A

Route B

Route C

Route A (night option)

Route B (Night option)

EAG See Design 
Principle 1

See Design 
Principle  3, 6, 

7, 8 and 9
Yes

EAH See Design 
Principle 1

See Design 
Principle  3, 6, 

7, 8 and 9
Yes*

Although option EAH, which is an RMA option, did not perform as well as some of the other PBN 
options within the DPE, it has been taken through to the IOA as we are aware that the technology 
required within the airspace above 7000ft to accommodate only PBN arrivals in high traffic scenarios 
is unlikely to be available at the point of implementation. Therefore we anticipate that any PBN option 
implemented would also require an associated RMA. As the shape and size of the RMA cannot be 
defined by data alone and the final arrival solution will be developed and refined to reflect the 
feedback from NERL, integration with the network above 7000ft, and our shortlisted PBN arrival and 
departure options, an outcome of the DPE is that  EAB and EAH (the other easterly RMA option) will 
be merged together. 

EAI See Design 
Principle 1

See Design 
Principle 5

See Design 
Principle  3, 6, 

7, 8 and 9
Yes

Route A

Route B

Route C

Route D

Route A

Route B

Route A

Route B

EAM See Design 
Principle 1

See Design 
Principle 5

See Design 
Principle  3, 6, 

7, 8 and 9
Yes

EAN See Design 
Principle 1

See Design 
Principle 5

See Design 
Principle  3, 6, 

7, 8 and 9
Yes

EAO See Design 
Principle 1

See Design 
Principle 5

See Design 
Principle  3, 6, 

7, 8 and 9
Yes 

EAP See Design 
Principle 1

See Design 
Principle 5

See Design 
Principle  3, 6, 

7, 8 and 9
Yes

See Design 
Principle 5

See Design 
Principle 5

See Design 
Principle  3, 6, 

7, 8 and 9

See Design 
Principle 1

See Design 
Principle 5

See Design 
Principle  3, 6, 

7, 8 and 9

See Design 
Principle 5

See Design 
Principle  3, 6, 

7, 8 and 9

See Design 
Principle 5

See Design 
Principle  3, 6, 

7, 8 and 9

See Design 
Principle 5

See Design 
Principle  3, 6, 

7, 8 and 9

AMS

See Design 
Principle 5

See Design 
Principle  3, 6, 

7, 8 and 9

See Design 
Principle 5

See Design 
Principle  3, 6, 

7, 8 and 9

Yes

EAL See Design 
Principle 1

EAK

Yes

Yes

EAJ See Design 
Principle 1 Yes

EAE See Design 
Principle 1 Yes

Yes

EAD See Design 
Principle 1 Yes

8

Safety by Design 

Optimise Use of Aircraft 
Capabilities

Long Term predictability and 
Adaptability Deconfliction by Design

Option

EAC See Design 
Principle 1

EAF See Design 
Principle 1

Easterly Arrivals

1 6 7

Gatwick FASI-S ACP Stage 2A DPE Annex B

Conclusion - Easterly Arrivals
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Conclusion and progressed into Group Reference

Route 4 (Right turn to E)

Route 1 (Straight ahead 
W)

Route 7 (Straight ahead 
S)

Route 8 (Straight ahead 
SE)

Route 9 (Left turn to SE)

Route A EAST/NORTH
No

Discontinued - route not operationally viable

Route B WEST Yes SAM Group 1
KENET Group 4

Route C SOUTH Yes XAMAB Group 3

Route A EAST/NORTH
No

Discontinued - route not operationally viable

Route B WEST/SOUTH Yes
SAM Group 2
KENET Group 2
XAMAB Group 4

Route C EAST/NORTH Yes DVR Group 2
DAGGA TNT Group 2

Route A EAST/NORTH
No

Discontinued - route not operationally viable

Route B WEST Yes SAM Group 1
KENET Group 3

Route C SOUTH Yes XAMAB Group 1

Route A EAST/NORTH
No

Discontinued - route not operationally viable

Route B WEST Yes SAM Group 2
KENET Group 2

Route C SOUTH No* *WDD Route C is a duplicate with WDC C

Period 1 Route A 
EAST/NORTH No

Period 1 Route B 
WEST/SOUTH No

Period 1 Route C EAST No

Period 2 Route A (WDA) 
EAST/NORTH No

Period 2 Route B (WDA) 
WEST No

Period 2 Route C (WDA) 
SOUTH No

Route A NORTH
No

Discontinued - route not operationally viable

Route B WEST/SOUTH Yes SAM Group 3
XAMAB Group 4 

Route C EAST Yes DVR Group 3

Route A NORTH

Route B WEST/SOUTH

Route C EAST

Route A NORTH

Route B EAST

Route C WEST

Route D SOUTH

Route E SOUTH

Route A EAST/NORTH

Route B EAST/NORTH

Given the component outcomes of this DPE and the requirement for options to be evolved to be more 
closely compatible with the airspace above 7000ft, this option will be discontinued at this stage 
however we will explore potential opportunities for respite once we have a shortlist of reconfigured 
options. 

WDF Daytime See Design 
Principle 1

See Design 
Principle 5

See Design 
Principle 3, 6, 

7, 8 and 9

See Design 
Principle 1

See Design 
Principle 5

See Design 
Principle 3, 6, 

7, 8 and 9

See Design 
Principle 5

See Design 
Principle 3, 6, 

7, 8 and 9

See Design 
Principle 5

See Design 
Principle 3, 6, 

7, 8 and 9

Option

See Design 
Principle 5

See Design 
Principle 3, 6, 

7, 8 and 9

S D i

See Design 
Principle 5

See Design 
Principle 3, 6, 

7, 8 and 9

Yes

This respite configuration is developed from existing configurations. Given the component outcomes of 
this DPE, this option will be discontinued at this stage however we will explore potential opportunities 
for respite once we have a shortlist of reconfigured options. 

WDF 
Nighttime 
Respite

See Design 
Principle 1

WDE See Design 
Principle 1

No

WDD See Design 
Principle 1

WDC See Design 
Principle 1

See Design 
Principle 5

See Design 
Principle 3, 6, 

7, 8 and 9

WDB See Design 
Principle 1

See Design 
Principle 5

See Design 
Principle 3, 6, 

7, 8 and 9

No

The baseline has not been taken through to the Initial Options Appraisal as it does not meet the 
Government's AMS,  nor does it address the statement of need or enable any environmental, CAS or 
operational benefits; on this basis, the baseline ‘do nothing’ option has been discontinued. The ‘do 
nothing’ scenario will however remain present throughout the ACP for baseline comparative purposes 
only.

WDA See Design 
Principle 1

See Design 
Principle 5

See Design 
Principle 3, 6, 

7, 8 and 9
WD_BL See Design 

Principle 1

WDG

1 6 7 8

AMS
Safety by design. 

(Assessment based on 
location of options to the 

proximity of other airports and 
Gatwick's other routes)

Optimise Use of Aircraft 
Capabilities

Long Term predictability and 
Adaptability Deconfliction by Design

Westerly Departures

Gatwick FASI-S ACP Stage 2A DPE Annex B

Conclusion - Westerly Departures



Route C WEST

Route D SOUTH

Route E SOUTH

Period 1 Route A (WDG) 
NORTH

Period 1 Route B (WDG) 
WEST/SOUTH

Period 1 Route C (WDG) 
EAST

Period 2 Route A (WDA) 
EAST/NORTH

Period 2 Route B (WDA) 
WEST

Period 2 Route C (WDA) 
SOUTH

Route A EAST/NORTH
No

Discontinued - route not operationally viable

Route B WEST Yes SAM Group 3

Route C SOUTH Yes XAMAB Group 1

Route A EAST/NORTH
No

Discontinued - route not operationally viable

Route B WEST Yes SAM Group 3
KENET Group 1

Route C SOUTH Yes
XAMAB Group 1
DVR Group 2
DAGGA TNT Group 2

Route A NORTH
No

Discontinued - route not operationally viable

Route B  WEST Yes KENET Group 3

Route C SOUTH/EAST Yes XAMAB Group 2

Route A NORTH/EAST
No

Discontinued - route not operationally viable

Route B  WEST Yes SAM Group 1
KENET Group 3

Route C SOUTH Yes XAMAB Group 2

Period 1 Route A (WDJ) 
NORTH/EAST No

Period 1 Route B (WDJ) 
WEST No

Period 1 Route C (WDJ) 
SOUTH No

Period 2 Route A (WDL) 
NORTH/EAST No

Period 2 Route B (WDL) 
WEST No

Period 2 Route C (WDL) 
SOUTH No

Route A NORTH
No

Discontinued - route not operationally viable

Route B WEST Yes SAM Group 3
KENET Group 1

Route C SOUTH/EAST Yes XAMAB Group 1
WDO C not carried to the east due to capacity and track mileage

Route A EAST Yes DVR Group 1
DAGGA TNT Group 1

Route B  WEST/SOUTH Yes
SAM Group 1
KENET Group 3
XAMAB Group 4

Route C NORTH Yes DVR Group 3
DAGGA TNT Group 3

No
This respite configuration is developed from two existing configurations (WDG and WDA). Given the 
component outcomes of this DPE, this option will be discontinued at this stage however we will explore 
potential opportunities for respite once we have a shortlist of reconfigured options. 

WDI See Design 
Principle 1

See Design 
Principle 3, 6, 

7, 8 and 9

See Design 
Principle 5

See Design 
Principle 3, 6, 

7, 8 and 9

See Design 
Principle 5

See Design 
Principle 3, 6, 

7, 8 and 9

WDP See Design 
Principle 1

See Design 
Principle 5

WDO See Design 
Principle 1

WDM See Design 
Principle 1

WDN See Design 
Principle 1

See Design 
Principle 5

See Design 
Principle 3, 6, 

7, 8 and 9

This respite configuration is developed from two existing configurations (WDJ and WDL). Given the 
component outcomes of this DPE, this option will be discontinued at this stage however we will explore 
potential opportunities for respite once we have a shortlist of reconfigured options. 

WDL See Design 
Principle 1

See Design 
Principle 5

See Design 
Principle 3, 6, 

7, 8 and 9

See Design 
Principle 5

See Design 
Principle 3, 6, 

7, 8 and 9

See Design 
Principle 1

WDJ See Design 
Principle 1

WDK

See Design 
Principle 5

See Design 
Principle 3, 6, 

7, 8 and 9

See Design 
Principle 5

See Design 
Principle 3, 6, 

7, 8 and 9

See Design 
Principle 3, 6, 

7, 8 and 9

WDH See Design 
Principle 1 Yes 

See Design 
Principle 5

Gatwick FASI-S ACP Stage 2A DPE Annex B

Conclusion - Westerly Departures (continued)
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 - Track Distance
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Progressed into Group Reference

Route 3 (Left turn W) 
SAM KENNET No

Route 6 (NE) LAM No

Route 5 E (FRANE/CLN 
BIG DVR) No

Route 2 S (SFD) No

Route A NORTH Yes TNT Group 4
DAGGA Group 4

Route B EAST Yes DVR Group 5

Route C WEST/SOUTH Yes XAMAB Group 1 
SAM KENET Group 3

Route A NORTH Yes TNT Group 4
DAGGA Group 4

Route B EAST Yes DVR Group 5

Route C WEST/SOUTH Yes XAMAB Group 1
SAM KENET Group 3 

Route A NORTH Yes TNT Group 4
DAGGA Group 4

Route B EAST Yes DVR Group 3

Route C WEST/SOUTH Yes XAMAB Group 2

Route A NORTH Yes TNT Group 4
DAGGA Group 4

Route B EAST Yes DVR Group 3

Route C WEST/SOUTH Yes XAMAB Group 2

Period 1 Route A NORTH No

Period 1 Route B EAST No

Period 1 Route C 
SOUTH/WEST No

Period 2 Route A (EDA) 
NORTH No

Period 2 Route B (EDA) 
EAST No

Period 2 Route C (EDA) 
WEST/SOUTH No

Route A NORTH Yes TNT Group 3
DAGGA Group 3

Route B EAST Yes DVR Group 3

Route C WEST/SOUTH Yes XAMAB Group 2

Route A NORTH Yes TNT Group 4
DAGGA Group 4

Route B EAST/SOUTH Yes DVR Group 4
XAMAB Group 4

Route C WEST Yes SAM KENET Group 3

Route A WEST

Route B NORTH

Route C EAST

Route D SOUTH

Route A WEST

Route B NORTH

Route C EAST

Route D SOUTH

Period 1 NW (EDA) 
NORTH No

Period 1 SE (EDA) EAST No

See Design 
Principle 5 n Principle 3, 6, 

See Design 
Principle 3, 6, 

7, 8, and 9

AMS

See Design 
Principle 5

See Design 
Principle 3, 6, 

7, 8, and 9

YesSee Design 
Principle 5

Yes

EDI See Design 
Principle 1

EDH See Design 
Principle 1

See Design 
Principle 5 n Principle 3, 6, 

EDG See Design 
Principle 1

See Design 
Principle 5 n Principle 3, 6, 

See Design 
Principle 5 n Principle 3, 6, 

This respite configuration is developed from existing configurations. Given the component outcomes of 
this DPE, this option will be discontinued at this stage however we will explore potential opportunities 
for respite once we have a shortlist of reconfigured options. 

EDF See Design 
Principle 1

EDE See Design 
Principle 1

See Design 
Principle 5

See Design 
Principle 3, 6, 

7, 8, and 9

EDD See Design 
Principle 1

EDC See Design 
Principle 1

See Design 
Principle 5 n Principle 3, 6, 

EDB See Design 
Principle 1

See Design 
Principle 5 n Principle 3, 6, 

See Design 
Principle 5 n Principle 3, 6, 

The baseline has not been taken through to the Initial Options Appraisal as it does not meet the 
Government's AMS,  nor does it address the statement of need or enable any environmental, CAS or 
operational benefits; on this basis, the baseline ‘do nothing’ option has been discontinued. The ‘do 
nothing’ scenario will however remain present throughout the ACP for baseline comparative purposes 
only.

EDA See Design 
Principle 1

Option

ED_BL See Design 
Principle 1

Easterly Departures

1 6 7 8

Safety by design 
(Assessment based on 

location of options to the 
proximity of other airports and 

Gatwick's other routes)

Optimise Use of Aircraft 
Capabilities

Long Term predictability and 
Adaptability Deconfliction by Design

Gatwick FASI-S ACP Stage 2A DPE Annex B

Conclusion - Easterly Departures



Period 1 S (EDA) 
SOUTH/WEST No

Period 2 WEST No

Period 2 E EAST/NORTH No

Period 2 SOUTH No

Route A WEST
No

Discontinued - route not operationally viable

Route B EAST/NORTH Yes
TNT Group 2
DVR Group 1
DAGGA Group 2

Route C SOUTH Yes XAMAB Group 5

Route A NORTH Yes TNT Group 4
DAGGA Group 5

Route B EAST Yes DVR Group 5

Route C SOUTH/WEST Yes XAMAB Group 1
SAM KENET Group 3

Route A NORTH Yes TNT Group 4
DAGGA Group 5

Route B EAST Yes DVR Group 5

Route C SOUTH/WEST Yes XAMAB Group 1 

Route A WEST
Yes 

SAM / KENET Group 1

Route B NORTH/EAST Yes
TNT Group 2
DVR Group 2
DAGGA Group 2

Route C SOUTH Yes XAMAB Group 5

Period 1 Route A (EDK) 
WEST No

Period 1 Route B (EDK) 
NORTH/EAST No

Period 1 Route C (EDK) 
SOUTH No

Period 2 Route A (EDM) 
NORTH No

Period 2 Route B (EDM) 
EAST No

Period Route C S (EDM) 
SOUTH/WEST No

Route A NORTH Yes TNT Group 4
DAGGA Group 3

Route B EAST Yes DVR Group 5

Route C SOUTH/WEST Yes XAMAB Group 2

Route A WEST Yes SAM KENET Group 2

Route B EAST Yes DVR Group 2 

Route C SOUTH/NORTH Yes
TNT Group 1 
DAGGA Group 1
XAMAB Group 3

See Design 
Principle 5

See Design 
Principle 3, 6, 

7, 8, and 9

See Design 
Principle 5

See Design 
Principle 3, 6, 

7, 8, and 9

See Design 
Principle 5 n Principle 3, 6, 

This respite configuration is developed from existing configurations. Given the component outcomes of 
this DPE, this option will be discontinued at this stage however we will explore potential opportunities 
for respite once we have a shortlist of reconfigured options. 

EDQ See Design 
Principle 1

EDP See Design 
Principle 1

See Design 
Principle 5

See Design 
Principle 3, 6, 

7, 8, and 9

See Design 
Principle 5

See Design 
Principle 3, 6, 

7, 8, and 9

EDO See Design 
Principle 1

See Design 
Principle 5

See Design 
Principle 3, 6, 

7, 8, and 9

EDN See Design 
Principle 1

EDM See Design 
Principle 1

EDL See Design 
Principle 1

See Design 
Principle 5

See Design 
Principle 3, 6, 

7, 8, and 9

See Design 
Principle 5

See Design 
Principle 3, 6, 

7, 8, and 9
EDK See Design 

Principle 1

This respite configuration is developed from existing configurations. Given the component outcomes of 
this DPE, this option will be discontinued at this stage however we will explore potential opportunities 
for respite once we have a shortlist of reconfigured options. 

EDJ See Design 
Principle 1

Gatwick FASI-S ACP Stage 2A DPE Annex B

Conclusion - Easterly Departures (continued)



Route 4 (Right turn to E) Route 1 (Straight ahead W) Route 7 (Straight ahead S) Route 8 (Straight ahead SE) Route 9 (Left turn to SE) Route A EAST/NORTH Route B WEST Route C SOUTH Route A EAST/NORTH Route B WEST/SOUTH Route C EAST/NORTH Route A EAST/NORTH Route B WEST Route C SOUTH Route A EAST/NORTH Route B WEST Route C SOUTH Period 1 Route A 
EAST/NORTH

Period 1 Route B 
WEST/SOUTH

Period 1 Route C EAST Period 2 Route A (WDA) 
EAST/NORTH

Period 2 Route B (WDA) 
WEST

Period 2 Route C (WDA) 
SOUTH

Route A NORTH Route B WEST/SOUTH Route C EAST Route A NORTH Route B WEST/SOUTH Route C EAST Route A NORTH Route B EAST Route C WEST Route D SOUTH Route E SOUTH Route A EAST/NORTH Route B EAST/NORTH Route C WEST Route D SOUTH Route E SOUTH Period 1 Route A (WDG) 
NORTH

Period 1 Route B (WDG) 
WEST/SOUTH

Period 1 Route C (WDG) 
EAST

Period 2 Route A (WDA) 
EAST/NORTH

Period 2 Route B (WDA) 
WEST

Period 2 Route C (WDA) 
SOUTH

Route A EAST/NORTH Route B WEST Route C SOUTH Route A EAST/NORTH Route B WEST Route C SOUTH Route A NORTH Route B  WEST Route C SOUTH/EAST Route A NORTH/EAST Route B  WEST Route C SOUTH Period 1 Route A (WDJ) 
NORTH/EAST

Period 1 Route B (WDJ) 
WEST

Period 1 Route C (WDJ) 
SOUTH

Period 2 Route A (WDL) 
NORTH/EAST

Period 2 Route B (WDL) 
WEST

Period 2 Route C (WDL) 
SOUTH

Route A NORTH Route B WEST Route C SOUTH/EAST Route A EAST Route B  WEST/SOUTH Route C NORTH

Integration with airspace
Route option is too close to  
Heathrow and would create 
additional complexity so is 

not operationally viable

Viable however may interact 
with Farnborough traffic that 

would require resolution

Viable however will interact 
with Gatwick arrivals that 
would require resolution

Route option is too close to  
Heathrow and would create 
additional complexity so is 

not operationally viable.

Viable however may interact 
with Farnborough traffic that 

would require resolution

Viable however does have a 
potential interaction with the 
NERL network options that 

would require resolution and 
interactions with the Gatwick 

arrivals that would require 
resolution

Route option is too close to  
Heathrow and would create 
additional complexity so is 

not operationally viable.

Viable however may interact 
with Farnborough traffic that 

would require resolution

Viable however will interact 
with Gatwick arrivals that 
would require resolution

Route option is too close to 
Heathrow and would create 
additional complexity so is 

not operationally viable.

Viable however may interact 
with Farnborough traffic that 

would require resolution

Viable however will interact 
with Gatwick arrivals that 
would require resolution

Route option is too close to 
Heathrow and would create 
additional complexity so is 

not operationally viable.

Viable however may interact 
with Farnborough traffic and 
Gatwick arrivals that would 

require resolution

Viable however will interact 
with Gatwick arrivals that 
would require resolution

Route option is too close to 
Heathrow and would create 
additional complexity so is 

not operationally viable.

Viable however may interact 
with Farnborough traffic that 

would require resolution

Viable however will interact 
with Gatwick arrivals that 
would require resolution

Route option is too close to 
Heathrow and would create 
additional complexity so is 

not operationally viable.

Viable however may interact 
with Farnborough traffic and 
Gatwick arrivals that would 

require resolution

Viable however will interact 
with Gatwick arrivals that 
would require resolution

Viable at night only when 
Heathrow not operating

Viable however may interact 
with Farnborough traffic and 
Gatwick arrivals that would 

require resolution

Viable however will interact 
with Gatwick arrivals that 
would require resolution

Viable however may interact 
with Heathrow traffic that 
would require resolution

Viable however will interact 
with Gatwick arrivals that 
would require resolution

Viable however may interact 
with Farnborough traffic that 

would require resolution

Viable however may interact 
with Farnborough traffic that 

would require resolution

Viable however will interact 
with Gatwick arrivals that 
would require resolution

Viable however may interact 
with Heathrow traffic that 
would require resolution

Viable however does have a 
potential interaction with the 
NERL network options that 

would require resolution and 
interactions with the Gatwick 

arrivals that would require 
resolution

Viable however may interact 
with Farnborough traffic that 

would require resolution

Viable however may interact 
with Farnborough traffic that 

would require resolution

Viable however will interact 
with Gatwick arrivals that 
would require resolution

Viable however may interact 
with Heathrow traffic that 
would require resolution

Viable however may interact 
with Farnborough traffic and 
Gatwick arrivals that would 

require resolution

Viable however will interact 
with Gatwick arrivals that 
would require resolution

Route option is too close to  
Heathrow and would create 
additional complexity so is 

not operationally viable.

Viable however may interact 
with Farnborough traffic that 

would require resolution

Viable however will interact 
with Gatwick arrivals that 
would require resolution

Route option is too close to  
Heathrow and would create 
additional complexity so is 

not operationally viable.

Viable however may interact 
with Farnborough traffic and 
Gatwick arrivals that would 

require resolution

Viable however will interact 
with Gatwick arrivals that 
would require resolution

Route option is too close to  
Heathrow and would create 
additional complexity so is 

not operationally viable.

Viable however may interact 
with Farnborough traffic that 

would require resolution

Viable however will interact 
with Gatwick arrivals that 
would require resolution. 

Would also be viable to go 
east. 

Route option is too close to  
Heathrow and would create 
additional complexity so is 

not operationally viable.

Viable however will interact 
with Heathrow and 

Farnborough traffic that would 
require resolution

Viable to south not the east 
however will interact with 

Gatwick arrivals that would 
require resolution

Route option is too close to  
Heathrow and would create 
additional complexity so is 

not operationally viable.

Viable however may interact 
with Farnborough traffic that 

would require resolution

Viable however will interact 
with Gatwick arrivals that 
would require resolution

Route option is too close to  
Heathrow and would create 
additional complexity so is 

not operationally viable.

Viable however may interact 
with Farnborough traffic and 
Gatwick arrivals that would 

require resolution

Viable however will interact 
with Gatwick arrivals that 
would require resolution

Route option is too close to  
Heathrow and would create 
additional complexity so is 

not operationally viable.

Viable however will interact 
with Heathrow and 

Farnborough traffic that would 
require resolution

Viable however will interact 
with Gatwick arrivals that 
would require resolution

Route option is too close to  
Heathrow and would create 
additional complexity so is 

not operationally viable.

Viable however may interact 
with Farnborough traffic that 

would require resolution

Viable to the south but not to 
the east, however will interact 

with Gatwick arrivals that 
would require resolution

Viable however may interact 
with Heathrow traffic that 
would require resolution

Viable however may interact 
with Farnborough traffic and 
Gatwick arrivals that would 

require resolution

Viable however does have a 
potential interaction with the 
NERL network options that 

would require resolution and 
interactions with the Gatwick 

arrivals that would require 
resolution

Other safety

Safety

Integration: CAS
N/A Route not operationally 

viable
N/A Route not operationally 

viable.
N/A Route not operationally 

viable.
N/A Route not operationally 

viable.
N/A Route not operationally 

viable.
N/A Route not operationally 

viable.
N/A Route not operationally 

viable.
N/A Route not operationally 

viable.
N/A Route not operationally 

viable.
N/A Route not operationally 

viable.

Based on CCO performance, 
could require additional 

Gatwick CAS

Taking departures in 
isolation, on the assumption 
that improved CCO to 7000ft 
is available this option has 
the potential to require less 
CAS and offer opportunities to 
simplify the boundaries

N/A Route not operationally 
viable.

N/A Route not operationally 
viable.

N/A Route not operationally 
viable.

Based on CCO performance, 
could require additional 

Gatwick CAS

Taking departures in 
isolation, on the assumption 
that improved CCO to 7000ft 
is available this option has 
the potential to require less 

CAS and offer opportunities to 
simplify the boundaries

N/A Route not operationally 
viable.

Integration: National 
Security

Simplification: Capacity

Simplification: Resilience

Environment

2
Enhanced 
Navigation 
Standards

-

3

Limit 
Adverse 
Noise 
Effects

-

4
Time Based 
Arrival 
Operations

Only applicable to arrivals

5
Resilience 
built in

 - 

Track Distance Remain the same as today Remain the same as today Remain the same as today Remain the same as today Remain the same as today
N/A Route not operationally 

viable.

Increased track distance 
when routing west to SAM and 

KENET 

Decreased track distance 
when routing south

N/A Route not operationally 
viable.

Increased track distance 
when routing west to SAM and 

KENET and south 

Decreased track distance to 
the east and north

N/A Route not operationally 
viable.

Decreased track distance 
when routing west to SAM and 

KENET

Decreased track distance to 
the south

N/A Route not operationally 
viable.

Decreased track distance 
when routing west to SAM and 

KENET

Decreased track distance to 
the south

N/A Route not operationally 
viable.

Increased track distance 
when routing west to SAM and 

KENET and south 

Decreased track distance to 
the east

N/A Route not operationally 
viable.

Increased track distance 
when routing west to SAM and 

KENET 

Decreased track distance 
when routing south

N/A Route not operationally 
viable.

Increased track distance 
when routing west to SAM and 

KENET and south 

Decreased track distance to 
the east

Decreased track distance 
when routing North West to 

KENET and NORTH

Increased track distance 
when routing west to SAM and 

KENET and south 

Decreased track distance to 
the east

Similar to today
Decreased track distance to 

the east
Similar to today

Increased track distance to 
the south 

Similar to today Similar to today
Decreased track distance to 

the east and north
Similar to today Similar to today Similar to today Similar to today

Increased track distance 
when routing West/North 

West to SAM and KENET 
Also increased to South 

(XAMAB) 

Decreased track distance to 
the east and north

N/A Route not operationally 
viable.

Increased track distance 
when routing west to SAM and 

KENET. 

Decreased track distance 
when routing south

N/A Route not operationally 
viable.

Increased track distance 
when routing west to SAM and 

KENET. 

Decreased track distance 
when routing south

N/A Route not operationally 
viable.

Increased track distance 
when routing west to SAM and 

KENET. 

Decreased track distance 
when routing south

N/A Route not operationally 
viable.

Increased track miles to SAM 
but reduction to KENET. More 

flights to SAM so an overall 
increase in miles flown

Decreased track distance 
when routing south

N/A Route not operationally 
viable.

Similar to today
Decreased track distance 

when routing south
N/A Route not operationally 

viable.

Increased track distance 
when routing west to SAM and 

KENET. 

Decreased track distance 
when routing south

N/A Route not operationally 
viable.

Increased track miles to SAM 
but reduction to KENET. More 

flights to SAM so an overall 
increase in miles flown

Decreased track distance 
when routing south

N/A Route not operationally 
viable.

Increased track distance 
when routing west to SAM and 

KENET. 

Decreased track distance 
when routing south.

Similar to today

Similar to today when  routing 
west to SAM and KENET. 
Increased track distance 

when routing south

Decrease track distance when 
routing north

CCO/CDO

The SIDs are designed with 
an initial stop at 4000ft or 
5000ft.  These restrictions are 
caused by a requirement to 
deconflict the routes against 
Heathrow departures. 
However, the current structure 
is a compromise so the inter-
dependencies between 
Heathrow and other adjacent 
airports in the vicinity also 
affect the overall structure and 
level restrictions that apply to 
all the inter-dependent 
airports.

The SIDs stop at 3000'
These restrictions are caused 
by a requirement to deconflict 
the routes against Heathrow 
departures. However, the 
current structure is a 
compromise so the inter-
dependencies between 
Heathrow and other adjacent 
airports in the vicinity also 
affect the overall structure and 
level restrictions that apply to 
all the inter-dependent 
airports.

The SIDs are designed with 
an initial stop at 4000ft or 
5000ft.  These restrictions are 
caused by a requirement to 
deconflict the routes against 
Heathrow departures. 
However, the current structure 
is a compromise so the inter-
dependencies between 
Heathrow and other adjacent 
airports in the vicinity also 
affect the overall structure and 
level restrictions that apply to 
all the inter-dependent 
airports.

The SIDs are designed with 
an initial stop at 4000ft or 
5000ft.  These restrictions are 
predominantly caused by a 
requirement to deconflict the 
routes against Heathrow 
departures. However, the 
current structure is a 
compromise so the inter-
dependencies between 
Heathrow and other adjacent 
airports in the vicinity also 
affect the overall structure and 
level restrictions that apply to 
all the inter-dependent 
airports.

In current operations, Route 9 
is an 'overload' route for Route 
4. Aircraft typically have
unrestricted tactical climb to
at least 6000ft when operating 
this route.

N/A Route not operationally 
viable

This route has the potential  
to achieve improved CCO 
compared to the baseline 

although due to 
dependencies in the airspace 
(most likely with Heathrow and 

possibly Farnborough), CCO 
to FL90 may not be available. 

This will be explored in further 
detail should this option 

progress.

This left turn departure route 
has the potential to achieve 

CCO to FL90 subject to 
integration with arrivals and 
deconfliction from Heathrow 

departures.

N/A Route not operationally 
viable.

This route has the potential  
to achieve improved CCO 
compared to the baseline 

although due to 
dependencies in the airspace 
(most likely with Heathrow and 

possibly Farnborough), CCO 
to FL90 may not be available. 

This will be explored in further 
detail should this option 

progress.

This left turn departure route 
has the potential to achieve 

CCO to FL90 subject to 
integration with arrivals and 
deconfliction from Heathrow 

departures.

N/A Route not operationally 
viable.

This route has the potential  
to achieve improved CCO 
compared to the baseline 

although due to 
dependencies in the airspace 
(most likely with Heathrow and 

possibly Farnborough), CCO 
to FL90 may not be available. 

This will be explored in further 
detail should this option 

progress.

This left turn departure route 
has the potential to achieve 

CCO to FL90 subject to 
integration with arrivals and 
deconfliction from Heathrow 

departures.

N/A Route not operationally 
viable.

This route has the potential  
to achieve improved CCO 
compared to the baseline 

although due to 
dependencies in the airspace 

(most likely with Heathrow), 
CCO to FL90 may not be 

available. This will be 
explored in further detail 

should this option progress.

This left turn departure route 
has the potential to achieve 

CCO to FL90 subject to 
integration with arrivals and 
deconfliction from Heathrow 

departures.

N/A Route not operationally 
viable.

This route has the potential  
to achieve improved CCO 
compared to the baseline 

although due to 
dependencies in the airspace 
(most likely with Heathrow and 

possibly Farnborough), CCO 
to FL90 may not be available. 

This will be explored in further 
detail should this option 

progress.

This left turn departure route 
has the potential to achieve 

CCO to FL90 subject to 
integration with arrivals and 
deconfliction from Heathrow 

departures.

N/A Route not operationally 
viable.

This route has the potential  
to achieve improved CCO 
compared to the baseline 

although due to 
dependencies in the airspace 
(most likely with Heathrow and 

possibly Farnborough), CCO 
to FL90 may not be available. 

This will be explored in further 
detail should this option 

progress.

This left turn departure route 
has the potential to achieve 

CCO to FL90 subject to 
integration with arrivals and 
deconfliction from Heathrow 

departures.

N/A Route not operationally 
viable.

This option has the potential 
to achieve CCO at night-time 
as we would not anticipate 

Heathrow/Farnborough 
interactions at this time.

This option has the potential 
to achieve CCO to FL90 at 

night-time 

This option has the potential 
to achieve CCO at night-time 

as it would only be viable 
without any Heathrow traffic.

This option has the potential 
to achieve CCO at night-time 
as we would not anticipate 

Heathrow/Farnborough 
interactions at this time.

This option has the potential 
to achieve CCO to FL90 at 

night-time 

This route has the potential  
to achieve improved CCO 
compared to the baseline 

although due to 
dependencies in the airspace 
(most likely with Heathrow and 
possibly Biggin Hill), CCO to 
FL90 may not be available. 

This will be explored in further 
detail should this option 

progress.

This left turn departure route 
has the potential to achieve 

CCO to FL90 subject to 
integration with arrivals and 
deconfliction from Heathrow 

departures.

This route has the potential  
to achieve improved CCO 
compared to the baseline 

although due to 
dependencies in the airspace 
(most likely with Heathrow and 

possibly Farnborough), CCO 
to FL90 may not be available. 

This will be explored in further 
detail should this option 

progress.

This route has the potential  
to achieve improved CCO 
compared to the baseline 

although due to 
dependencies in the airspace 
(most likely with Heathrow and 

possibly Farnborough), CCO 
to FL90 may not be available. 

This will be explored in further 
detail should this option 

progress.

This left turn departure route 
has the potential to achieve 

CCO to FL90 subject to 
integration with arrivals and 
deconfliction from Heathrow 

departures.

This route has the potential  
to achieve improved CCO 
compared to the baseline 

although due to 
dependencies in the airspace 
(most likely with Heathrow and 
possibly Biggin Hill), CCO to 
FL90 may not be available. 

This will be explored in further 
detail should this option 

progress.

This left turn departure route 
has the potential to achieve 

CCO to FL90 subject to 
integration with arrivals and 
deconfliction from Heathrow 

departures.

This route has the potential  
to achieve improved CCO 
compared to the baseline 

although due to 
dependencies in the airspace 
(most likely with Heathrow and 

possibly Farnborough), CCO 
to FL90 may not be available. 

This will be explored in further 
detail should this option 

progress.

This route has the potential  
to achieve improved CCO 
compared to the baseline 

although due to 
dependencies in the airspace 
(most likely with Heathrow and 

possibly Farnborough), CCO 
to FL90 may not be available. 

This will be explored in further 
detail should this option 

progress.

This left turn departure route 
has the potential to achieve 

CCO to FL90 subject to 
integration with arrivals and 
deconfliction from Heathrow 

departures.

This route has the potential  
to achieve improved CCO 
compared to the baseline 

although due to 
dependencies in the airspace 
(most likely with Heathrow and 
possibly Biggin Hill), CCO to 
FL90 may not be available. 

This will be explored in further 
detail should this option 

progress.

This left turn departure route 
has the potential to achieve 

CCO to FL90 subject to 
integration with arrivals and 
deconfliction from Heathrow 

departures.

This route has the potential  
to achieve improved CCO 
compared to the baseline 

although due to 
dependencies in the airspace 
(most likely with Heathrow and 

possibly Farnborough), CCO 
to FL90 may not be available. 

This will be explored in further 
detail should this option 

progress.

N/A Route not operationally 
viable

This route has the potential  
to achieve improved CCO 
compared to the baseline 

although due to 
dependencies in the airspace 
(most likely with Heathrow and 

possibly Farnborough), CCO 
to FL90 may not be available. 

This will be explored in further 
detail should this option 

progress.

This left turn departure route 
has the potential to achieve 

CCO to FL90 subject to 
integration with arrivals and 
deconfliction from Heathrow 

departures.

N/A Route not operationally 
viable.

This left turn departure route 
has the potential to achieve 

CCO to FL90 subject to 
integration with arrivals and 
deconfliction from Heathrow 

departures.

This route has the potential  
to achieve improved CCO 
compared to the baseline 

although due to 
dependencies in the airspace 
(most likely with Heathrow and 

possibly Farnborough), CCO 
to FL90 may not be available. 

This will be explored in further 
detail should this option 

progress.

N/A Route not operationally 
viable.

This left turn departure route 
has the potential to achieve 

CCO to FL90 subject to 
integration with arrivals and 
deconfliction from Heathrow 

departures.

This route has the potential  
to achieve improved CCO 
compared to the baseline 

although due to 
dependencies in the airspace 
(most likely with Heathrow and 

possibly Farnborough), CCO 
to FL90 may not be available. 

This will be explored in further 
detail should this option 

progress.

N/A Route not operationally 
viable.

Unlikely to achieve CCO to 
FL90 due to proximity to 

Heathrow. CCO performance 
likely to be worse than in the 

baseline

This left turn departure route 
has the potential to achieve 

CCO to FL90 subject to 
integration with arrivals and 
deconfliction from Heathrow 

departures.

N/A Route not operationally 
viable.

This route has the potential  
to achieve improved CCO 
compared to the baseline 

although due to 
dependencies in the airspace 
(most likely with Heathrow and 

possibly Farnborough), CCO 
to FL90 may not be available. 

This will be explored in further 
detail should this option 

progress.

This left turn departure route 
has the potential to achieve 

CCO to FL90 subject to 
integration with arrivals and 
deconfliction from Heathrow 

departures.

N/A Route not operationally 
viable.

This route has the potential  
to achieve improved CCO 
compared to the baseline 

although due to 
dependencies in the airspace 
(most likely with Heathrow and 

possibly Farnborough), CCO 
to FL90 may not be available. 

This will be explored in further 
detail should this option 

progress.

This left turn departure route 
has the potential to achieve 

CCO to FL90 subject to 
integration with arrivals and 
deconfliction from Heathrow 

departures.

N/A Route not operationally 
viable.

Unlikely to achieve CCO to 
FL90 due to proximity to 

Heathrow. CCO performance 
likely to be worse than in the 

baseline

This left turn departure route 
has the potential to achieve 

CCO to FL90 subject to 
integration with arrivals and 
deconfliction from Heathrow 

departures.

N/A Route not operationally 
viable.

This route has the potential  
to achieve improved CCO 
compared to the baseline 

although due to 
dependencies in the airspace 
(most likely with Heathrow and 

possibly Farnborough), CCO 
to FL90 may not be available. 

This will be explored in further 
detail should this option 

progress.

This left turn departure route 
has the potential to achieve 

CCO to FL90 subject to 
integration with arrivals and 
deconfliction from Heathrow 

departures.

This route has the potential  
to achieve improved CCO 
compared to the baseline 

although due to 
dependencies in the airspace 
(most likely with Heathrow and 
possibly Biggin Hill), CCO to 
FL90 may not be available. 

This will be explored in further 
detail should this option 

progress.

This route has the potential  
to achieve improved CCO 
compared to the baseline 

although due to 
dependencies in the airspace 
(most likely with Heathrow and 

possibly Farnborough), CCO 
to FL90 may not be available. 

This will be explored in further 
detail should this option 

progress.

This left turn departure route 
has the potential to achieve 

CCO to FL90 subject to 
integration with arrivals and 
deconfliction from Heathrow 

departures.

Long term predictability

Respite

Overlapping overflight 
within option

Overflight of arrival and 
departure options

N/A Route not operationally 
viable

The straight ahead route 
overflies the same areas as 
the easterly final approach 

track

The later parts of the left turn 
SID overfly the same areas as 
some easterly arrivals options 

however there may be 
opportunities to mitigate this 
as the options evolve through 
the process and the shortlist 
of arrivals options is known.

N/A Route not operationally 
viable.

The straight ahead route 
overflies the same areas as 
the easterly final approach 

track

The left turn departure routes 
away from the easterly final 
approach and some of the 

arrivals options. There is no 
cumulative overflight with the 

westerly approach options 
below 7000ft.

N/A Route not operationally 
viable.

The straight ahead route 
overflies the same areas as 
the easterly final approach 

track

The left turn departure routes 
away from the easterly final 
approach and the arrivals 

options below 7000ft.

N/A Route not operationally 
viable.

The straight ahead route 
overflies the same areas as 
the easterly final approach 

track

The left turn departure routes 
away from the easterly final 
approach and the arrivals 

options below 7000ft. 

N/A Route not operationally 
viable.

This option turns away from 
final approach and therefore 

does not overfly the same 
areas as the easterly final 

approach. The latter part of 
the route overflies small areas 

as some of the easterly 
arrivals options however there 

may be opportunities to 
mitigate this as the options 
evolve through the process 
and the shortlist of arrivals 

options is known.

The left turn departure routes 
away from the easterly final 
approach and the arrivals 

options. There is potential for 
small cumulative impacts at 

c.7000ft with the westerly 
arrivals options however there 

may be opportunities to 
mitigate this as the options 
evolve through the process 
and the shortlist of arrivals 

options is known.

N/A Route not operationally 
viable.

The straight ahead route 
overflies the same areas as 
the easterly final approach 

track

The later parts of the left turn 
SID overfly the same areas as 
some easterly arrivals options 

however there may be 
opportunities to mitigate this 
as the options evolve through 
the process and the shortlist 
of arrivals options is known.

N/A Route not operationally 
viable.

The straight ahead route 
overflies the same areas as 
the easterly final approach 
track before turning to the 
south-west which shares 

overflight with some of the 
easterly arrivals options 

however there may be 
opportunities to mitigate this 
as the options evolve through 
the process and the shortlist 
of arrivals options is known.

The left turn departure routes 
away from the easterly final 
approach and the arrivals 

options. There is potential for 
small cumulative impacts 
with the westerly arrivals 

options at c.7000ft however 
there may be opportunities to 
mitigate this as the options 
evolve through the process 
and the shortlist of arrivals 

options is known.

The right turn departure routes 
away from the easterly final 
approach and the arrivals 

options.  

The straight ahead route 
overflies the same areas as 
the easterly final approach 
track before turning to the 
south-west which shares 

overflight with some of the 
easterly arrivals options 

however there may be 
opportunities to mitigate this 
as the options evolve through 
the process and the shortlist 
of arrivals options is known.

The left turn departure routes 
away from the easterly final 
approach and the arrivals 

options. There is potential for 
small cumulative impacts 
with the westerly arrivals 

options at c.7000ft however 
there may be opportunities to 
mitigate this as the options 
evolve through the process 
and the shortlist of arrivals 

options is known.

The right turn departure routes 
away from the easterly final 
approach and the arrivals 

options.  

The left turn departure routes 
away from the easterly final 
approach and the arrivals 

options. There is potential for 
small cumulative impacts 
with the westerly arrivals 

options at c.7000ft however 
there may be opportunities to 
mitigate this as the options 
evolve through the process 
and the shortlist of arrivals 

options is known.

The straight ahead route 
overflies the same areas as 
the easterly final approach 

track before turning slightly to 
the south which adjusts the 
track slightly away from the 

easterly final approach 
however still results in 

cumulative overflight with 
communities under the 

approach. This route shares 
overflight with all the easterly 

arrivals options

Route D overflies the same 
area as the easterly final 

approach track before turning 
to the south-west which 

shares overflight with some of 
the easterly arrivals options. 

There may be opportunities to 
reduce cumulative overflight 
once the shortlist of options 

is known. 

Route E initially overflies the 
same areas as the easterly 

final approach before turning. 
The later parts of the left turn 

SID overfly the same areas as 
some easterly arrivals 
options. There may be 
opportunities to reduce 

cumulative overflight once the 
shortlist of options is known. 

The right turn departure routes 
away from the easterly final 
approach and the arrivals 

options.  

The left turn departure routes 
away from the easterly final 
approach and the arrivals 

options. There is potential for 
small cumulative impacts 
with the westerly arrivals 

options at c.7000ft however 
there may be opportunities to 
mitigate this as the options 
evolve through the process 
and the shortlist of arrivals 

options is known.

The straight ahead route 
overflies the same areas as 
the easterly final approach 

track before turning slightly to 
the south which adjusts the 
track slightly away from the 

easterly final approach 
however still results in 

cumulative overflight with 
communities under the 

approach. This route shares 
overflight with all the easterly 

arrivals options

Route D overflies the same 
area as the easterly final 

approach track before turning 
to the south-west which 

shares overflight with some of 
the easterly arrivals options. 

There may be opportunities to 
reduce cumulative overflight 
once the shortlist of options 

is known. 

Route E initially overflies the 
same areas as the easterly 

final approach before turning. 
The later parts of the left turn 

SID overfly the same areas as 
some easterly arrivals 
options. There may be 
opportunities to reduce 

cumulative overflight once the 
shortlist of options is known. 

The right turn departure routes 
away from the easterly final 
approach and the arrivals 

options.  

The left turn departure routes 
away from the easterly final 
approach and the arrivals 

options. There is potential for 
small cumulative impacts 
with the westerly arrivals 

options at c.7000ft however 
there may be opportunities to 
mitigate this as the options 
evolve through the process 
and the shortlist of arrivals 

options is known.

The straight ahead route 
overflies the same areas as 
the easterly final approach 

track before turning slightly to 
the south which adjusts the 
track slightly away from the 

easterly final approach 
however still results in 

cumulative overflight with 
communities under the 

approach. This route shares 
overflight with all the easterly 

arrivals options

N/A Route not operationally 
viable.

The straight ahead route 
overflies the same areas as 
the easterly final approach 
track (for further than most 

other westerly departure 
options) before turning slightly 
to the south which adjusts the 

track slightly away from the 
easterly final approach. This 

route shares overflight with all 
the easterly arrivals options

The later parts of the left turn 
SID overfly the same areas as 
some easterly arrivals options 

however there may be 
opportunities to mitigate this 
as the options evolve through 
the process and the shortlist 
of arrivals options is known.

N/A Route not operationally 
viable.

The straight ahead route 
overflies the same areas as 
the easterly final approach 
track before turning to the 
south-west which shares 

overflight with some of the 
easterly arrivals options 

however there may be 
opportunities to mitigate this 
as the options evolve through 
the process and the shortlist 
of arrivals options is known.

The left turn departure routes 
away from the easterly final 
approach and the arrivals 

options. 

N/A Route not operationally 
viable.

The straight ahead route 
overflies the same areas as 
the easterly final approach 
track before turning to the 
south-west which shares 

overflight with some of the 
easterly arrivals options 

however there may be 
opportunities to mitigate this 
as the options evolve through 
the process and the shortlist 
of arrivals options is known.

The left turn departure routes 
away from the easterly final 
approach and the arrivals 

options. 

N/A Route not operationally 
viable.

The right turn departure routes 
away from the easterly final 
approach and the arrivals 

options. 

The left turn departure 
overflies the same areas as 
some easterly approaches 

however this occurs at higher 
altitudes and there may be 

opportunities to mitigate once 
the shortlist of arrivals options 

is known. . 

N/A Route not operationally 
viable.

The NW route initially flies 
straight ahead over the same 

areas as the easterly final 
approach before turning right 
away from the approach and 

the arrival options.

The left turn departure 
overflies the same areas as 
some easterly approaches 

however this occurs at higher 
altitudes and there may be 

opportunities to mitigate once 
the shortlist of arrivals options 

is known. . 

N/A Route not operationally 
viable.

The straight ahead route 
overflies the same areas as 
the easterly final approach 
track before turning to the 
south-west which shares 

overflight with some of the 
easterly arrivals options 

however there may be 
opportunities to mitigate this 
as the options evolve through 
the process and the shortlist 
of arrivals options is known.

The left turn departure routes 
away from the easterly final 
approach and the arrivals 

options. 

N/A Route not operationally 
viable.

The right turn departure routes 
away from the easterly final 
approach and the arrivals 

options. 

The left turn departure 
overflies the same areas as 
some easterly approaches 

however this occurs at higher 
altitudes and there may be 

opportunities to mitigate once 
the shortlist of arrivals options 

is known. . 

N/A Route not operationally 
viable.

The straight ahead route 
overflies the same areas as 
the easterly final approach 
track before turning to the 
south-west which shares 

overflight with some of the 
easterly arrivals options 

however there may be 
opportunities to mitigate this 
as the options evolve through 
the process and the shortlist 
of arrivals options is known.

The left turn departure routes 
away from the easterly final 
approach and the arrivals 

options. 

The right turn departure routes 
away from the easterly final 
approach and the arrivals 

options.  

The straight ahead route 
overflies the same area as the 
easterly final approach track. 

Once further details are known 
about the airspace above 
7000ft, there may be the 

opportunity to refine the option 
to reduce cumulative impacts 
although  given the alignment 
along the final approach track, 

any benefits will likely be 
marginal 

The left turn departure routes 
away from the easterly final 
approach and the arrivals 

options. There is potential for 
small cumulative impacts 
with the westerly arrivals 

options at c.7000ft however 
there may be opportunities to 
mitigate this as the options 
evolve through the process 
and the shortlist of arrivals 

options is known.

Overflight of neighbouring 
airports routes

N/A Route not operationally 
viable

Routes within the  Biggin Hill, 
Heathrow and Farnborough 

areas on the ACOG map 

Routes initially within the 
Biggin Hill, Farnborough and 
Heathrow areas on the ACOG 

map. Beyond c.4000ft it is 
outside of these areas. 

N/A Route not operationally 
viable.

Routes initially within the 
Biggin Hill, Farnborough and 
Heathrow areas on the ACOG 

map. Beyond c.6000ft it is 
outside of these areas. 

Routes within the  Biggin Hill 
and Heathrow areas on the 

ACOG map 

N/A Route not operationally 
viable.

Routes within the  Biggin Hill, 
Heathrow and Farnborough 

areas on the ACOG map 

Routes initially within the 
Biggin Hill and Heathrow 
areas on the ACOG map. 

Beyond c.4000ft it is outside 
of these areas. 

N/A Route not operationally 
viable.

Routes within the  Biggin Hill, 
Heathrow and Farnborough 

areas on the ACOG map 

Routes initially within the 
Biggin Hill and Heathrow 
areas on the ACOG map. 

Beyond c.4000ft it is outside 
of these areas. 

N/A Route not operationally 
viable.

Routes initially within the 
Biggin Hill and Heathrow 
areas on the ACOG map. 

Beyond c.5000ft it is outside 
of these areas. 

Routes within the  Biggin Hill 
and Heathrow areas on the 

ACOG map 

N/A Route not operationally 
viable.

Routes within the  Biggin Hill, 
Heathrow and Farnborough 

areas on the ACOG map 

Routes initially within the 
Biggin Hill, Farnborough and 
Heathrow areas on the ACOG 

map. Beyond c.4000ft it is 
outside of these areas. 

N/A Route not operationally 
viable.

 Routes within the Biggin Hill 
and Heathrow Airport sections 

of the map however this 
option is intended as a night 

time option when Heathrow is 
not operating. This would 

require further investigation 
should this option progress 

Routes within Biggin Hill and 
Heathrow Airport areas of the 

ACOG map however this 
option is intended as a night 

time option when Heathrow is 
not operating. This would 

require further investigation 
should this option progress

 Routes within the Heathrow, 
Biggin Hill, Northolt, sections 

of the map; here there is 
greater possibility of 

cumulative impacts from 
overflight however this option 

is intended as a night time 
option when Heathrow is not 
operating. This would require 
further investigation should 

this option progress

 Routes within the Biggin Hill 
and Heathrow Airport sections 

of the map however this 
option is intended as a night 

time option when Heathrow is 
not operating. This would 

require further investigation 
should this option progress 

Routes within Biggin Hill and 
Heathrow Airport areas of the 

ACOG map however this 
option is intended as a night 

time option when Heathrow is 
not operating. This would 

require further investigation 
should this option progress

Routes within the Heathrow, 
Biggin Hill, and London City 

sections of the map; here 
there is expected to be large 
areas of possible cumulative 

impacts

 Routes within Biggin Hill and 
Heathrow Airport areas of the 

ACOG map 

 Routes within Biggin Hill, 
Farnborough and Heathrow 
Airport areas of the ACOG 

map 

Routes initially within the 
Biggin Hill, Farnborough, and 
Heathrow areas on the ACOG 

map. Beyond c.5000ft it is 
outside of these areas. 

Routes initially within the 
Biggin Hill, Farnborough, and 
Heathrow areas on the ACOG 

map. Beyond c.5000ft it is 
outside of these areas. 

Routes within the Heathrow, 
Biggin Hill, and London City 

sections of the map; here 
there is expected to be large 
areas of possible cumulative 

impacts

 Routes within Biggin Hill and 
Heathrow Airport areas of the 

ACOG map 

 Routes within Biggin Hill, 
Farnborough and Heathrow 
Airport areas of the ACOG 

map 

Routes initially within the 
Biggin Hill, Farnborough, and 
Heathrow areas on the ACOG 

map. Beyond c.5000ft it is 
outside of these areas. 

Routes initially within the 
Biggin Hill, Farnborough, and 
Heathrow areas on the ACOG 

map. Beyond c.5000ft it is 
outside of these areas. 

Routes within the Heathrow, 
Biggin Hill, and London City 

sections of the map; here 
there is expected to be large 
areas of possible cumulative 

impacts

 Routes within Biggin Hill and 
Heathrow Airport areas of the 

ACOG map 

 Routes within Biggin Hill, 
Farnborough and Heathrow 
Airport areas of the ACOG 

map 

N/A Route not operationally 
viable

Routes within the  Biggin Hill, 
Heathrow and Farnborough 

areas on the ACOG map 

Routes initially within the 
Biggin Hill, Farnborough and 
Heathrow areas on the ACOG 

map. Beyond c.4000ft it is 
outside of these areas. 

N/A Route not operationally 
viable.

Routes initially within the 
Biggin Hill, Farnborough, and 
Heathrow areas on the ACOG 

map. Beyond c.5000ft it is 
outside of these areas. 

Routes initially within the 
Biggin Hill and Heathrow 
areas on the ACOG map. 

Beyond c.4000ft it is outside 
of these areas. 

N/A Route not operationally 
viable.

Routes initially within the 
Biggin Hill, Farnborough, and 
Heathrow areas on the ACOG 

map. Beyond c.5000ft it is 
outside of these areas. 

Routes initially within the 
Biggin Hill and Heathrow 
areas on the ACOG map. 

Beyond c.4000ft it is outside 
of these areas. 

N/A Route not operationally 
viable.

Routes within the Heathrow, 
Biggin Hill and Farnborough 

areas of ACOG map here 
there is expected to be large 
areas of possible cumulative 

impacts

Routes initially within the 
Biggin Hill and Heathrow 
areas on the ACOG map. 

Beyond c.3500ft it is outside 
of these areas. 

N/A Route not operationally 
viable.

Routes within the Biggin Hill, 
Farnborough and Heathrow 
areas on the ACOG map. 

Routes initially within the 
Biggin Hill and Heathrow 
areas on the ACOG map. 

Beyond c.3500ft it is outside 
of these areas. 

N/A Route not operationally 
viable.

Routes initially within the 
Biggin Hill, Farnborough, and 
Heathrow areas on the ACOG 

map. Beyond c.5000ft it is 
outside of these areas. 

Routes initially within the 
Biggin Hill and Heathrow 
areas on the ACOG map. 

Beyond c.4000ft it is outside 
of these areas. 

N/A Route not operationally 
viable.

Routes within the Heathrow, 
Biggin Hill and Farnborough 

areas of ACOG map here 
there is expected to be large 
areas of possible cumulative 

impacts. 

Routes initially within the 
Biggin Hill and Heathrow 
areas on the ACOG map. 

Beyond c.3500ft it is outside 
of these areas. 

N/A Route not operationally 
viable.

Routes initially within the 
Biggin Hill, Farnborough, and 
Heathrow areas on the ACOG 

map. Beyond c.5000ft it is 
outside of these areas. 

Routes initially within the 
Biggin Hill and Heathrow 
areas on the ACOG map. 

Beyond c.4000ft it is outside 
of these areas. 

The right turn departure routes 
within the Heathrow, Biggin 

Hill, and London City sections 
of the map; here there is 

expected to be large areas of 
possible cumulative impacts

Routes within the Biggin Hill, 
Farnborough and Heathrow 
areas on the ACOG map. 

Routes within the Biggin Hill 
and Heathrow areas on the 

ACOG map.

9
Locally 
Tailored 
Designs

-

This option was specifically designed to minimise populations numbers within the 80dB 
SEL which is considered indicative of impact on the 45 dB Laeq night time contour. Whilst 

Route A is not viable when both Heathrow and Gatwick are operating, it could be viable 
when Heathrow have no movements and has been specifically designed for night time use 

only, owing to the population numbers within the 80dB SEL contour. This option is therefore 
considered potentially viable

See Design Principle 1

Taking departures in isolation, on the assumption that improved CCO to 7000ft is available 
this option has the potential to require less CAS and offer opportunities to simplify the 

boundaries

No feedback has been received to suggest this option would conflict with defence and 
security requirements

This option is expected to meet capacity requirements in the night period subject to 
Heathrow being closed. 

See Design Principle 5

See Design Principle 3, 6, 7, 8 and 9

This option is expected to meet capacity requirements. 

No feedback has been received to suggest this option would conflict with defence and 
security requirements

Taking departures in isolation, on the assumption that improved CCO to 7000ft is available this option has the potential to require less CAS and offer 
opportunities to simplify the boundaries

Taking departures in isolation, on the assumption that improved CCO to 7000ft is available 
this option has the potential to require less CAS and offer opportunities to simplify the 

boundaries

Taking departures in isolation, on the assumption that 
improved CCO to 7000ft is available this option has the 
potential to require less CAS and offer opportunities to 

simplify the boundaries

Taking departures in isolation, on the assumption that 
improved CCO to 7000ft is available this option has the 
potential to require less CAS and offer opportunities to 

simplify the boundaries

Taking departures in isolation, on the assumption that 
improved CCO to 7000ft is available this option has the 
potential to require less CAS and offer opportunities to 

simplify the boundaries

Taking departures in isolation, on the assumption that 
improved CCO to 7000ft is available this option has the 
potential to require less CAS and offer opportunities to 

simplify the boundaries

Taking departures in isolation, on the assumption that 
improved CCO to 7000ft is available this option has the 
potential to require less CAS and offer opportunities to 

simplify the boundaries

Taking departures in isolation, on the assumption that 
improved CCO to 7000ft is available this option has the 
potential to require less CAS and offer opportunities to 

simplify the boundaries

Taking departures in isolation, on the assumption that improved CCO to 7000ft is available 
this option has the potential to require less CAS and offer opportunities to simplify the 

boundaries

No feedback has been received to suggest this option would conflict with defence and security requirements No feedback has been received to suggest this option would conflict with defence and security requirements No feedback has been received to suggest this option would conflict with defence and security requirements
No feedback has been received to suggest this option would conflict with defence and 

security requirements
No feedback has been received to suggest this option would conflict with defence and 

security requirements

Gatwick's departures fly standard instrument departures (SIDs) but in order to maximise efficiency aircraft are usually vectored after passing 3000/4000’. 
This leads to high ATC workload, often reaching capacity, due to interactions with other neighbouring airport traffic flows as well as with its own arrivals. 

Without modernisation to decrease routine ATC tactical intervention, increased traffic levels with the LTMA will lead to flow restrictions and delay in order 
to keep ATC workload within safe limits. This will limit capacity and constrain demand. 

This option in it's current configuration would not meet current or future capacity 
requirements as there are only 2 viable SIDs which would be worse than today.

This option in it's current configuration would not meet current or future capacity 
requirements as there are only 2 viable SIDs which would be worse than today.

This option in it's current configuration would not meet current or future capacity 
requirements as there are only 2 viable SIDs which would be worse than today.

This option in it's current configuration would not meet current or future capacity 
requirements as there are only 2 viable SIDs which would be worse than today.

This option in it's current configuration would not meet current or future capacity requirements as there are only 2 viable SIDs which would be worse than today. This option in it's current configuration would not meet current or future capacity 
requirements as there are only 2 viable SIDs which would be worse than today.

This option is expected to meet capacity requirements. This option is expected to meet capacity requirements. 

Current operations require the current airspace and is used as a benchmark to measure future potential requirements

Taking departures in isolation, on the assumption that 
improved CCO to 7000ft is available this option has the 
potential to require less CAS and offer opportunities to 

simplify the boundaries

Taking departures in isolation, on the assumption that 
improved CCO to 7000ft is available this option has the 
potential to require less CAS and offer opportunities to 

simplify the boundaries

Taking departures in isolation, on the assumption that 
improved CCO to 7000ft is available this option has the 
potential to require less CAS and offer opportunities to 

simplify the boundaries

Taking departures in isolation, on the assumption that 
improved CCO to 7000ft is available this option has the 
potential to require less CAS and offer opportunities to 

simplify the boundaries

Taking departures in isolation, on the assumption that 
improved CCO to 7000ft is available this option has the 
potential to require less CAS and offer opportunities to 

simplify the boundaries

Taking departures in isolation, on the assumption that 
improved CCO to 7000ft is available this option has the 
potential to require less CAS and offer opportunities to 

simplify the boundaries

Taking departures in isolation, on the assumption that improved CCO to 7000ft is available 
this option has the potential to require less CAS and offer opportunities to simplify the 

boundaries

Taking departures in isolation, on the assumption that improved CCO to 7000ft is available this option has the potential to require less CAS and offer 
opportunities to simplify the boundaries

No feedback has been received to suggest this option would conflict with defence and 
security requirements

No feedback has been received to suggest this option would conflict with defence and 
security requirements

No feedback has been received to suggest this option would conflict with defence and security requirements
No feedback has been received to suggest this option would conflict with defence and 

security requirements

See Design Principle 3, 6, 7, 8 and 9 See Design Principle 3, 6, 7, 8 and 9 See Design Principle 3, 6, 7, 8 and 9 See Design Principle 3, 6, 7, 8 and 9 See Design Principle 3, 6, 7, 8 and 9 See Design Principle 3, 6, 7, 8 and 9 See Design Principle 3, 6, 7, 8 and 9 See Design Principle 3, 6, 7, 8 and 9

This option in it's current configuration would not meet current or future capacity requirements as there are only 2 viable SIDs which would be worse than today.
This option in it's current configuration would not meet current or future capacity 
requirements as there are only 2 viable SIDs which would be worse than today.

This option in it's current configuration would not meet current or future capacity 
requirements as there are only 2 viable SIDs which would be worse than today.

This option in it's current configuration would not meet current or future capacity 
requirements as there are only 2 viable SIDs which would be worse than today.

This option in it's current configuration would not meet current or future capacity 
requirements as there are only 2 viable SIDs which would be worse than today.

This option in it's current configuration would not meet current or future capacity requirements as there are only 2 viable SIDs which would be worse than today.
This option in it's current configuration would not meet current or future capacity 
requirements as there are only 2 viable SIDs which would be worse than today.

See Design Principle 3, 6, 7, 8 and 9

See Design Principle 5 See Design Principle 5 See Design Principle 5 See Design Principle 5 See Design Principle 5 See Design Principle 5 See Design Principle 5 See Design Principle 5 See Design Principle 5

AMS

See Design Principle 5 See Design Principle 5 See Design Principle 5 See Design Principle 5 See Design Principle 5 See Design Principle 5 See Design Principle 5 See Design Principle 5

See Design Principle 3, 6, 7, 8 and 9 See Design Principle 3, 6, 7, 8 and 9 See Design Principle 3, 6, 7, 8 and 9 See Design Principle 3, 6, 7, 8 and 9 See Design Principle 3, 6, 7, 8 and 9 See Design Principle 3, 6, 7, 8 and 9 See Design Principle 3, 6, 7, 8 and 9 See Design Principle 3, 6, 7, 8 and 9

No feedback has been received to suggest this option would conflict with defence and security requirements
No feedback has been received to suggest this option would conflict with defence and 

security requirements
No feedback has been received to suggest this option would conflict with defence and 

security requirements
No feedback has been received to suggest this option would conflict with defence and 

security requirements
No feedback has been received to suggest this option would conflict with defence and 

security requirements
No feedback has been received to suggest this option would conflict with defence and security requirements

No feedback has been received to suggest this option would conflict with defence and 
security requirements

See Design Principle 1 See Design Principle 1 See Design Principle 1 See Design Principle 1 See Design Principle 1 See Design Principle 1 See Design Principle 1 See Design Principle 1See Design Principle 1 See Design Principle 1 See Design Principle 1 See Design Principle 1 See Design Principle 1 See Design Principle 1 See Design Principle 1 See Design Principle 1 See Design Principle 1

There are potentially interactions with between Route C and westerly arrivals, Route A 
departures and then the Heathrow operation that would require resolution but these are 

considered potentially viable.

1

The wide turn on P1 Route A and P2 Route A will increase interactions with any future Heathrow operation resulting in higher workload than today and increased chances of a safety 
event in the case of a level bust. This departure configuration has routes (P1A v P1B and P2B v P2C) which diverge by less than 45  ̊and they also start their divergence later than today; 

this will require further investigation and a specific safety case to achieve separation standards for 1 minute splits. 

 The use of SIDs which turn on/off at a certain time will require additional assurances. Even if technically possible through systems and flight planning, the chances of human error 
(aircraft flying the wrong SID, or ATC thinking the other SID is in use) will exist and this will require further investigation should this option progress. However, owing to both A routes, 

this option is assessed as not meeting Safety by Design although Routes B and C (both periods) may be safe as part of a different SID grouping.  

Route A will increase interactions with any future Heathrow operation resulting in higher 
workload than today and increased chances of a safety event in the case of a level bust. 

Owing to Route A, this option is assessed as not meeting Safety by Design  although 
Routes B and C may be safe as part of a different SID grouping

There are potentially interactions with between Route B and westerly arrivals that would require resolution but these are considered potentially viable. No 
other safety concerns raised at this time assuming a 2 min departure separation between Route C/D/E SIDs.

There are potentially interactions with between Route B and westerly arrivals that would require resolution but these are considered potentially viable. No 
other safety concerns raised at this time assuming a 2 min departure separation between Route C/D/E SIDs.

The wide turn on Period 2 Route A will increase interactions with any future Heathrow operation resulting in higher workload than today and increased chances of a safety event in the 
case of a level bust. This departure configuration has routes (Period 2 A v Period 2 B) which start their divergence later than today; this will require further investigation and a specific 

safety case to achieve separation standards for 1 minute splits. 

The use of SIDs which turn on/off at a certain time will require additional assurances. Even if technically possible through systems and flight planning, the chances of human error 
(aircraft flying the wrong SID, or ATC thinking the other SID is in use) will exist and this will require further investigation should this option progress. However, owing to Period 2 Route A, 

this option is assessed as not meeting Safety by Design although all other routes may be safe as part of a different SID grouping.. 

The wide turn on Route A will increase interactions with any future Heathrow operation 
resulting in higher workload than today and increased chances of a safety event in the case 
of a level bust. Owing to Route A, this option is assessed as not meeting Safety by Design 

although Routes B and C may be safe as part of a different SID grouping.

The wide turn on Route A will increase interactions with any future Heathrow operation 
resulting in higher workload than today and increased chances of a safety event in the case 
of a level bust. Owing to Route A, this option is assessed as not meeting Safety by Design 

although Routes B and C may be safe as part of a different SID grouping.

The wide turn on Route A and the positioning of the latter part of Route B will increase 
interactions with any future Heathrow operation resulting in higher workload than today and 

increased chances of a safety event in the case of a level bust. Owing to Route A and 
Route B, this option is assessed as not meeting Safety by Design although Route C may be 

safe as part of a different SID grouping.

The wide turn on Route A will increase interactions with any future Heathrow operation 
resulting in higher workload than today and increased chances of a safety event in the case 
of a level bust. Owing to Route A  this option is assessed as not meeting Safety by Design 

although Route B and C may be safe as part of a different SID grouping.

Gatwick's departures fly standard instrument departures (SIDs) but in order to maximise efficiency aircraft are usually vectored after passing 3000/4000’. 
This leads to high ATC workload, often reaching capacity, due to interactions with other neighbouring airport traffic flows as well as with its own arrivals. 

Without modernisation to decrease routine ATC tactical intervention, increased traffic levels with the LTMA will lead to flow restrictions and delay in order 
to keep ATC workload within safe limits.

Safety by 
Design

The wide turn on Period 1 Route A and the Period 2 Route A pointing straight at Heathrow and the positioning of the latter part of Route B will increase interactions with any future 
Heathrow operation resulting in higher workload than today and increased chances of a safety event in the case of a level bust. Owing to Period 1 Route A, Period 2 Route A and Period 

2 Route B, this option is assessed as not meeting Safety by Design although Period 1 Routes B and C and Period 2 C may be safe as part of a different SID grouping.

Route A will increase interactions with any future Heathrow operation resulting in higher 
workload than today and increased chances of a safety event in the case of a level bust.  

Owing to Route A, this option is assessed as not meeting Safety by Design  although 
Routes B and C may be safe as part of a different SID grouping.

This option was developed following stakeholder feedback. It uses the outputs of the 
Airspace Design Database to balance overflight of new areas and overflight of total 

population  between 0-4000ft before routing directly to the network exit points between 4-
7000ft. Small adjustments will be made to the lateral path to consider noise, however these 

will be balanced with reducing fuel burn and CO2

This night-time respite option has been designed to minimise the total population overflown 
between 0-7000ft. (See DP 3 for further details). 

This option has been designed to minimise the total population newly overflown between 0-7000ft. It is based on the existing RNAV 1 nominal 
centrelines of the departure routes departing from Gatwick (including NPRs) however the vertical performance of these routes has been updated to reflect 

continuous climb performance. (See DP 3 for further details). 

This option has been designed to minimise population newly overflown between 0 – 4000ft before routing directly to the network exit points between 4-
7000ft. Small adjustments will be made to the lateral path to consider noise, however these will be balanced with reducing fuel burn and CO2.

This respite option uses two configurations WDA and parts of WDG. Both of these options ‘met’ the Design Principle in their respective evaluations. 
This option was developed following stakeholder feedback. It uses DEFRA’s road and rail 

noise mapping to identify areas of high ambient noise (please see the Stage 2A document 
for further details). 

This option was developed following stakeholder feedback. It uses DEFRA’s road and rail 
noise mapping to identify areas of high ambient noise (please see the Stage 2A document 

for further details) between 0-4000ft before routing directly to the network exit points between 
4-7000ft. Small adjustments will be made to the lateral path to consider noise, however 

these will be balanced with reducing fuel burn and CO2.

The baseline ‘do nothing’ scenario would not change the noise environment at Gatwick. Aircraft would continue to fly the SIDS and be tactically 
controlled (vectored) by ATC once outside the NPR. Some stakeholders would prefer for Gatwick to remain as it is today and therefore this in itself could 
be considered a locally tailored design. However, the broad vectoring swathes beyond the NPRs do not consider the local environment and therefore do 

not offer opportunities to avoid noise sensitive areas. 

This option has been designed to minimise the total population overflown between 0-
7000ft. (See DP 3 for further details). 

This option has been designed to minimise the total population overflown between 0-
7000ft. (See DP 3 for further details). 

This option has been designed to minimise the total population overflown between 0 – 
4000ft before routing directly to the network exit points between 4-7000ft. Small adjustments 

will be made to the lateral path to consider noise, however these will be balanced with 
reducing fuel burn and CO2.

This option has been designed to minimise the total population overflown between 0 – 
4000ft before routing directly to the network exit points between 4-7000ft. Small adjustments 

will be made to the lateral path to consider noise, however these will be balanced with 
reducing fuel burn and CO2.

The option removes dependencies on VORs although DMEs will likely still be required for some RNAV1 operations. This does generate a dependency on GPS but possibly no more 
than today’s existing dependency on FMS overlays. The implementation of PBN SIDs from the northern runway will add resilience to Gatwick. The contribution towards systemised 

airspace enables enhanced controller tool support which, in the long term, is expected to lead to a reduction in Controller workload in turn delivering increased operational resilience.

The option removes dependencies on VORs although DMEs will likely still be required for 
some RNAV1 operations. This does generate a dependency on GPS but possibly no more 
than today’s existing dependency on FMS overlays. The implementation of PBN SIDs from 

the northern runway will add resilience to Gatwick. The contribution towards systemised 
airspace enables enhanced controller tool support which, in the long term, is expected to 

lead to a reduction in Controller workload in turn delivering increased operational resilience.

This option was developed following stakeholder feedback. It uses the outputs of the 
Airspace Design Database to balance overflight of new areas and overflight of total 

population. The option was developed using existing overflight data, Sound Exposure Level 
(SEL) data, LAMax and overflight data has been used to identify high performing notional 
flight paths between 0-4000ft before routing directly to the network exit points between 4-

7000ft. Small adjustments will be made to the lateral path to consider noise, however these 
will be balanced with reducing fuel burn and CO2. With the exception of route A, CCO 

performance is expected to improve compared to the baseline (see DP6 for further details)

This option was developed following stakeholder feedback. It uses DEFRA’s road and rail 
noise mapping to identify areas of high ambient noise (please see the Stage 2A document 

for further details). This option has not been developed using data associated with the 
primary and secondary noise metrics of CAP1616. There is typically a correlation between 

areas of high ambient noise and population and therefore, in relation to the primary and 
secondary metrics, this option may not perform as well as other options on the 

comprehensive list. It's performance against these metrics would require further exploration 
as part of the Initial Options Appraisal should this option progress. 

With the exception of route A, CCO performance is expected to improve compared to the 
baseline (see DP6 for further details)

This option was developed following stakeholder feedback. It uses DEFRA’s road and rail 
noise mapping to identify areas of high ambient noise (please see the Stage 2A document 

for further details). This option has not been developed using data associated with the 
primary and secondary noise metrics of CAP1616. There is typically a correlation between 

areas of high ambient noise and population and therefore, in relation to the primary and 
secondary metrics, this option may not perform as well as other options on the 

comprehensive list. It's performance against these metrics would require further exploration 
as part of the Initial Options Appraisal should this option progress. 

With the exception of route A, CCO performance is expected to improve compared to the 
baseline (see DP6 for further details)

This option does not offer any respite configurationsThis option does not offer any respite configurations

The three PBN departure routes that form part of this option will offer long term predictability 
of flight paths. 

The three PBN departure routes that form part of this option will offer long term predictability 
of flight paths. 

The three PBN departure routes that form part of this option will offer long term predictability 
of flight paths. 

The option removes dependencies on VORs although DMEs will likely still be required for 
some RNAV1 operations. This does generate a dependency on GPS but possibly no more 
than today’s existing dependency on FMS overlays. The implementation of PBN SIDs from 

the northern runway will add resilience to Gatwick. The contribution towards systemised 
airspace enables enhanced controller tool support which, in the long term, is expected to 

lead to a reduction in Controller workload in turn delivering increased operational resilience.

The option removes dependencies on VORs although DMEs will likely still be required for 
some RNAV1 operations. This does generate a dependency on GPS but possibly no more 
than today’s existing dependency on FMS overlays. The implementation of PBN SIDs from 

the northern runway will add resilience to Gatwick. The contribution towards systemised 
airspace enables enhanced controller tool support which, in the long term, is expected to 

lead to a reduction in Controller workload in turn delivering increased operational resilience.

The five PBN departure routes that form part of this option will offer long term predictability of flight paths. The five PBN departure routes that form part of this option will offer long term predictability of flight paths. This option offers long term predictability via PBN departure routes. The routes are split into two respite configurations which would be alternated predictably. 
The three PBN departure routes that form part of this option will offer long term predictability 

of flight paths. 
The three PBN departure routes that form part of this option will offer long term predictability 

of flight paths. 
The three PBN departure routes that form part of this option will offer long term predictability 

of flight paths. 

The option is based on two respite configurations each formed of three PBN departure routes. The effectiveness of the respite configurations will be assessed as part of the Initial 
Options Appraisal should this option progress. 

This option has been designed to minimise the total population overflown. As part of the 
development of the option, Sound Exposure Level (SEL) data, LAMax and overflight data has 
been used to identify high performing notional flight paths. SEL data forms part of the LAeq 
calculations which will be undertaken later in the process. LAMax and overflight data form a 

secondary metric. The data was focused on the night-time metrics.  
CCO performance (at night) is expected to improve compared to the baseline (see DP6 for 

further details)

The option removes dependencies on VORs although DMEs will likely still be required for 
some RNAV1 operations. This does generate a dependency on GPS but possibly no more 
than today’s existing dependency on FMS overlays. The implementation of PBN SIDs from 

the northern runway will add resilience to Gatwick. The contribution towards systemised 
airspace enables enhanced controller tool support which, in the long term, is expected to 

lead to a reduction in Controller workload in turn delivering increased operational resilience.

This option has been developed based on night-time noise metrics and is intended to be 
used as night-time configuration alongside one of the other options. This means that the 
option would offer predictable respite during the night-time period for those communities 
under day-time routes. The configuration of 3 PBN departure routes will offer long term 

predictability.

As a night-time option intended to be operated alongside another option, this option would 
offer respite

This option is designed to adopt enhanced navigation standards. It is expected to operate 
to a minimum standard of RNAV1 although the exact PBN specification will be explored in 

further detail as we develop and refine options through the process. Use of RF would be 
preferable on 180  ̊turns.

This option is designed to adopt enhanced navigation standards. It is expected to operate 
to a minimum standard of RNAV1 although the exact PBN specification will be explored in 

further detail as we develop and refine options through the process. Use of RF would be 
preferable on 180  ̊turns.

This option is designed to adopt enhanced navigation standards. It is expected to operate 
to a minimum standard of RNAV1 although the exact PBN specification will be explored in 

further detail as we develop and refine options through the process.  Use of RF would be 
preferable on any 180  ̊turns.

This option is designed to adopt enhanced navigation standards. It is expected to operate 
to a minimum standard of RNAV1 although the exact PBN specification will be explored in 

further detail as we develop and refine options through the process. Use of RF would be 
preferable on any 180  ̊turns. 

This option is designed to adopt enhanced navigation standards. It is expected to operate to a minimum standard of RNAV1 although the exact PBN specification will be explored in 
further detail as we develop and refine options through the process. Use of RF would be preferable on any 180  ̊turns.

This option is designed to adopt enhanced navigation standards. It is expected to operate 
to a minimum standard of RNAV1 although the exact PBN specification will be explored in 

further detail as we develop and refine options through the process. Use of RF would be 
preferable on 180  ̊turns.

This option is designed to adopt enhanced navigation standards. It is expected to operate to a minimum standard of RNAV1 although the exact PBN 
specification will be explored in further detail as we develop and refine options through the process. 

This option is designed to adopt enhanced navigation standards. It is expected to operate to a minimum standard of RNAV1 although the exact PBN 
specification will be explored in further detail as we develop and refine options through the process. Use of RF would be preferable on any 180  ̊turns.

The option removes dependencies on VORs although DMEs will likely still be required for 
some RNAV1 operations. This does generate a dependency on GPS but possibly no more 
than today’s existing dependency on FMS overlays. The implementation of PBN SIDs from 

the northern runway will add resilience to Gatwick. The contribution towards systemised 
airspace enables enhanced controller tool support which, in the long term, is expected to 

lead to a reduction in Controller workload in turn delivering increased operational resilience.

The option removes dependencies on VORs although DMEs will likely still be required for 
some RNAV1 operations. This does generate a dependency on GPS but possibly no more 
than today’s existing dependency on FMS overlays. The implementation of PBN SIDs from 

the northern runway will add resilience to Gatwick. The contribution towards systemised 
airspace enables enhanced controller tool support which, in the long term, is expected to 

lead to a reduction in Controller workload in turn delivering increased operational resilience.

The option removes dependencies on VORs although DMEs will likely still be required for some RNAV1 operations. This does generate a dependency on 
GPS but possibly no more than today’s existing dependency on FMS overlays. The implementation of PBN SIDs from the northern runway will add 

resilience to Gatwick. The contribution towards systemised airspace enables enhanced controller tool support which, in the long term, is expected to 
lead to a reduction in Controller workload in turn delivering increased operational resilience.

The option removes dependencies on VORs although DMEs will likely still be required for some RNAV1 operations. This does generate a dependency on 
GPS but possibly no more than today’s existing dependency on FMS overlays. The implementation of PBN SIDs from the northern runway will add 

resilience to Gatwick. The contribution towards systemised airspace enables enhanced controller tool support which, in the long term, is expected to 
lead to a reduction in Controller workload in turn delivering increased operational resilience.

The option removes dependencies on VORs although DMEs will likely still be required for some RNAV1 operations. This does generate a dependency on GPS but possibly no more 
than today’s existing dependency on FMS overlays. The implementation of PBN SIDs from the northern runway will add resilience to Gatwick. The contribution towards systemised 

airspace enables enhanced controller tool support which, in the long term, is expected to lead to a reduction in Controller workload in turn delivering increased operational resilience.

The option removes dependencies on VORs although DMEs will likely still be required for 
some RNAV1 operations. This does generate a dependency on GPS but possibly no more 
than today’s existing dependency on FMS overlays. The implementation of PBN SIDs from 

the northern runway will add resilience to Gatwick. The contribution towards systemised 
airspace enables enhanced controller tool support which, in the long term, is expected to 

lead to a reduction in Controller workload in turn delivering increased operational resilience.

The option removes dependencies on VORs although DMEs will likely still be required for 
some RNAV1 operations. This does generate a dependency on GPS but possibly no more 
than today’s existing dependency on FMS overlays. The implementation of PBN SIDs from 

the northern runway will add resilience to Gatwick. The contribution towards systemised 
airspace enables enhanced controller tool support which, in the long term, is expected to 

lead to a reduction in Controller workload in turn delivering increased operational resilience.

The option removes dependencies on VORs although DMEs will likely still be required for 
some RNAV1 operations. This does generate a dependency on GPS but possibly no more 
than today’s existing dependency on FMS overlays. The implementation of PBN SIDs from 

the northern runway will add resilience to Gatwick. The contribution towards systemised 
airspace enables enhanced controller tool support which, in the long term, is expected to 

lead to a reduction in Controller workload in turn delivering increased operational resilience.

The option removes dependencies on VORs although DMEs will likely still be required for 
some RNAV1 operations. This does generate a dependency on GPS but possibly no more 
than today’s existing dependency on FMS overlays. The implementation of PBN SIDs from 

the northern runway will add resilience to Gatwick. The contribution towards systemised 
airspace enables enhanced controller tool support which, in the long term, is expected to 

lead to a reduction in Controller workload in turn delivering increased operational resilience.

This option is designed to adopt enhanced navigation standards. It is expected to operate 
to a minimum standard of RNAV1 although the exact PBN specification will be explored in 

further detail as we develop and refine options through the process. Use of RF would be 
preferable on 180  ̊turns.

The three PBN departure routes that form part of this option will offer long term predictability 
of flight paths. 

This option offers long term predictability via PBN departure routes. The routes are split into two configurations which would be alternated predictably. 

The option is based on two respite configurations each formed of three PBN departure routes. The effectiveness of the respite configurations will be assessed as part of the Initial 
Options Appraisal should this option progress. 

This option does not offer any respite configurations

This option is designed to adopt enhanced navigation standards. It is expected to operate 
to a minimum standard of RNAV1 although the exact PBN specification will be explored in 

further detail as we develop and refine options through the process. 

This option was developed following stakeholder feedback. It uses DEFRA’s road and rail noise mapping to identify areas of high ambient noise (please see the Stage 2A document for 
further details). The two respite configurations have not been developed using data associated with the primary and secondary noise metrics of CAP1616. There is typically a 

correlation between areas of high ambient noise and population and therefore, in relation to the primary and secondary metrics, this option may not perform as well as other options on 
the comprehensive list. The performance against these metrics would require further exploration as part of the Initial Options Appraisal should this option progress. 

With the exception of the ,period 1 route A and period 2 route A and B, CCO performance is expected to improve compared to the baseline (see DP6 for further details)

This option is designed to adopt enhanced navigation standards. It is expected to operate 
to a minimum standard of RNAV1 although the exact PBN specification will be explored in 

further detail as we develop and refine options through the process. 

This option is designed to adopt enhanced navigation standards. It is expected to operate 
to a minimum standard of RNAV1 although the exact PBN specification will be explored in 

further detail as we develop and refine options through the process. 

This option has been designed to minimise the total population overflown. As part of the 
development of the option, Sound Exposure Level (SEL) data, LAMax and overflight data has 
been used to identify high performing notional flight paths. SEL data forms part of the LAeq 
calculations which will be undertaken later in the process. LAMax and overflight data form a 

secondary metric. The data was focused on the night-time metrics.  
With the exception of route A, CCO performance is expected to improve compared to the 

baseline (see DP6 for further details)

This option has been designed to minimise the total population newly overflown. It is based on the existing RNAV 1 nominal centrelines of the departure 
routes departing from Gatwick (including NPRs) however the vertical performance of these routes has been updated to reflect continuous climb 

performance.
CCO performance is expected to improve compared to the baseline although for some elements of the system there are interdependencies with other 

airports which would require further investigation (see DP6 for further details).

This option has been designed to minimise the total population newly overflown. It is based on the existing RNAV 1 nominal centrelines of the departure 
routes departing from Gatwick (including NPRs) however the vertical performance of these routes has been updated to reflect continuous climb 

performance. Beyond 4000ft, aircraft fly directly to the network entry/exit points although small adjustments to the lateral flight paths would be made to 
consider noise impacts.

CCO performance is expected to improve compared to the baseline although for some elements of the system there are interdependencies with other 
airports which would require further investigation (see DP6 for further details).

This respite option uses two configurations WDA and parts of WDG. Both of these options ‘met’ the Design Principle in their respective evaluations. 
potential impacts of PBN concentration. 

With the exception of the period 2 route A, CCO performance is expected to improve compared to the baseline (see DP6 for further details)

The option is based on two respite configurations each formed of three PBN departure routes. The effectiveness of the respite configurations will be assessed as part of the Initial 
Options Appraisal should this option progress. 

This option does not offer any respite configurations This option does not offer any respite configurations This option does not offer any respite configurations This option does not offer any respite configurationsThis option (if operated in the daytime) does not offer any respite configurations This option does not offer any respite configurations This option does not offer any respite configurations

The three PBN departure routes that form part of this option will offer long term predictability 
of flight paths. 

This option offers long term predictability via PBN departure routes. The routes are split into two respite configurations which would be alternated predictably. 

The option removes dependencies on VORs although DMEs will likely still be required for 
some RNAV1 operations. This does generate a dependency on GPS but possibly no more 
than today’s existing dependency on FMS overlays. The implementation of PBN SIDs from 

the northern runway will add resilience to Gatwick. The contribution towards systemised 
airspace enables enhanced controller tool support which, in the long term, is expected to 

lead to a reduction in Controller workload in turn delivering increased operational resilience.

The option removes dependencies on VORs although DMEs will likely still be required for 
some RNAV1 operations. This does generate a dependency on GPS but possibly no more 
than today’s existing dependency on FMS overlays. The implementation of PBN SIDs from 

the northern runway will add resilience to Gatwick. The contribution towards systemised 
airspace enables enhanced controller tool support which, in the long term, is expected to 

lead to a reduction in Controller workload in turn delivering increased operational resilience.

The baseline ‘do nothing’ scenario would not change the noise environment at Gatwick. Aircraft would continue to fly the SIDS and be tactically 
controlled (vectored) by ATC once outside the NPR. As the airspace is not modernised, aircraft will have the same CCO performance as today. As traffic 

within the LTMA increases, this could lead to decreased CCO performance which has an impact on noise. 

This option is designed to adopt enhanced navigation standards. It is expected to operate to a minimum standard of RNAV1 although the exact PBN specification will be explored in 
further detail as we develop and refine options through the process. 

This option is designed to adopt enhanced navigation standards. It is expected to operate 
to a minimum standard of RNAV1 although the exact PBN specification will be explored in 

further detail as we develop and refine options through the process. 

Other than the initial straight ahead section of flight immediately after take off, the routes 
which form this option do not have overlapping areas of overflight. 

The overlap of overflight between the period 1 and period 2 configuration means that the advantages of respite configurations are not achieved for everyone

This respite option has been designed to minimise the total population overflown between 0-7000ft. (See DP 3 for further details). 

The straight ahead routes share areas of cumulative overflight before splitting (however compared to other options this split occurs sooner). This means that communities closer in to 
the airport, that are more likely to be significantly impacted by noise, are less likely to gain the full benefits of the respite configuration. In addition to this, these communities will be 

located under final approach (see below). There is also a small amount of overlap of the right turn overflight contours which may be mitigated with further development should this option 
progress. The left turns have separation in terms of overflight which will benefit communities further out from Gatwick.

6

Optimise 
Use of 
Aircraft 
Capabilities

7

The existing departure configuration does not offer any opportunities for predictable respite. Between 0-4000ft, aircraft follow the SID centrelines and NPR 
routes. Between 4-7000ft, aircraft are usually tactically controlled (vectored), and therefore aircraft are dispersed across the airspace, providing some 

unpredictable noise relief/dispersion for some communities.

The three PBN departure routes that form part of this option will offer long term predictability 
of flight paths. 

This option does not offer any respite configurations

The three PBN departure routes that form part of this option will offer long term predictability 
of flight paths. 

The three PBN departure routes that form part of this option will offer long term predictability 
of flight paths. 

This option does not offer any respite configurations This option does not offer any respite configurations

Other than the initial straight ahead section of flight immediately after take off, the routes 
which form this option do not have overlapping areas of overflight. 

2019 track data shows that there are significant areas where there is overflight by arrivals and departures to/from Gatwick Airport. Of particular note, 
Routes 1 and 7 fly down RWY 08 final approach meaning those communities get no respite through a change in runway mode.

Within the existing operation, route 4 and route 9 turn relatively shortly after departure. Route 1, route 7 and route 8 fly straight ahead for an extended 
period before turning; this creates some overlapping areas of overflight. At the end of the NPRs, aircraft are tactically controlled and therefore there is the 

opportunity for cumulative overflight from multiple routes. 

Other than the initial straight ahead section of flight immediately after take off, the routes 
which form this option do not have overlapping areas of overflight. 

The option removes dependencies on VORs although DMEs will likely still be required for some RNAV1 operations. This does generate a dependency on GPS but possibly no more 
than today’s existing dependency on FMS overlays. The implementation of PBN SIDs from the northern runway will add resilience to Gatwick. The contribution towards systemised 

airspace enables enhanced controller tool support which, in the long term, is expected to lead to a reduction in Controller workload in turn delivering increased operational resilience.

Other than the initial straight ahead section of flight immediately after take off, the routes 
which form this option do not have overlapping areas of overflight. 

Other than the initial straight ahead section of flight immediately after take off, the routes 
which form this option do not have overlapping areas of overflight. 

This option was developed following stakeholder feedback. It uses DEFRA’s road and rail 
noise mapping to identify areas of high ambient noise (please see the Stage 2A document 

for further details). 

This option was developed following stakeholder feedback. It uses DEFRA’s road and rail 
noise mapping to identify areas of high ambient noise (please see the Stage 2A document 

for further details) between 0-4000ft before routing directly to the network exit points between 
4-7000ft. Small adjustments will be made to the lateral path to consider noise, however 

these will be balanced with reducing fuel burn and CO2.

Other than the initial straight ahead section of flight immediately after take off, the routes 
which form this option do not have overlapping areas of overflight. 

Other than the initial straight ahead section of flight immediately after take off, the routes 
which form this option do not have overlapping areas of overflight. 

Other than the initial straight ahead section of flight immediately after take off, the routes 
which form this option do not have overlapping areas of overflight. 

Other than the initial straight ahead section of flight immediately after take off, the routes 
which form this option do not have overlapping areas of overflight. 

Other than the initial straight ahead section of flight immediately after take off, the routes which form this option do not have overlapping areas of 
overflight. 

Other than the initial straight ahead section of flight immediately after take off, the routes which form this option do not have overlapping areas of 
overflight. 

The straight ahead routes share areas of cumulative overflight before splitting. This means that communities closer in to the airport, that are more likely to be significantly impacted by 
noise, are less likely to gain the full benefits of the respite configuration. In addition to this, these communities will be located under final approach (see below). The left and right turns 

have separation in terms of overflight which will benefit communities further out from Gatwick. 

Other than the initial straight ahead section of flight immediately after take off, the routes 
which form this option do not have overlapping areas of overflight. 

This respite option uses two configurations WDJ and WDL. Both of these options ‘met’ the Design Principle in their respective evaluations. 
This option was developed following stakeholder feedback. It uses the outputs of the 
Airspace Design Database to balance overflight of new areas and overflight of total 

population between 0-7000ft. 

Other than the initial straight ahead section of flight immediately after take off, the routes 
which form this option do not have overlapping areas of overflight. 

This night-time respite option has been designed to minimise the total population overflown 
between 0-7000ft. (See DP 3 for further details). 

WDPWDF (Daytime) WDG WDH WDI WDJ WDK
# DP Category

Option

WD_BL WDA WDB WDC WDD WDL WDM WDN WDOWDE WDF (Nighttime Respite)

Other than the initial straight ahead section of flight immediately after take off, the routes 
which form this option do not have overlapping areas of overflight. 

The wide turn on Route A will increase interactions with any future Heathrow operation 
resulting in higher workload than today and increased chances of a safety event in the case 

of a level bust. This departure configuration has routes (B v C) which diverge by less than 
45  ̊and they also start their divergence later than today; this will require further investigation 

and a specific safety case to achieve separation standards for 1 minute splits. Owing to 
Route A, this option is assessed as not meeting Safety by Design although Routes B and C 

may be safe as part of a different SID grouping.

The wide turn on Route A will increase interactions with any future Heathrow operation 
resulting in higher workload than today and increased chances of a safety event in the case 

of a level bust. Route C for eastbound traffic is viable although there will be interactions 
with Westerly arrivals that will need resolution. Owing to Route A, this option is assessed 

as not meeting Safety by Design  although Routes B and C may be safe as part of a 
different SID grouping.

The wide turn on Route A will increase interactions with any future Heathrow operation 
resulting in higher workload than today and increased chances of a safety event in the case 

of a level bust. This departure configuration has routes (A v B) which diverge by less than 
45  ̊and they also start their divergence later than today; this will require further investigation 

and a specific safety case to achieve separation standards for 1 minute splits. Owing to 
Route A, this option is assessed as not meeting Safety by Design  although Routes B and 

C may be safe as part of a different SID grouping.

The wide turn on Route A will increase interactions with any future Heathrow operation 
resulting in higher workload than today and increased chances of a safety event in the case 
of a level bust. Owing to Route A, this option is assessed as not meeting Safety by Design  

although Routes B and C may be safe as part of a different SID grouping.

Long Term 
predictability 
and 
Adaptability

Departures currently follow the SID centrelines and associated NPRs to 3000ft/4000ft before being tactically controlled (vectored) from 3000ft/4000ft. The 
NPRs provide some predictability however the nature of tactical vectoring results in unpredictable paths above 4000ft. 

8
Deconflictio
n by Design

Aircraft departing from Gatwick Airport on the main runway either use PBN RNAV1 SIDs or conventional SIDs excluding R4 which are only conventional. 
The PBN SIDs aim to replicate the conventional routes. Gatwick’s Noise Preferred Routes (NPR) apply until either 3000ft or 4000ft depending on the route 

. Beyond this point, owing to the limitations within the LTMA and the interactions with aircraft to/from other airports, aircraft are typically tactically 
controlled (vectored) by Air Traffic Control (ATC). 

Aircraft departing from the northern runway are required to follow Gatwick’s conventional procedures which are defined based on ground based navigation 
aids although aircraft operators typically have coded overlays of these procedures. Gatwick’s Noise Preferred Routes (NPR) apply until 3000ft or 4000ft 

and beyond this point aircraft are typically tactically controlled by ATC. 

This option has been designed to minimise the total population overflown. As part of the 
development of the option, Sound Exposure Level (SEL) data, LAMax and overflight data has 
been used to identify high performing notional flight paths. SEL data forms part of the LAeq 
calculations which will be undertaken later in the process. LAMax and overflight data form a 

secondary metric. Overflight of AONB was also considered. 
With the exception of route A, CCO is expected to improve compared to the baseline  (see 

DP6 for further details)

This option has been designed to minimise the total population overflown. As part of the 
development of the option, Sound Exposure Level (SEL) data, LAMax and overflight data has 
been used to identify high performing notional flight paths. SEL data forms part of the LAeq 
calculations which will be undertaken later in the process. LAMax and overflight data form a 

secondary metric. Overflight of AONB was also considered. 
With the exception of route A, CCO performance is expected to improve compared to the 

baseline (see DP6 for further details)

This option has been designed to minimise the total population overflown. As part of the 
development of the option, Sound Exposure Level (SEL) data, LAMax and overflight data has 
been used to identify high performing notional flight paths. SEL data forms part of the LAeq 
calculations which will be undertaken later in the process. LAMax and overflight data form a 

secondary metric. Overflight of AONB was also considered. 
With the exception of route A, CCO performance is expected to improve compared to the 

baseline (see DP6 for further details)

This option has been designed to minimise the total population overflown. As part of the 
development of the option, Sound Exposure Level (SEL) data, LAMax and overflight data has 
been used to identify high performing notional flight paths. SEL data forms part of the LAeq 
calculations which will be undertaken later in the process. LAMax and overflight data form a 

secondary metric. Overflight of AONB was also considered. 
With the exception of route A, CCO performance is expected to improve compared to the 

baseline (see DP6 for further details)

This option has been designed to minimise the total population overflown. As part of the development of the option, Sound Exposure Level (SEL) data, LAMax and overflight data has 
been used to identify high performing notional flight paths. SEL data forms part of the LAeq calculations which will be undertaken later in the process. LAMax and overflight data form a 

secondary metric. Overflight of AONB was also considered. The respite configuration offers an opportunity to mitigate potential impacts of PBN concentration. 
With the exception of route A in period 1 and period 2, CCO performance is expected to improve compared to the baseline (see DP6 for further details)

This option is designed to adopt enhanced navigation standards. It is expected to operate to a minimum standard of RNAV1 although the exact PBN specification will be explored in 
further detail as we develop and refine options through the process. Use of RF would be preferable on any 180  ̊turns.

Aircraft departing from Gatwick Airport on the main runway either use PBN RNAV1 SIDs, or conventional SIDs. Aircraft departing from the northern runway 
are required to follow Gatwick’s conventional SIDs. The conventional procedures are defined based on ground based navigation aids although aircraft 

operators typically have coded overlays of these procedures. 
NATS NERL are currently undergoing a rationalisation programme of ground based equipment called VORs which will impact these conventional 

procedures and therefore will also impact GAL’s resilience. GAL are currently investigating RNAV substitution to mitigate VOR rationalisation however 
this is an interim measure until FASI implementation. 

In future, the increased volumes of traffic within the LTMA airspace will result in increased ATC and Pilot workload which will lead to additional 
complexity in the event of predictable operational factors.

This option is designed to adopt enhanced navigation standards. It is expected to operate 
to a minimum standard of RNAV1 although the exact PBN specification will be explored in 

further detail as we develop and refine options through the process. Use of RF would be 
preferable on 180  ̊turns. 

This option is designed to adopt enhanced navigation standards. It is expected to operate 
to a minimum standard of RNAV1 although the exact PBN specification will be explored in 

further detail as we develop and refine options through the process. 

This option was developed following stakeholder feedback. It uses DEFRA’s road and rail 
noise mapping to identify areas of high ambient noise (please see the Stage 2A document 

for further details). This option has not been developed using data associated with the 
primary and secondary noise metrics of CAP1616. There is typically a correlation between 

areas of high ambient noise and population and therefore, in relation to the primary and 
secondary metrics, this option may not perform as well as other options on the 

comprehensive list. It's performance against these metrics would require further exploration 
as part of the Initial Options Appraisal should this option progress. 

With the exception of route A and route B, CCO performance is expected to improve 
compared to the baseline (see DP6 for further details)

This option was developed following stakeholder feedback. It uses DEFRA’s road and rail 
noise mapping to identify areas of high ambient noise (please see the Stage 2A document 

for further details). This option has not been developed using data associated with the 
primary and secondary noise metrics of CAP1616. There is typically a correlation between 

areas of high ambient noise and population and therefore, in relation to the primary and 
secondary metrics, this option may not perform as well as other options on the 

comprehensive list. It's performance against these metrics would require further exploration 
as part of the Initial Options Appraisal should this option progress. 

With the exception of route A, CCO performance is expected to improve compared to the 
baseline (see DP6 for further details)

This option was developed following stakeholder feedback. It uses the outputs of the 
Airspace Design Database to balance overflight of new areas and overflight of total 

population. The option was developed using existing overflight data, Sound Exposure Level 
(SEL) data, LAMax and overflight data has been used to identify high performing notional 

flight paths. SEL data forms part of the LAeq calculations which will be undertaken later in 
the process. LAMax and overflight data form a secondary metric. 

With the exception of route A, CCO performance is expected to improve compared to the 
baseline (see DP6 for further details)

There is cumulative overflight from a number of neighbouring airports, the most prevalent being to the North of Gatwick where Route 4 departures often 
overfly the same areas as Heathrow departures and arrivals.  

Gatwick FASI-S ACP Stage 2A DPE Annex B

Westerly Departures (Detail)



Route 3 (Left turn W) SAM 
KENNET

Route 6 (NE) LAM Route 5 E (FRANE/CLN BIG 
DVR)

Route 2 S (SFD) Route A NORTH Route B EAST Route C WEST/SOUTH Route A NORTH Route B EAST Route C WEST/SOUTH Route A NORTH Route B EAST Route C WEST/SOUTH Route A NORTH Route B EAST Route C WEST/SOUTH Period 1 Route A NORTH Period 1 Route B EAST Period 1 Route C 
SOUTH/WEST

Period 2 Route A (EDA) 
NORTH

Period 2 Route B (EDA) EAST Period 2 Route C (EDA) 
WEST/SOUTH

Route A NORTH Route B EAST Route C WEST/SOUTH Route A NORTH Route B EAST/SOUTH Route C WEST Route A WEST Route B NORTH Route C EAST Route D SOUTH Route A WEST Route B NORTH Route C EAST Route D SOUTH Period 1 NW (EDA) NORTH Period 1 SE (EDA) EAST Period 1 S (EDA) 
SOUTH/WEST

Period 2 WEST Period 2 E EAST/NORTH Period 2 SOUTH Route A WEST Route B EAST/NORTH Route C SOUTH Route A NORTH Route B EAST Route C SOUTH/WEST Route A NORTH Route B EAST Route C SOUTH/WEST Route A WEST Route B NORTH/EAST Route C SOUTH Period 1 Route A (EDK) 
WEST

Period 1 Route B (EDK) 
NORTH/EAST

Period 1 Route C (EDK) 
SOUTH

Period 2 Route A (EDM) 
NORTH

Period 2 Route B (EDM) EAST Period Route C S (EDM) 
SOUTH/WEST

Route A NORTH Route B EAST Route C SOUTH/WEST Route A WEST Route B EAST Route C SOUTH/NORTH

Integration with airspace
Viable however may interact 

with Heathrow traffic that 
would require resolution

Viable 

Viable however does have 
interactions with Gatwick 
arrivals that would require 

resolution

Viable however may interact 
with Heathrow traffic that 
would require resolution

Viable 

Viable however does have 
interactions with Gatwick 
arrivals that would require 

resolution

Viable however may interact 
with Heathrow traffic that 
would require resolution

Viable 

Viable to the south but not to 
the west (owing to interaction 

with arrivals) however does 
have interactions with Gatwick 

arrivals that would require 
resolution

Viable however may interact 
with Heathrow traffic that 
would require resolution

Viable 

Viable to the south but not to 
the west (owing to interaction 

with arrivals) however does 
have interactions with Gatwick 

arrivals that would require 
resolution

Viable however may interact 
with Heathrow traffic that 
would require resolution

Viable however does have 
interactions with Gatwick 
arrivals that would require 

resolution

Viable however does have 
interactions with Gatwick 
arrivals that would require 

resolution

Viable however may interact 
with Heathrow traffic that 
would require resolution

Viable 

Viable however does have 
interactions with Gatwick 
arrivals that would require 

resolution

Viable however may interact 
with Heathrow traffic that 
would require resolution

Viable however does have 
interactions with Gatwick 
arrivals that would require 

resolution

Viable to go south but not 
west however does have 
interactions with Gatwick 
arrivals that would require 

resolution

Viable however may interact 
with Heathrow traffic that 
would require resolution

Viable however does have 
interactions with Gatwick 
arrivals that would require 

resolution

Viable however does have 
interactions with Gatwick 
arrivals that would require 

resolution

Viable however may interact 
with Heathrow traffic that 
would require resolution

Viable however may interact 
with Heathrow traffic that 
would require resolution

Viable 

Viable however does have 
interactions with Gatwick 
arrivals that would require 

resolution

Viable however may interact 
with Heathrow traffic that 
would require resolution

Viable however may interact 
with Heathrow traffic that 
would require resolution

Viable 

Viable however does have 
interactions with Gatwick 
arrivals that would require 

resolution

Viable however may interact 
with Heathrow traffic that 
would require resolution

Viable 

Viable however does have 
interactions with Gatwick 
arrivals that would require 

resolution

Viable however may interact 
with Heathrow traffic that 
would require resolution

Viable 

Viable however does have 
interactions with Gatwick 
arrivals that would require 

resolution

Route option is too close to 
Heathrow and would create 
additional complexity so is 

not operationally viable.

Viable however may interact 
with Heathrow traffic that 
would require resolution

Viable however does have 
interactions with Gatwick 
arrivals that would require 

resolution

Viable however may interact 
with Heathrow traffic that 
would require resolution

Viable

Viable however does have 
interactions with Gatwick 
arrivals that would require 

resolution

Viable however may interact 
with Heathrow traffic that 
would require resolution

Viable

Viable however does have 
interactions with Gatwick 
arrivals that would require 

resolution

Viable however may interact 
with Heathrow traffic that 
would require resolution.

Viable however may interact 
with Heathrow traffic that 
would require resolution

Viable however does have 
interactions with Gatwick 
arrivals that would require 

resolution

Route option is too close to 
Heathrow and would create 
additional complexity so is 

not operationally viable.

Viable however may interact 
with Heathrow traffic that 
would require resolution

Viable however does have 
interactions with Gatwick 
arrivals that would require 

resolution

Viable however may interact 
with Heathrow traffic that 
would require resolution

Viable

Viable however does have 
interactions with Gatwick 
arrivals that would require 

resolution

Viable however may interact 
with Heathrow traffic that 
would require resolution

Viable

Viable however does have 
interactions with Gatwick 
arrivals that would require 

resolution

Viable however may interact 
with Heathrow traffic that 
would require resolution

Viable

Viable however does have a 
potential interaction with the 
NERL network options that 

would require resolution and 
interactions with the Gatwick 

arrivals that would require 
resolution

Other safety

Safety

Integration: CAS
N/A Route not operationally 

viable.
N/A Route not operationally 

viable.

Integration: National 
Security

Simplification: Capacity

Simplification: Resilience

Environment

2
Enhanced 
Navigation 
Standards

-

3

Limit 
Adverse 
Noise 
Effects

-

4
Time Based 
Arrival 
Operations

Only applicable to arrivals

5
Resilience 
built in

 - 

Track Distance Remain as per today Remain as per today Remain as per today Remain as per today Similar to today Similar to today
Increased track distance 

when routing west to SAM and 
KENET and south 

Similar to today Similar to today
Increased track distance 

when routing west to SAM and 
KENET and south 

Similar to today
Increased track distance 

when routing east

Similar to today when routing 
south, increased track 

distance when routing west to 
SAM and KENET

Similar to today
Increased track distance 

when routing east

Similar to today when routing 
south, increased track 

distance when routing west to 
SAM and KENET

Similar to today
Increased track distance 

when routing east

Similar to today when routing 
south, increased track 

distance when routing west to 
SAM and KENET

Similar to today Similar to today
Increased track distance 

when routing west to SAM and 
KENET and south 

Similar to today
Increased track distance 

when routing east

Similar to today when routing 
south, increased track 

distance when routing west to 
SAM and KENET

Similar to today
Increased track distance 

when routing east and south

 Increased track distance 
when routing west to SAM and 

KENET
Similar to today Similar to today

Increased track distance 
when routing east

Similar to today Similar to today Similar to today Similar to today Similar to today Similar to today Similar to today
Increased track distance 

when routing west to SAM and 
KENET and south 

Similar to today
Increased track distance 

when routing west to the east 
and north

Similar to today
N/A Route not operationally 

viable.

Similar track miles when 
routing north, increased track 

miles when routing east

Increase in track distance to 
the south

Similar to today Similar to today

Similar track miles when 
routing west to SAM and 
KENET increased miles 

when routing south. 

Similar to today Similar to today
Increased track distance 

when routing west to SAM and 
KENET and south 

Increased track miles when 
routing west to SAM and 

KENET. 

Similar track miles when 
routing north, increased track 

miles when routing east

Increase in track distance to 
the south

N/A Route not operationally 
viable.

Similar track miles when 
routing north, increased track 

miles when routing east

Increase in track distance to 
the south

Similar to today Similar to today
Increased track distance 

when routing west to SAM and 
KENET and south 

Similar to today Similar to today
Similar to today when routing 
South, increased track miles 

when routing West
Similar to today Similar to today

Similar to today when routing 
south, reduced track miles 

when routing north

CCO/CDO

This route has the potential to 
achieve improved CCO 

compared to the baseline 
assuming improved CCO for 

Heathrow departures although  
CCO to FL90 may not be 

available. 

This departure route has 
potential to achieve CCO to 

FL90.

This departure route has the 
potential to achieve CCO to 
FL90 subject to integration 
with arrivals and Heathrow 

departures 

This route has the potential to 
achieve improved CCO 

compared to the baseline 
assuming improved CCO for 

Heathrow departures and 
higher arrivals although  CCO 
to FL90 may not be available. 

This departure route has 
potential to achieve CCO to 

FL90.

This departure route has the 
potential to achieve CCO to 
FL90 subject to integration 

with arrivals and deconfliction 
from Heathrow departures.

This route has the potential to 
achieve improved CCO 

compared to the baseline 
assuming improved CCO for 

Heathrow departures and 
higher arrivals although  CCO 
to FL90 may not be available. 

This departure route has 
potential to achieve CCO to 

FL90.

This departure route has the 
potential to achieve CCO to 
FL90 subject to integration 

with arrivals

This route has the potential to 
achieve improved CCO 

compared to the baseline 
assuming improved CCO for 

Heathrow departures and 
higher arrivals although  CCO 
to FL90 may not be available. 

This departure route has 
potential to achieve CCO to 

FL90.

This departure route has the 
potential to achieve CCO to 
FL90 subject to integration 

with arrivals

This departure route has 
potential to achieve CCO to 

FL90.

This departure route has 
potential to achieve CCO to 

FL90.

This departure route has the 
potential to achieve CCO to 
FL90 subject to integration 

with arrivals 

This route has the potential to 
achieve improved CCO 

compared to the baseline 
assuming improved CCO for 

Heathrow departures although  
CCO to FL90 may not be 

available. 

This departure route has 
potential to achieve CCO to 

FL90.

This departure route has the 
potential to achieve CCO to 
FL90 subject to integration 
with arrivals and Heathrow 

departures 

This route has the potential to 
achieve improved CCO 

compared to the baseline 
assuming improved CCO for 

Heathrow departures and 
higher arrivals although  CCO 
to FL90 may not be available. 

This departure route has 
potential to achieve CCO to 

FL90.

This departure route has the 
potential to achieve CCO to 
FL90 subject to integration 

with arrivals and deconfliction 
from Heathrow departures.

This route has the potential to 
achieve improved CCO 

compared to the baseline 
assuming improved CCO for 

Heathrow departures and 
higher arrivals although  CCO 
to FL90 may not be available. 

This departure route has the 
potential to achieve CCO to 
FL90 subject to integration 

with arrivals 

This departure route has the 
potential to achieve CCO to 
FL90 subject to integration 

with arrivals and deconfliction 
from Heathrow departures.

This route has the potential to 
achieve improved CCO 

compared to the baseline 
assuming improved CCO for 

Heathrow departures although  
CCO to FL90 may not be 

available. 

This route has the potential to 
achieve improved CCO 

compared to the baseline 
assuming improved CCO for 

Heathrow departures and 
higher arrivals although  CCO 
to FL90 may not be available. 

This departure route has 
potential to achieve CCO to 

FL90.

This departure route has the 
potential to achieve CCO to 
FL90 subject to integration 

with arrivals 

This route has the potential to 
achieve improved CCO 

compared to the baseline 
assuming improved CCO for 

Heathrow departures although  
CCO to FL90 may not be 

available. 

This route has the potential to 
achieve improved CCO 

compared to the baseline 
assuming improved CCO for 

Heathrow departures and 
higher arrivals although  CCO 
to FL90 may not be available. 

This departure route has 
potential to achieve CCO to 

FL90.

This departure route has the 
potential to achieve CCO to 
FL90 subject to integration 

with arrivals 

This route has the potential to 
achieve improved CCO 

compared to the baseline 
assuming improved CCO for 

Heathrow departures although  
CCO to FL90 may not be 

available. 

This departure route has 
potential to achieve CCO to 

FL90.

This departure route has the 
potential to achieve CCO to 
FL90 subject to integration 
with arrivals and Heathrow 

departures 

This route has the potential to 
achieve improved CCO 

compared to the baseline 
assuming improved CCO for 

Heathrow departures although  
CCO to FL90 may not be 

available. 

This departure route has 
potential to achieve CCO to 

FL90.

This departure route has the 
potential to achieve CCO to 
FL90 subject to integration 

with arrivals 

N/A Route not operationally 
viable.

This route has the potential to 
achieve improved CCO 

compared to the baseline 
assuming improved CCO for 

Heathrow departures although  
CCO to FL90 may not be 

available. 

This departure route has the 
potential to achieve CCO to 
FL90 subject to integration 

with arrivals 

This route has the potential to 
achieve improved CCO 

compared to the baseline 
assuming improved CCO for 

Heathrow departures although  
CCO to FL90 may not be 

available. 

This departure route has 
potential to achieve CCO to 

FL90.

This departure route has the 
potential to achieve CCO to 
FL90 subject to integration 
with arrivals and Heathrow 

departures 

This route has the potential to 
achieve improved CCO 

compared to the baseline 
assuming improved CCO for 

Heathrow departures although  
CCO to FL90 may not be 

available. 

This departure route has 
potential to achieve CCO to 

FL90.

This departure route has the 
potential to achieve CCO to 
FL90 subject to integration 

with arrivals 

This route has the potential to 
achieve improved CCO 

compared to the baseline 
assuming improved CCO for 

Heathrow departures although 
CCO to FL90 may not be 

available. 

This route has the potential to 
achieve improved CCO 

compared to the baseline 
assuming improved CCO for 

Heathrow departures although  
CCO to FL90 may not be 

available. 

This departure route has the 
potential to achieve CCO to 
FL90 subject to integration 

with arrivals 

N/A Route not operationally 
viable.

This route has the potential to 
achieve improved CCO 

compared to the baseline 
assuming improved CCO for 

Heathrow departures although  
CCO to FL90 may not be 

available. 

This departure route has the 
potential to achieve CCO to 
FL90 subject to integration 

with arrivals 

This route has the potential to 
achieve improved CCO 

compared to the baseline 
assuming improved CCO for 

Heathrow departures although  
CCO to FL90 may not be 

available. 

This departure route has 
potential to achieve CCO to 

FL90.

This departure route has the 
potential to achieve CCO to 
FL90 subject to integration 

with arrivals 

This route has the potential to 
achieve improved CCO 

compared to the baseline 
assuming improved CCO for 

Heathrow departures although  
CCO to FL90 may not be 

available. 

This departure route has 
potential to achieve CCO to 

FL90.

This departure route has the 
potential to achieve CCO to 
FL90 subject to integration 

with arrivals 

This route has the potential to 
achieve improved CCO 

compared to the baseline 
assuming improved CCO for 

Heathrow departures although  
CCO to FL90 may not be 

available. 

This departure route has 
potential to achieve CCO to 

FL90.

This departure route has the 
potential to achieve CCO to 
FL90 subject to integration 

with arrivals 

Long term predictability

Respite

Overflight within option

Overflight of arrival and 
departure options

The left turn departure routes 
away from the westerly final 
approach and the arrivals 

options.  

The straight ahead departure 
turns away from final 

approach significantly 
reducing cumulative overflight 
along the final approach track. 

It would however create 
cumulative overflight with the 

base-leg sections of the 
westerly arrival options; this 

would be difficult to avoid 
however could be refined 

when the shortlist of options 
is known. 

The right turn departure wraps 
around and there is some 
cumulative overflight with 

some easterly arrival options; 
this is expected to be 

mitigated as it will require 
deconfliction investigation 
and refinement once the 

shortlist of arrival options is 
known. In terms of the 

westerly approaches, the right 
turn turns away from the 

westerly approach.

The left turn departure routes 
away from the westerly final 
approach and the arrivals 

options.  

The straight ahead departure 
turns away from final 

approach significantly 
reducing cumulative overflight 
along the final approach track. 

It would however create 
cumulative overflight with the 

base-leg sections of the 
westerly arrival options; this 

would be difficult to avoid 
however could be refined 

when the shortlist of options 
is known. 

The right turn departure wraps 
around and there is some 
cumulative overflight with 

some easterly arrival options; 
this is expected to be 

mitigated as it will require 
deconfliction investigation 
and refinement once the 

shortlist of arrival options is 
known. In terms of the 

westerly approaches, the right 
turn turns away from the 

westerly approach.

The left turn departure routes 
away from the westerly final 
approach and the arrivals 

options.  

The straight ahead departure 
turns away from final 

approach significantly 
reducing cumulative 

overflight. It would create 
cumulative overflight with the 

base-leg sections of the 
arrival options; this would be 

difficult to avoid however 
could be refined when the 

shortlist of options is known. 

The right turn turns away from 
the westerly approach There 

is potential for small 
cumulative impacts with the 

westerly arrivals options at c.6
7000ft however there may be 
opportunities to mitigate this 
as the options evolve through 
the process and the shortlist 
of arrivals options is known.

The left turn departure routes 
away from the westerly final 
approach and the arrivals 

options.  

The straight ahead departure 
turns away from final 

approach significantly 
reducing cumulative 

overflight. It would create 
cumulative overflight with the 

base-leg sections of the 
arrival options; this would be 

difficult to avoid however 
could be refined when the 

shortlist of options is known. 

The right turn turns away from 
the westerly approach There 

is potential for small 
cumulative impacts with the 

westerly arrivals options at c.6-
7000ft however there may be 
opportunities to mitigate this 
as the options evolve through 
the process and the shortlist 
of arrivals options is known.

The left turn departure routes 
away from the westerly final 
approach and the arrivals 

options.  

The straight ahead departure 
turns away from final 

approach significantly 
reducing cumulative 

overflight. It would create 
cumulative overflight with the 

base-leg sections of the 
arrival options; this would be 

difficult to avoid however 
could be refined when the 

shortlist of options is known. 

The right turn turns away from 
the westerly approach There 

is potential for small 
cumulative impacts with the 

westerly arrivals options at c.6
7000ft however there may be 
opportunities to mitigate this 
as the options evolve through 
the process and the shortlist 
of arrivals options is known.

The left turn departure routes 
away from the westerly final 
approach and the arrivals 

options.  

The straight ahead departure 
turns away from final 

approach significantly 
reducing cumulative overflight 
along the final approach track. 

It would however create 
cumulative overflight with the 

base-leg sections of the 
westerly arrival options; this 

would be difficult to avoid 
however could be refined 

when the shortlist of options 
is known. 

The right turn departure wraps 
around and there is some 
cumulative overflight with 

some easterly arrival options; 
this is expected to be 

mitigated as it will require 
deconfliction investigation 
and refinement once the 

shortlist of arrival options is 
known. In terms of the 

westerly approaches, the right 
turn turns away from the 

westerly approach.

The left turn departure routes 
away from the westerly final 
approach and the arrivals 

options.  

The straight ahead departure 
which turns to the south-west 

turns away from final 
approach significantly 
reducing cumulative 

overflight. It crosses the down
wind and base-leg sections of 

some of the arrival options; 
this would be difficult to avoid 

however could be refined 
when the shortlist of options 

is known.

The right turn turns away from 
the westerly approach There 

is potential for small 
cumulative impacts with the 

westerly arrivals options at c.6
7000ft however there may be 
opportunities to mitigate this 
as the options evolve through 
the process and the shortlist 
of arrivals options is known.

The left turn departure routes 
away from the westerly final 
approach and the arrivals 

options.  

The straight ahead departure 
turns away from final 

approach significantly 
reducing cumulative 

overflight. It would create 
cumulative overflight with the 

base-leg sections of the 
arrival options; this would be 

difficult to avoid however 
could be refined when the 

shortlist of options is known. 

The right turn departure wraps 
around and there is some 
cumulative overflight with 

some easterly arrival options; 
this is expected to be 

mitigated as it will require 
deconfliction investigation 
and refinement once the 

shortlist of arrival options is 
known. In terms of the 

westerly approaches, the right 
turn turns away from the 

westerly approach.

The wrap around left turn 
turns away from westerly 

approaches.

The straight ahead track that 
turns to the north-east turns 
away from final approach. 

There is a very small amount 
of cumulative overflight with 
one arrival option (WAD) at 

higher altitudes which could 
be refined should these 

options progress. 

The straight ahead departure 
initially continues along the 
final approach track before 

turning south-east; this 
creates more cumulative 

overflight than the options 
above that turn away from final 

approach. After the turn the 
departure crosses the base-
leg and down-wind sections 

of some of the arrival options; 
this would be difficult to avoid 

however could be refined 
when the shortlist of options 

is known. 

The right turn turns away from 
the westerly approach There 

is potential for small 
cumulative impacts with the 
westerly arrivals options at 

c.7000ft however there may be 
opportunities to mitigate this
as the options evolve through 
the process and the shortlist
of arrivals options is known.

The wrap around left turn 
turns away from westerly 

approaches.

The straight ahead track that 
turns to the north-east turns 
away from final approach. 

There is a very small amount 
of cumulative overflight with 
one arrival option (WAD) at 

higher altitudes which could 
be refined should these 

options progress. 

The straight ahead departure 
initially continues along the 
final approach track before 

turning south-east; this 
creates more cumulative 

overflight than the options 
above that turn away from final 

approach. After the turn the 
departure crosses the base-
leg and down-wind sections 

of some of the arrival options; 
this would be difficult to avoid 

however could be refined 
when the shortlist of options 

is known. 

The right turn turns away from 
the westerly approach There 

is potential for small 
cumulative impacts with the 
westerly arrivals options at 

c.7000ft however there may be 
opportunities to mitigate this
as the options evolve through 
the process and the shortlist
of arrivals options is known.

The left turn departure routes 
away from the westerly final 
approach and the arrivals 

options.  

The straight ahead departure 
turns away from final 

approach significantly 
reducing cumulative overflight 
along the final approach track. 

It would however create 
cumulative overflight with the 

base-leg sections of the 
westerly arrival options; this 

would be difficult to avoid 
however could be refined 

when the shortlist of options 
is known. 

The right turn departure wraps 
around and there is some 
cumulative overflight with 

some easterly arrival options; 
this is expected to be 

mitigated as it will require 
deconfliction investigation 
and refinement once the 

shortlist of arrival options is 
known. In terms of the 

westerly approaches, the right 
turn turns away from the 

westerly approach.

The left turn departure routes 
away from the westerly final 
approach and the arrivals 

options.  

The straight ahead departure 
turns away from final 

approach significantly 
reducing cumulative overflight 
along the final approach track. 

It would however create 
cumulative overflight with the 

base-leg sections of the 
westerly arrival options; this 

would be difficult to avoid 
however could be refined 

when the shortlist of options 
is known. 

The right turn departure wraps 
around and there is some 
cumulative overflight with 

some easterly arrival options; 
this is expected to be 

mitigated as it will require 
deconfliction investigation 
and refinement once the 

shortlist of arrival options is 
known. In terms of the 

westerly approaches, the right 
turn turns away from the 

westerly approach.

N/A Route not operationally 
viable.

The straight ahead track that 
turns to the north-east turns 
away from final approach. 

There is a very small amount 
of cumulative overflight with 
one arrival option (WAD) at 

higher altitudes which could 
be refined should these 

options progress. 

Route C turns away from final 
approach significantly 
reducing cumulative 

overflight. It crosses the down
wind and base-leg sections of 

some of the arrival options; 
this would be difficult to avoid 

however could be refined 
when the shortlist of options 

is known.

The straight ahead track that 
turns to the north-east turns 
away from final approach. 

There is a very small amount 
of cumulative overflight with 
one arrival option (WAD) at 

higher altitudes which could 
be refined should these 

options progress. 

The straight ahead track 
continues along the final 

approach before turning to the 
north east which results in a 
high amount of cumulative 

overflight along final 
approach. From 4-7000ft it is 
then expected to head east 

which results in a small 
amount of cumulative 

overflight with the three 
components of the northerly 

arrival options. 

The right turn departure wraps 
around and, if routing west, 

there is the potential for some 
cumulative overflight with 

some easterly arrival options; 
this is expected to be 

mitigated as it will require 
deconfliction investigation 
and refinement once the 

shortlist of arrival options is 
known. In terms of the 

westerly approaches, the right 
turn turns away from the 

westerly approach.

Route A turns to the north-
east away from final 

approach. There is a very 
small amount of cumulative 

overflight with one arrival 
option (WAD) at higher 

altitudes which could be 
refined should these options 

progress. 

The straight ahead departure 
initially continues along the 
final approach track before 

turning south-east; this 
creates more cumulative 

overflight than the options that 
turn away from final approach. 

After the turn the departure 
crosses the base-leg 

sections of some of the arrival 
options; this would be difficult 

to avoid however could be 
refined when the shortlist of 

options is known.

The right turn turns away from 
the westerly approach There 

is potential for small 
cumulative impacts with the 
westerly arrivals options at 

c.7000ft however there may be 
opportunities to mitigate this
as the options evolve through 
the process and the shortlist
of arrivals options is known.

The wrap around left turn 
turns away from westerly 

approaches.

The straight ahead departure 
initially continues along the 
final approach track before 

turning south-east; this 
creates more cumulative 

overflight than the options that 
turn away from final approach. 

After the turn the departure 
crosses the base-leg 

sections of some of the arrival 
options; this would be difficult 

to avoid however could be 
refined when the shortlist of 

options is known.

The right turn departure wraps 
around and there is some 

cumulative overflight and if 
routing east between 4-7000ft, 

there could be cumulative 
overflight with some easterly 

arrival options; this is 
expected to be mitigated as it 

will require deconfliction 
investigation and refinement 
once the shortlist of arrival 

options is known. In terms of 
the westerly approaches, the 
right turn turns away from the 

westerly approach. 

N/A Route not operationally 
viable.

The straight ahead track that 
turns to the north-east turns 
away from final approach. 

There is a very small amount 
of cumulative overflight with 
one arrival option (WAD) at 

higher altitudes which could 
be refined should these 

options progress. 

Route C turns away from final 
approach significantly 
reducing cumulative 

overflight. It crosses the down
wind and base-leg sections of 

some of the arrival options; 
this would be difficult to avoid 

however could be refined 
when the shortlist of options 

is known.

Route A turns to the north-
east away from final 

approach. There is a very 
small amount of cumulative 

overflight with one arrival 
option (WAD) at higher 

altitudes which could be 
refined should these options 

progress. 

The straight ahead departure 
initially continues along the 
final approach track before 

turning south-east; this 
creates more cumulative 

overflight than the options that 
turn away from final approach. 

After the turn the departure 
crosses the base-leg 

sections of some of the arrival 
options; this would be difficult 

to avoid however could be 
refined when the shortlist of 

options is known.

Route A turns away from final 
approach. There is a very 

small amount of cumulative 
overflight with one arrival 
option (WAD) at higher 

altitudes which could be 
refined should these options 

progress. 

Route B initially continues 
along the final approach track; 
this creates more cumulative 

overflight than the options that 
turn away from final approach.

The right turn turns away from 
the westerly approach There 

is potential for small 
cumulative impacts with the 
westerly arrivals options at 

c.7000ft however there may be 
opportunities to mitigate this
as the options evolve through 
the process and the shortlist
of arrivals options is known.

The wrap around left turn 
turns away from westerly 

approaches.

The straight ahead track that 
turns to the north-east turns 
away from final approach. 

When routing east, between 4-
7000ft there is a very small 

amount of cumulative 
overflight with one arrival 
option (WAD) at higher 

altitudes which could be 
refined should these options 

progress. 

The right turn turns away from 
the westerly approach If 

routing to the south between 4
7000ft, there is potential for 
small cumulative impacts 
with the westerly arrivals 

options at c.7000ft however 
there may be opportunities to 
mitigate this as the options 
evolve through the process 
and the shortlist of arrivals 
options is known. If routing 

west, there could be 
interactions with the easterly 
arrivals although this would 

be mitigated.

Overflight of neighbouring 
airports routes

 Routes within the Heathrow, 
Biggin Hill, and London City 

sections of the map; here 
there is expected to be large 
areas of possible cumulative 

impacts

 Routes within the Biggin Hill 
and Heathrow areas of the 

ACOG map 

Routes initially within the 
Biggin Hill and Heathrow 
areas on the ACOG map. 

Beyond c.6000ft it is outside 
of these areas. 

Routes within the Heathrow, 
Biggin Hill, and London City 

sections of the map; here 
there is expected to be large 
areas of possible cumulative 

impacts

Routes within the Biggin Hill 
and Heathrow areas of the 

ACOG map  

Routes initially within the 
Biggin Hill and Heathrow 
areas on the ACOG map. 

Beyond c.6000ft it is outside 
of these areas. 

 Routes within the Heathrow, 
Biggin Hill, and London City 

sections of the map; here 
there is expected to be large 
areas of possible cumulative 

impacts

Routes within the Biggin Hill 
and Heathrow areas of the 

ACOG map  

 Routes within the Biggin Hill 
and Heathrow areas of the 

ACOG map. If routing south 
between 4-7000ft, then 

outside of area by c.5000ft.

 Routes within the Heathrow, 
Biggin Hill, and London City 

sections of the map; here 
there is expected to be large 
areas of possible cumulative 

impacts

 Routes within the Biggin Hill 
and Heathrow areas of the 

ACOG map 

 Routes within the Biggin Hill 
and Heathrow areas of the 

ACOG map. If routing south 
between 4-7000ft, then 

outside of area by c.5000ft.

 Routes within the Biggin Hill, 
London City and Heathrow 
Airport areas of the ACOG 

map; here there is expected to 
be large areas of possible 

cumulative impacts

Routes within the Biggin Hill 
and Heathrow areas of the 

ACOG map 

Routes within the Biggin Hill 
and Heathrow areas of the 

ACOG map

 Routes within the Heathrow, 
Biggin Hill, and London City 

sections of the map; here 
there is expected to be large 
areas of possible cumulative 

impacts

 Routes within the Biggin Hill 
and Heathrow areas of the 

ACOG map 

Routes initially within the 
Biggin Hill and Heathrow 
areas on the ACOG map. 

Beyond c.6000ft it is outside 
of these areas. 

 Routes within the Heathrow, 
Biggin Hill, and London City 

sections of the map; here 
there is expected to be large 
areas of possible cumulative 

impacts

 Routes within the Biggin Hill 
and Heathrow areas of the 

ACOG map 

Routes initially within the 
Biggin Hill and Heathrow 
areas on the ACOG map. 

Beyond c.6000ft it is outside 
of these areas. 

 Routes within the Heathrow, 
Biggin Hill, and London City 

sections of the map; here 
there is expected to be large 
areas of possible cumulative 

impacts

The straight ahead departure  
routes within the Biggin Hill 
and Heathrow areas of the 

ACOG map 

Routes initially within the 
Biggin Hill and Heathrow 
areas on the ACOG map. 

Beyond c.5500ft it is outside 
of these areas. 

Routes within the Heathrow, 
Biggin Hill, and London City 

sections of the map; here 
there is expected to be large 
areas of possible cumulative 

impacts

Routes within the Heathrow, 
Biggin Hill, and London City 

sections of the map; here 
there is expected to be large 
areas of possible cumulative 

impacts

Routes within the Biggin Hill 
and Heathrow areas of the 

ACOG map

Routes initially within the 
Biggin Hill and Heathrow 
areas on the ACOG map. 

Beyond c.6000ft it is outside 
of these areas. 

Routes within the Heathrow, 
Biggin Hill, and London City 

sections of the map; here 
there is expected to be large 
areas of possible cumulative 

impacts

Routes within the Heathrow, 
Biggin Hill, and London City 

sections of the map; here 
there is expected to be large 
areas of possible cumulative 

impacts

Routes within the Biggin Hill 
and Heathrow areas of the 

ACOG map

Routes initially within the 
Biggin Hill and Heathrow 
areas on the ACOG map 

beyond c.6000ft it is outside 
of these areas. 

Routes within the Heathrow, 
Biggin Hill, and London City 

sections of the map; here 
there is expected to be large 
areas of possible cumulative 

impacts

Routes within the Biggin Hill 
and Heathrow areas of the 

ACOG map

Routes initially within the 
Biggin Hill and Heathrow 
areas on the ACOG map. 

Beyond c.6000ft it is outside 
of these areas. 

Routes within the Heathrow, 
Biggin Hill, and London City 

sections of the map; here 
there is expected to be large 
areas of possible cumulative 

impacts

Routes within the Biggin Hill 
and Heathrow areas of the 

ACOG map

Routes initially within the 
Biggin Hill and Heathrow 
areas on the ACOG map. 

Beyond c.6000ft it is outside 
of these areas. 

N/A Route not operationally 
viable.

Routes within the Heathrow, 
Biggin Hill, and London City 

sections of the map; here 
there is expected to be large 
areas of possible cumulative 

impacts

Routes initially within the 
Biggin Hill and Heathrow 
areas on the ACOG map. 

Beyond c.6000ft it is outside 
of these areas. 

Routes within the Heathrow, 
Biggin Hill, and London City 

sections of the map; here 
there is expected to be large 
areas of possible cumulative 

impacts

Routes within the Heathrow, 
Biggin Hill, and London City 

sections of the map; here 
there is expected to be large 
areas of possible cumulative 

impacts

Routes initially within the 
Biggin Hill and Heathrow 
areas on the ACOG map 

beyond c.6000ft it is outside 
of these areas. 

Routes within the Heathrow, 
Biggin Hill, and London City 

sections of the map; here 
there is expected to be large 
areas of possible cumulative 

impacts

Routes within the Biggin Hill 
and Heathrow areas of the 

ACOG map

Routes initially within the 
Biggin Hill and Heathrow 
areas on the ACOG map 

beyond c.6000ft it is outside 
of these areas. 

 Routes within the Heathrow, 
Biggin Hill, and London City 

sections of the map; here 
there is expected to be large 
areas of possible cumulative 

impacts

Routes within the Biggin Hill 
and Heathrow areas of the 

ACOG map 

Routes initially within the 
Biggin Hill and Heathrow 
areas on the ACOG map 

beyond c.6000ft it is outside 
of these areas. 

N/A Route not operationally 
viable.

Routes within the Heathrow, 
Biggin Hill, and London City 

sections of the map; here 
there is expected to be large 
areas of possible cumulative 

impacts

Routes initially within the 
Biggin Hill and Heathrow 
areas on the ACOG map. 

Beyond c.6000ft it is outside 
of these areas. 

Routes within the Heathrow, 
Biggin Hill, and London City 

sections of the map; here 
there is expected to be large 
areas of possible cumulative 

impacts

Routes within the Biggin Hill 
and Heathrow areas of the 

ACOG map

 Routes within the Heathrow, 
Biggin Hill, and London City 

sections of the map; here 
there is expected to be large 
areas of possible cumulative 

impacts

Routes within the Biggin Hill 
and Heathrow areas of the 

ACOG map 

Routes initially within the 
Biggin Hill and Heathrow 
areas on the ACOG map. 

Beyond c.6000ft it is outside 
of these areas. 

 Routes within the Heathrow, 
Biggin Hill, and London City 

sections of the map; here 
there is expected to be large 
areas of possible cumulative 

impacts

Routes within the Biggin Hill, 
London City and Heathrow 

areas of the ACOG map 

Routes initially within the 
Biggin Hill and Heathrow 

areas on the ACOG map. If 
routing south or west between 
4-7000ft, beyond c.6000ft it is 

outside of these areas. 

9
Locally 
Tailored 
Designs

-

This option was developed following stakeholder feedback. It uses the outputs of the 
Airspace Design Database to balance overflight of new areas and overflight of total 

population  between 0-4000ft before routing directly to the network exit points between 4-
7000ft. Small adjustments will be made to the lateral path to consider noise, however these 

will be balanced with reducing fuel burn and CO2

Other than the initial straight ahead section of flight immediately after take off, the routes 
which form this option do not have overlapping areas of overflight. 

EDQ

This departure configuration has SIDs that diverge later than today  this will require further 
investigation and a specific safety case to achieve separation standards for 1 minute splits. 

There are potentially interactions with between Route C and Gatwick arrivals, Route A 
departures and then the Heathrow operation that would require resolution but these are 

considered potentially viable.

This option is designed to adopt enhanced navigation standards. It is expected to operate 
to a minimum standard of RNAV1 although the exact PBN specification will be explored in 

further detail as we develop and refine options through the process. Use of RF would be 
preferable on any 180  ̊turns.  

The three PBN departure routes that form part of this option will offer long term predictability 
of flight paths. 

This option does not offer any respite configurations

Overlap of overflight between the period 1 and period 2 configuration means that the advantages of respite configurations are not gained at lower altitudes.
Other than the initial straight ahead section of flight immediately after take off, the routes 

which form this option do not have overlapping areas of overflight. 
Other than the initial straight ahead section of flight immediately after take off, the routes 

which form this option do not have overlapping areas of overflight. 

This option is designed to adopt enhanced navigation standards. It is expected to operate to a minimum standard of RNAV1 although the exact PBN specification will be explored in 
further detail as we develop and refine options through the process. Use of RF would be preferable on 180  ̊turns.  

This option is designed to adopt enhanced navigation standards. It is expected to operate to a minimum standard of RNAV1 although the exact PBN specification will be explored in 
further detail as we develop and refine options through the process. Use of RF would be preferable on 180  ̊turns.  

This option is designed to adopt enhanced navigation standards. It is expected to operate 
to a minimum standard of RNAV1 although the exact PBN specification will be explored in 

further detail as we develop and refine options through the process. 

Other than the initial straight ahead section of flight immediately after take off, the routes 
which form this option do not have overlapping areas of overflight. 

This option was developed following stakeholder feedback. It uses DEFRA’s road and rail 
noise mapping to identify areas of high ambient noise (please see the Stage 2A document 

for further details). This option has not been developed using data associated with the 
primary and secondary noise metrics of CAP1616. There is typically a correlation between 

areas of high ambient noise and population and therefore, in relation to the primary and 
secondary metrics, this option may not perform as well as other options on the 

comprehensive list. It's performance against these metrics would require further exploration 
as part of the Initial Options Appraisal should this option progress. 

CCO performance is expected to improve compared to the baseline (see DP6 for further 
details)

This option offers long term predictability via PBN departure routes. The routes are split into two respite configurations which would be alternated predictably. This option offers long term predictability via PBN departure routes. The routes are split into two respite configurations which would be alternated predictably. 
The three PBN departure routes that form part of this option will offer long term predictability 

of flight paths. 
The three PBN departure routes that form part of this option will offer long term predictability 

of flight paths. 
The three PBN departure routes that form part of this option will offer long term predictability 

of flight paths. 
The three PBN departure routes that form part of this option will offer long term predictability 

of flight paths. 

This respite option uses two configurations EDA and parts of EDH. Both of these options ‘met’ the Design Principle in their respective evaluations. 
CCO performance is expected to improve compared to the baseline (see DP6 for further details)

This option was developed following stakeholder feedback. It uses DEFRA’s road and rail 
noise mapping to identify areas of high ambient noise (please see the Stage 2A document 

for further details). This option has not been developed using data associated with the 
primary and secondary noise metrics of CAP1616. There is typically a correlation between 

areas of high ambient noise and population and therefore, in relation to the primary and 
secondary metrics, this option may not perform as well as other options on the 

comprehensive list. It's performance against these metrics would require further exploration 
as part of the Initial Options Appraisal should this option progress. 

With the exception of the north west route in this option, CCO performance is expected to 
improve compared to the baseline (see DP6 for further details)

Other than the initial straight ahead section of flight immediately after take off, the routes 
which form this option do not have overlapping areas of overflight. 

Other than the initial straight ahead section of flight immediately after take off, the routes 
which form this option do not have overlapping areas of overflight. 

Other than the initial straight ahead section of flight immediately after take off, the routes which form this option do not 
have overlapping areas of overflight. 

This option was developed following stakeholder feedback. It uses the outputs of the 
Airspace Design Database to balance overflight of new areas and overflight of total 

population. The option was developed using existing overflight data, Sound Exposure Level 
(SEL) data, LAMax and overflight data has been used to identify high performing notional 
flight paths between 0-4000ft before routing directly to the network exit points between 4-

7000ft. Small adjustments will be made to the lateral path to consider noise, however these 
will be balanced with reducing fuel burn and CO2.  CCO performance is expected to improve 

compared to the baseline (see DP6 for further details)

The option removes dependencies on VORs although DMEs will likely still be required for 
some RNAV1 operations. This does generate a dependency on GPS but possibly no more 
than today’s existing dependency on FMS overlays. The implementation of PBN SIDs from 

the northern runway will add resilience to Gatwick. The contribution towards systemised 
airspace enables enhanced controller tool support which, in the long term, is expected to 

lead to a reduction in Controller workload in turn delivering increased operational resilience.

The three PBN departure routes that form part of this option will offer long term predictability 
of flight paths. 

This option does not offer any respite configurations

Other than the initial straight ahead section of flight immediately after take off, the routes which form this option do not 
have overlapping areas of overflight. 

This option does not offer any respite configurations This option does not offer any respite configurations

This option has been designed to minimise the total population newly overflown. It is based on the existing RNAV 1 
nominal centrelines of the departure routes departing from Gatwick (including NPRs) however the vertical performance of 

these routes has been updated to reflect continuous climb performance.
CCO performance is expected to improve compared to the baseline (see DP6 for further details)

This option has been designed to minimise the total population newly overflown. It is based on the existing RNAV 1 
nominal centrelines of the departure routes departing from Gatwick (including NPRs) however the vertical performance of 
these routes has been updated to reflect continuous climb performance. Beyond 4000ft, aircraft fly directly to the network 

entry/exit points although small adjustments to the lateral flight paths would be made to consider noise impacts.
CCO performance is expected to improve compared to the baseline (see DP6 for further details)

This option was developed following stakeholder feedback. It uses DEFRA’s road and rail 
noise mapping to identify areas of high ambient noise (please see the Stage 2A document 

for further details). This option has not been developed using data associated with the 
primary and secondary noise metrics of CAP1616. There is typically a correlation between 

areas of high ambient noise and population and therefore, in relation to the primary and 
secondary metrics, this option may not perform as well as other options on the 

comprehensive list. It's performance against these metrics would require further exploration 
as part of the Initial Options Appraisal should this option progress.  

With the exception of the north west route in this option, CCO performance is expected to 
improve compared to the baseline (see DP6 for further details)

Other than the initial straight ahead section of flight immediately after take off, the routes 
which form this option do not have overlapping areas of overflight. 

The straight ahead routes share areas of cumulative overflight before splitting. This means that communities closer in to the airport, that are more likely to be significantly impacted by 
noise, are less likely to gain the full benefits of the respite configuration. In addition to this, these communities will be located under final approach (see below). 

Other than the initial straight ahead section of flight immediately after take off, the routes 
which form this option do not have overlapping areas of overflight. 

The option removes dependencies on VORs although DMEs will likely still be required for some RNAV1 operations. This does generate a dependency on GPS but possibly no more 
than today’s existing dependency on FMS overlays. The implementation of PBN SIDs from the northern runway will add resilience to Gatwick. The contribution towards systemised 

airspace enables enhanced controller tool support which, in the long term, is expected to lead to a reduction in Controller workload in turn delivering increased operational resilience.

This option was developed following stakeholder feedback. It uses DEFRA’s road and rail noise mapping to identify areas of high ambient noise (please see the Stage 2A document for 
further details). The two respite configurations have not been developed using data associated with the primary and secondary noise metrics of CAP1616 and its performance against 

these metrics would require further exploration as part of the Initial Options Appraisal should this option progress. 
With the expectation of the Period 1 and period 2 route A, CCO performance is expected to improve compared to the baseline (see DP6 for further details)

The option removes dependencies on VORs although DMEs will likely still be required for 
some RNAV1 operations. This does generate a dependency on GPS but possibly no more 
than today’s existing dependency on FMS overlays. The implementation of PBN SIDs from 

the northern runway will add resilience to Gatwick. The contribution towards systemised 
airspace enables enhanced controller tool support which, in the long term, is expected to 

lead to a reduction in Controller workload in turn delivering increased operational resilience.

The option removes dependencies on VORs although DMEs will likely still be required for 
some RNAV1 operations. This does generate a dependency on GPS but possibly no more 
than today’s existing dependency on FMS overlays. The implementation of PBN SIDs from 

the northern runway will add resilience to Gatwick. The contribution towards systemised 
airspace enables enhanced controller tool support which, in the long term, is expected to 

lead to a reduction in Controller workload in turn delivering increased operational resilience.

This option does not offer any respite configurations

The option removes dependencies on VORs although DMEs will likely still be required for 
some RNAV1 operations. This does generate a dependency on GPS but possibly no more 
than today’s existing dependency on FMS overlays. The implementation of PBN SIDs from 

the northern runway will add resilience to Gatwick. The contribution towards systemised 
airspace enables enhanced controller tool support which, in the long term, is expected to 

lead to a reduction in Controller workload in turn delivering increased operational resilience.

The option removes dependencies on VORs although DMEs will likely still be required for 
some RNAV1 operations. This does generate a dependency on GPS but possibly no more 
than today’s existing dependency on FMS overlays. The implementation of PBN SIDs from 

the northern runway will add resilience to Gatwick. The contribution towards systemised 
airspace enables enhanced controller tool support which, in the long term, is expected to 

lead to a reduction in Controller workload in turn delivering increased operational resilience.

The option removes dependencies on VORs although DMEs will likely still be required for some RNAV1 operations. This 
does generate a dependency on GPS but possibly no more than today’s existing dependency on FMS overlays. The 

implementation of PBN SIDs from the northern runway will add resilience to Gatwick. The contribution towards systemised 
airspace enables enhanced controller tool support which, in the long term, is expected to lead to a reduction in Controller 

workload in turn delivering increased operational resilience.

This option was developed following stakeholder feedback. It uses the outputs of the 
Airspace Design Database to balance overflight of new areas and overflight of total 

population. 

This option was developed following stakeholder feedback. It uses DEFRA’s road and rail 
noise mapping to identify areas of high ambient noise (please see the Stage 2A document 

for further details) between 0-4000ft before routing directly to the network exit points between 
4-7000ft. Small adjustments will be made to the lateral path to consider noise, however 

these will be balanced with reducing fuel burn and CO2.

This option was developed following stakeholder feedback. It uses DEFRA’s road and rail 
noise mapping to identify areas of high ambient noise between 0-7000ft. (please see the 

Stage 2A document for further details). 

This option was developed following stakeholder feedback. It uses DEFRA’s road and rail 
noise mapping to identify areas of high ambient noise (please see the Stage 2A document 

for further details) between 0-4000ft before routing directly to the network exit points between 
4-7000ft. Small adjustments will be made to the lateral path to consider noise, however 

these will be balanced with reducing fuel burn and CO2.

This option was developed following stakeholder feedback. It uses DEFRA’s road and rail 
noise mapping to identify areas of high ambient noise between 0-7000ft (please see the 

Stage 2A document for further details).

The wide turn on Route A has the potential to increase interactions with any future 
Heathrow operation however it is dependent on the route above 4000ft and Heathrow 

options. This departure configuration has routes (B v C) which diverge by less than 45 ;̊ this 
will require further investigation and a specific safety case to achieve separation standards 

for 1 minute splits. This option is considered potentially viable at this time. 

EDP

Route A will interact with any future Heathrow operation but potentially with similar level of 
interactions as today requiring tactical intervention. The location of Heathrow's routes is of 

importance to Route A being viable.

Route C will interact with Gatwick's arrivals that will need resolution. This option is 
considered potentially viable at this time.

This option is designed to adopt enhanced navigation standards. It is expected to operate 
to a minimum standard of RNAV1 although the exact PBN specification will be explored in 

further detail as we develop and refine options through the process. 

This option was developed following stakeholder feedback. It uses the outputs of the 
Airspace Design Database to balance overflight of new areas and overflight of total 

population. The option was developed using existing overflight data, Sound Exposure Level 
(SEL) data, LAMax and overflight data has been used to identify high performing notional 

flight paths. SEL data forms part of the LAeq calculations which will be undertaken later in 
the process. LAMax and overflight data form a secondary metric. 

CCO performance is expected to improve compared to the baseline (see DP6 for further 
details)

This respite option uses two configurations EDK and EDM. Both of these options ‘met’ the Design Principle in their respective evaluations. 

This option does not offer any respite configurations
The option is based on two respite configurations each formed of three PBN departure routes. The effectiveness of the respite configurations will be assessed as part of the Initial 

Options Appraisal should this option progress. 

The option removes dependencies on VORs although DMEs will likely still be required for 
some RNAV1 operations. This does generate a dependency on GPS but possibly no more 
than today’s existing dependency on FMS overlays. The implementation of PBN SIDs from 

the northern runway will add resilience to Gatwick. The contribution towards systemised 
airspace enables enhanced controller tool support which, in the long term, is expected to 

lead to a reduction in Controller workload in turn delivering increased operational resilience.

This option was developed following stakeholder feedback. It uses DEFRA’s road and rail 
noise mapping to identify areas of high ambient noise (please see the Stage 2A document 

for further details). This option has not been developed using data associated with the 
primary and secondary noise metrics of CAP1616. There is typically a correlation between 

areas of high ambient noise and population and therefore, in relation to the primary and 
secondary metrics, this option may not perform as well as other options on the 

comprehensive list. It's performance against these metrics would require further exploration 
as part of the Initial Options Appraisal should this option progress. 

CCO performance is expected to improve compared to the baseline (see DP6 for further 
details)

This option is designed to adopt enhanced navigation standards. It is expected to operate 
to a minimum standard of RNAV1 although the exact PBN specification will be explored in 

further detail as we develop and refine options through the process. Use of RF would be 
preferable on 180  ̊turns.  

This option is designed to adopt enhanced navigation standards. It is expected to operate 
to a minimum standard of RNAV1 although the exact PBN specification will be explored in 

further detail as we develop and refine options through the process. Use of RF would be 
preferable on 180  ̊turns.  

This option is designed to adopt enhanced navigation standards. It is expected to operate 
to a minimum standard of RNAV1 although the exact PBN specification will be explored in 

further detail as we develop and refine options through the process. Use of RF would be 
preferable on 180  ̊turns.  

The wide turn on Route A will increase interactions with any future Heathrow operation 
resulting in higher workload than today and increased chances of a safety event in the case 

of a level bust. This departure configuration has routes (B v C) which diverge by less than 
45 ;̊ this will require further investigation and a specific safety case to achieve separation 
standards for 1 minute splits. Owing to Route A, this option is assessed as not meeting 

Safety by Design although Routes B and C may be safe as part of a different SID grouping.

Route A will interact with any future Heathrow operation but potentially with similar level of 
interactions as today requiring tactical intervention. The location of Heathrow's routes is of 

importance to Route A being viable. Route C will interact with easterly arrivals that will need 
resolution. This option is considered potentially viable at this time

Route A will interact with any future Heathrow operation but potentially with similar level of 
interactions as today requiring tactical intervention. The location of Heathrow's routes is of 

importance to Route A being viable. Route C will interact with easterly arrivals that will need 
resolution. This option is considered potentially viable at this time

The wide turn on Period 1 Route A will increase interactions with any future Heathrow operation resulting in higher workload than today and increased chances of a safety event in the 
case of a level bust. This departure configuration has routes (Period 1 B v C) which diverge by less than 45 ;̊ this will require further investigation and a specific safety case to achieve 

separation standards for 1 minute splits. Period 2 Route A will interact with any future Heathrow operation but potentially with similar level of interactions as today requiring tactical 
intervention. The location of Heathrow's routes is of importance to Period 2 Route A being viable. Owing to Period 1 Route A, this option is assessed as not meeting Safety by Design 

although Period 1 Routes B and C and Period 2 A, B and C may be safe as part of a different SID grouping.

This night-time respite option has been designed to minimise the total population overflown 
between 0-7000ft. (See DP 3 for further details). 

The option removes dependencies on VORs although DMEs will likely still be required for 
some RNAV1 operations. This does generate a dependency on GPS but possibly no more 
than today’s existing dependency on FMS overlays. The implementation of PBN SIDs from 

the northern runway will add resilience to Gatwick. The contribution towards systemised 
airspace enables enhanced controller tool support which, in the long term, is expected to 

lead to a reduction in Controller workload in turn delivering increased operational resilience.

The option removes dependencies on VORs although DMEs will likely still be required for 
some RNAV1 operations. This does generate a dependency on GPS but possibly no more 
than today’s existing dependency on FMS overlays. The implementation of PBN SIDs from 

the northern runway will add resilience to Gatwick. The contribution towards systemised 
airspace enables enhanced controller tool support which, in the long term, is expected to 

lead to a reduction in Controller workload in turn delivering increased operational resilience.

The option removes dependencies on VORs although DMEs will likely still be required for 
some RNAV1 operations. This does generate a dependency on GPS but possibly no more 
than today’s existing dependency on FMS overlays. The implementation of PBN SIDs from 

the northern runway will add resilience to Gatwick. The contribution towards systemised 
airspace enables enhanced controller tool support which, in the long term, is expected to 

lead to a reduction in Controller workload in turn delivering increased operational resilience.

This option has been designed to minimise the total population overflown. As part of the development of the option, Sound Exposure Level (SEL) data, LAMax and overflight data has 
been used to identify high performing notional flight paths. SEL data forms part of the LAeq calculations which will be undertaken later in the process. LAMax and overflight data form a 

secondary metric. Overflight of AONB was also considered. 
With the exception of the period 1 route A and period 2 route A in this option, CCO performance is expected to improve compared to the baseline (see DP6 for further details)

This option has been designed to minimise the total population overflown. As part of the 
development of the option, Sound Exposure Level (SEL) data, LAMax and overflight data has 
been used to identify high performing notional flight paths. SEL data forms part of the LAeq 
calculations which will be undertaken later in the process. LAMax and overflight data form a 

secondary metric. 
CCO performance is expected to improve compared to the baseline (see DP6 for further 

details)

This option has been designed to minimise the total population overflown. As part of the 
development of the option, Sound Exposure Level (SEL) data, LAMax and overflight data has 
been used to identify high performing notional flight paths. SEL data forms part of the LAeq 
calculations which will be undertaken later in the process. LAMax and overflight data form a 

secondary metric. Overflight of AONB was also considered. 
CCO performance is expected to improve compared to the baseline (see DP6 for further 

details)

This option has been designed to minimise population newly overflown between 0 – 4000ft before routing directly to the 
network exit points between 4-7000ft. Small adjustments will be made to the lateral path to consider noise, however these 

will be balanced with reducing fuel burn and CO2.
This respite option uses two configurations EDA and parts of EDH. Both of these options ‘met’ the Design Principle in their respective evaluations. 

This option has been designed to minimise the total population overflown between 0-
7000ft. (See DP 3 for further details). 

This option has been designed to minimise the total population newly overflown between 0-7000ft. It is based on the 
existing RNAV 1 nominal centrelines of the departure routes departing from Gatwick (including NPRs) however the vertical 

performance of these routes has been updated to reflect continuous climb performance. (See DP 3 for further details). 

This option does not offer any respite configurations This option does not offer any respite configurations This option does not offer any respite configurations This option does not offer any respite configurations
The option is based on two respite configurations each formed of three PBN departure routes. The effectiveness of the respite configurations will be assessed as part of the Initial 

Options Appraisal should this option progress. 
As a night-time option intended to be operated alongside another option, this option would 

offer respite
This option does not offer any respite configurations

The four PBN departure routes that form part of this option will offer long term predictability of flight paths. 
The three PBN departure routes that form part of this option will offer long term predictability 

of flight paths. 
The three PBN departure routes that form part of this option will offer long term predictability 

of flight paths. 
This option offers long term predictability via PBN departure routes. The routes are split into two configurations which would be alternated predictably. 

This option has been developed based on night-time noise metrics and is intended to be 
used as night-time configuration alongside one of the other options. This means that the 
option would offer predictable respite during the night-time period for those communities 
under day-time routes. The configuration of 3 PBN departure routes will offer long term 

predictability.

The three PBN departure routes that form part of this option will offer long term predictability 
of flight paths. 

The baseline ‘do nothing’ scenario would not change the noise environment at Gatwick. Aircraft would continue to fly the 
SIDS and be tactically controlled (vectored) by ATC once outside the NPR. Some stakeholders would prefer for Gatwick to 
remain as it is today and therefore this in itself could be considered a locally tailored design. However, the broad vectoring 

swathes beyond the NPRs do not consider the local environment and therefore do not offer opportunities to avoid noise 
sensitive areas. 

This option has been designed to minimise the total population overflown between 0-
7000ft. (See DP 3 for further details). 

This option has been designed to minimise the total population overflown between 0-
7000ft. (See DP 3 for further details). 

This option has been designed to minimise the total population overflown between 0 – 
4000ft before routing directly to the network exit points between 4-7000ft. Small adjustments 

will be made to the lateral path to consider noise, however these will be balanced with 
reducing fuel burn and CO2.

This option has been designed to minimise the total population overflown between 0 – 
4000ft before routing directly to the network exit points between 4-7000ft. Small adjustments 

will be made to the lateral path to consider noise, however these will be balanced with 
reducing fuel burn and CO2.

This respite option has been designed to minimise the total population overflown between 0-7000ft. (See DP 3 for further details). 

8
Deconflictio
n by Design

Within the existing operation, routes 3, 6, 9 and 2 separate relatively shortly after departure. At the end of the NPRs, aircraft 
are tactically controlled and therefore there is the opportunity for cumulative overflight from multiple routes. 

Other than the initial straight ahead section of flight immediately after take off, the routes 
which form this option do not have overlapping areas of overflight. 

There are significant areas where there is overflight by arrivals and departures to/from Gatwick Airport.

There is cumulative overflight from a number of neighbouring airports, the most prevalent being Heathrow. 

Within each period configuration, other than the initial straight ahead section of flight immediately after take off, the routes which form this option do not have overlapping areas of 
overflight. When considering the respite configurations together, the right turn routes and the straight ahead routes share areas of cumulative overflight before splitting. This means that 

communities closer in to the airport, that are more likely to be significantly impacted by noise, are less likely to gain the full benefits of the respite configuration. 

Other than the initial straight ahead section of flight immediately after take off, the routes 
which form this option do not have overlapping areas of overflight. 

Other than the initial straight ahead section of flight immediately after take off, the routes 
which form this option do not have overlapping areas of overflight. 

Other than the initial straight ahead section of flight immediately after take off, the routes 
which form this option do not have overlapping areas of overflight. 

The option removes dependencies on VORs although DMEs will likely still be required for some RNAV1 operations. This 
does generate a dependency on GPS but possibly no more than today’s existing dependency on FMS overlays. The 

implementation of PBN SIDs from the northern runway will add resilience to Gatwick. The contribution towards systemised 
airspace enables enhanced controller tool support which, in the long term, is expected to lead to a reduction in Controller 

workload in turn delivering increased operational resilience.

The option is based on two respite configurations each formed of three PBN departure routes. The effectiveness of the respite configurations will be assessed as part of the Initial 
Options Appraisal should this option progress. 

This option does not offer any respite configurations This option does not offer any respite configurations

The four PBN departure routes that form part of this option will offer long term predictability of flight paths. 

The option removes dependencies on VORs although DMEs will likely still be required for some RNAV1 operations. This does generate a dependency on GPS but possibly no more 
than today’s existing dependency on FMS overlays. The implementation of PBN SIDs from the northern runway will add resilience to Gatwick. The contribution towards systemised 

airspace enables enhanced controller tool support which, in the long term, is expected to lead to a reduction in Controller workload in turn delivering increased operational resilience.

The option removes dependencies on VORs although DMEs will likely still be required for 
some RNAV1 operations. This does generate a dependency on GPS but possibly no more 
than today’s existing dependency on FMS overlays. The implementation of PBN SIDs from 

the northern runway will add resilience to Gatwick. The contribution towards systemised 
airspace enables enhanced controller tool support which, in the long term, is expected to 

lead to a reduction in Controller workload in turn delivering increased operational resilience.

The option removes dependencies on VORs although DMEs will likely still be required for 
some RNAV1 operations. This does generate a dependency on GPS but possibly no more 
than today’s existing dependency on FMS overlays. The implementation of PBN SIDs from 

the northern runway will add resilience to Gatwick. The contribution towards systemised 
airspace enables enhanced controller tool support which, in the long term, is expected to 

lead to a reduction in Controller workload in turn delivering increased operational resilience.

This option is designed to adopt enhanced navigation standards. It is expected to operate to a minimum standard of RNAV1 although the exact PBN specification will be explored in 
further detail as we develop and refine options through the process. Use of RF would be preferable on 180  ̊turns.  

This option is designed to adopt enhanced navigation standards. It is expected to operate to a minimum standard of 
RNAV1 although the exact PBN specification will be explored in further detail as we develop and refine options through the 

process. Use of RF would be preferable on 180  ̊turns.  

This option is designed to adopt enhanced navigation standards. It is expected to operate to a minimum standard of 
RNAV1 although the exact PBN specification will be explored in further detail as we develop and refine options through the 

process. Use of RF would be preferable on 180  ̊turns.  

6

Optimise 
Use of 
Aircraft 
Capabilities

7

Long Term 
predictability 
and 
Adaptability

Departures currently follow the SID centrelines and associated NPRs to 3000ft/4000ft before being tactically controlled 
(vectored) from 3000ft/4000ft. The NPRs provide some predictability however the nature of tactical vectoring results in 

unpredictable paths above 4000ft

The three PBN departure routes that form part of this option will offer long term predictability 
of flight paths. 

The three PBN departure routes that form part of this option will offer long term predictability 
of flight paths. 

Aircraft departing from Gatwick Airport on the main runway either use PBN RNAV1 SIDs, or conventional SIDs. Aircraft 
departing from the northern runway are required to follow Gatwick’s conventional SIDs. The conventional procedures are 

defined based on ground based navigation aids although aircraft operators typically have coded overlays of these 
procedures. 

NATS NERL are currently undergoing a rationalisation programme of ground based equipment called VORs which will 
impact these conventional procedures and therefore will also impact GAL’s resilience. GAL are currently investigating 

RNAV substitution to mitigate VOR rationalisation however this is an interim measure until FASI implementation. 
In future, the increased volumes of traffic within the LTMA airspace will result in increased ATC and Pilot workload which 

will lead to additional complexity in the event of predictable operational factors.

In current operations although a few departures (South bounds off Runway 08) have unrestricted climb to 6000’ most of the 
other departure SID routes are designed with an initial stop at 4000ft or 5000ft. These restrictions are predominantly 

caused by a requirement to deconflict the routes against Heathrow arrivals and departures. However, the current structure 
is a compromise so the inter-dependencies between Heathrow and other adjacent airports in the vicinity also affect the 

overall structure and level restrictions that apply to all the inter-dependent airports. 

The existing departure configuration does not offer any opportunities for predictable respite. Between 0-4000ft, aircraft 
follow the SID centrelines and there is therefore also no opportunity for unpredictable noise relief. Between 4-7000ft, 
aircraft are tactically controlled (vectored), and therefore aircraft are dispersed across the airspace, providing some 

unpredictable noise relief/dispersion for some communities.

The baseline ‘do nothing’ scenario would not change the noise environment at Gatwick. Aircraft would continue to fly the 
Noise Preferred Routes (NPRs) and be tactically controlled (vectored) by ATC following the end of the routes. As the 

airspace is not modernised, aircraft will be prevented from continuously climbing to higher altitudes. As traffic within the 
LTMA increases, this could lead to decreased CCO performance which has an impact on noise. 

This option has been designed to minimise the total population overflown. As part of the 
development of the option, Sound Exposure Level (SEL) data, LAMax and overflight data has 
been used to identify high performing notional flight paths. SEL data forms part of the LAeq 
calculations which will be undertaken later in the process. LAMax and overflight data form a 

secondary metric. Overflight of AONB was also considered. 
With the exception of route A in this option, CCO performance is expected to improve 

compared to the baseline (see DP6 for further details)

This option has been designed to minimise the total population overflown. As part of the 
development of the option, Sound Exposure Level (SEL) data, LAMax and overflight data has 
been used to identify high performing notional flight paths. SEL data forms part of the LAeq 
calculations which will be undertaken later in the process. LAMax and overflight data form a 

secondary metric. Overflight of AONB was also considered. 
With the exception of route A in this option, CCO performance is expected to improve 

compared to the baseline (see DP6 for further details)

This option has been designed to minimise the total population overflown. As part of the 
development of the option, Sound Exposure Level (SEL) data, LAMax and overflight data has 
been used to identify high performing notional flight paths. SEL data forms part of the LAeq 
calculations which will be undertaken later in the process. LAMax and overflight data form a 

secondary metric. Overflight of AONB was also considered. 
With the exception of route A in this option, CCO performance is expected to improve 

compared to the baseline (see DP6 for further details)

This option has been designed to minimise the total population overflown. As part of the 
development of the option, Sound Exposure Level (SEL) data, LAMax and overflight data has 
been used to identify high performing notional flight paths. SEL data forms part of the LAeq 
calculations which will be undertaken later in the process. LAMax and overflight data form a 

secondary metric. Overflight of AONB was also considered. 
With the exception of route A in this option, CCO performance is expected to improve 

compared to the baseline (see DP6 for further details)

The option removes dependencies on VORs although DMEs will likely still be required for 
some RNAV1 operations. This does generate a dependency on GPS but possibly no more 
than today’s existing dependency on FMS overlays. The implementation of PBN SIDs from 

the northern runway will add resilience to Gatwick. The contribution towards systemised 
airspace enables enhanced controller tool support which, in the long term, is expected to 

lead to a reduction in Controller workload in turn delivering increased operational resilience.

The option removes dependencies on VORs although DMEs will likely still be required for some RNAV1 operations. This does generate a dependency on GPS but possibly no more 
than today’s existing dependency on FMS overlays. The implementation of PBN SIDs from the northern runway will add resilience to Gatwick. The contribution towards systemised 

airspace enables enhanced controller tool support which, in the long term, is expected to lead to a reduction in Controller workload in turn delivering increased operational resilience.

See Design Principle 3, 6, 7, 8, and 9

See Design Principle 1See Design Principle 1

Aircraft departing from Gatwick Airport on the main runway either use PBN RNAV1 SIDs, or conventional SIDs. The PBN 
SIDs aim to replicate the conventional routes. Gatwick’s Noise Preferred Routes (NPR) apply until 3000ft or 4000ft 

depending on the route (For more information about Gatwick’s baseline, please see our Stage 2A document. For full 
details of the NPRs, please see the eAIP). Beyond this point, owing to the limitations within the LTMA and the interactions 

with aircraft to/from other airports, aircraft are typically tactically controlled (vectored) by ATC. 
Aircraft departing from the northern runway are required to follow Gatwick’s conventional procedures which are defined 
based on ground based navigation aids although aircraft operators typically have coded overlays of these procedures. 
Gatwick’s Noise Preferred Routes (NPR) apply until either 3000ft or 4000ft and beyond this point aircraft are typically 

tactically controlled by ATC. 

This option is designed to adopt enhanced navigation standards. It is expected to operate 
to a minimum standard of RNAV1 although the exact PBN specification will be explored in 

further detail as we develop and refine options through the process. Use of RF would be 
preferable on 180  ̊turns.  

This option is designed to adopt enhanced navigation standards. It is expected to operate 
to a minimum standard of RNAV1 although the exact PBN specification will be explored in 

further detail as we develop and refine options through the process. Use of RF would be 
preferable on 180  ̊turns.  

This option is designed to adopt enhanced navigation standards. It is expected to operate 
to a minimum standard of RNAV1 although the exact PBN specification will be explored in 

further detail as we develop and refine options through the process. 

This option is designed to adopt enhanced navigation standards. It is expected to operate 
to a minimum standard of RNAV1 although the exact PBN specification will be explored in 

further detail as we develop and refine options through the process. Use of RF would be 
preferable on 180  ̊turns.  

See Design Principle 3, 6, 7, 8, and 9

No feedback has been received to suggest this option would conflict with defence and 
security requirements

This option in it's current configuration would not meet current or future capacity 
requirements due to the combined WEST/SOUTH SID.

This option in it's current configuration would not meet current or future capacity 
requirements due to the combined WEST/SOUTH SID.

See Design Principle 3, 6, 7, 8, and 9See Design Principle 3, 6, 7, 8, and 9 See Design Principle 3, 6, 7, 8, and 9

See Design Principle 5

See Design Principle 3, 6, 7, 8, and 9 See Design Principle 3, 6, 7, 8, and 9

This option is designed to adopt enhanced navigation standards. It is expected to operate 
to a minimum standard of RNAV1 although the exact PBN specification will be explored in 

further detail as we develop and refine options through the process. 

This option is designed to adopt enhanced navigation standards. It is expected to operate 
to a minimum standard of RNAV1 although the exact PBN specification will be explored in 

further detail as we develop and refine options through the process. 

See Design Principle 5 See Design Principle 5 See Design Principle 5

Option

See Design Principle 1

See Design Principle 5

See Design Principle 1

No feedback has been received to suggest this option would conflict with defence and 
security requirements

ED_BL EDA EDB EDC EDD

See Design Principle 1

See Design Principle 5

This departure configuration has routes (Period 1 A v B) which diverge by less than 45  ̊which will require further investigation and a specific safety case to achieve separation 
standards for 1 minute splits. Some SIDs also start their divergence later than today. Period 1 Route A will interact with any future Heathrow operation but potentially with similar level of 

interactions as today requiring tactical intervention. The location of Heathrow's routes is of importance to Period 1 Route A being viable.

Route C in both periods will interact with Gatwick's arrivals that will need resolution. This option is considered potentially viable at this time.

EDG EDH EDI EDJ 

See Design Principle 5

This departure configuration has routes (B v C) which diverge by less than 45  ̊which will require further investigation and a 
specific safety case to achieve separation standards for 1 minute splits. Route D will interact with easterly arrivals that will 
need resolution.  Route B will interact with any future Heathrow operation but potentially with similar level of interactions as 

today requiring tactical intervention. The location of Heathrow's routes is of importance to Route B being viable. This 
option is considered potentially viable at this time

#

AMS

See Design Principle 1

See Design Principle 5

See Design Principle 3, 6, 7, 8, and 9

See Design Principle 1

See Design Principle 5

See Design Principle 3, 6, 7, 8, and 9

See Design Principle 1

See Design Principle 5

See Design Principle 3, 6, 7, 8, and 9

Gatwick's departures fly standard instrument departures (SIDs) but in order to maximise efficiency aircraft are usually 
vectored after passing 3000/4000’. This leads to high ATC workload, often reaching capacity, due to interactions with 
other neighbouring airport traffic flows as well as with its own arrivals. Without modernisation to decrease routine ATC 
tactical intervention, increased traffic levels with the LTMA will lead to flow restrictions and delay in order to keep ATC 

workload within safe limits. This will limit capacity and constrain demand. 

This option in it's current configuration would not meet current or future capacity 
requirements due to the combined WEST/SOUTH SID.

This option in it's current configuration would not meet current or future capacity 
requirements due to the combined WEST/SOUTH SID.

1
Safety by 
Design

Gatwick's departures fly standard instrument departures (SIDs) but in order to maximise efficiency aircraft are usually 
vectored after passing 3000/4000’. This leads to high ATC workload, often reaching capacity, due to interactions with 
other neighbouring airport traffic flows as well as with its own arrivals. Without modernisation to decrease routine ATC 
tactical intervention, increased traffic levels with the LTMA will lead to flow restrictions and delay in order to keep ATC 

workload within safe limits.

 Route A will interact with any future Heathrow operation but potentially with similar level of 
interactions as today requiring tactical intervention. The location of Heathrow's routes is of 

importance to Route A being viable. 

Route C will interact with Gatwick's arrivals that will need resolution. This option is 
considered potentially viable at this time.

DP Category
EDE

No feedback has been received to suggest this option would conflict with defence and security requirements
No feedback has been received to suggest this option would conflict with defence and 

security requirements
No feedback has been received to suggest this option would conflict with defence and 

security requirements
No feedback has been received to suggest this option would conflict with defence and security requirements No feedback has been received to suggest this option would conflict with defence and security requirements

EDM EDN EDOEDF EDLEDK

See Design Principle 5

This option in it's current configuration would not meet current or future capacity requirements due to the combined WEST/SOUTH SID.
This option in it's current configuration would not meet current or future capacity 

requirements due to the combined WEST/SOUTH SID.
This option in it's current configuration would not meet current or future capacity 

requirements due to the combined EAST/SOUTH SID.
This option is expected to meet capacity requirements. This option is expected to meet capacity requirements. 

This departure configuration has routes (B v C) which diverge by less than 45  ̊which will 
require further investigation and a specific safety case to achieve separation standards for 1 

minute splits. Route C will interact with easterly arrivals that will need resolution. This 
option is considered potentially viable at this time.

This departure configuration has routes (A v B) which diverge by less than 45  ̊which will 
require further investigation and a specific safety case to achieve separation standards for 1 

minute splits. Route C will interact with easterly arrivals that will need resolution. Route A 
will interact with any future Heathrow operation but potentially with similar level of 

interactions as today requiring tactical intervention. The location of Heathrow's routes is of 
importance to Route A being viable. This option is considered potentially viable at this 

time.

See Design Principle 1 See Design Principle 1

This departure configuration has routes (A v B and B v C) which diverge by less than 45  ̊
which will require further investigation and a specific safety case to achieve separation 

standards for 1 minute splits. Route A will interact with any future Heathrow operation but 
potentially with similar level of interactions as today requiring tactical intervention. The 

location of Heathrow's routes is of importance to Route A being viable.

Route C will interact with Gatwick's arrivals that will need resolution. This option is 
considered potentially viable at this time.

This departure configuration has routes (A v B and B v C) which diverge by less than 45  ̊
which will require further investigation and a specific safety case to achieve separation 

standards for 1 minute splits. Route A will interact with any future Heathrow operation but 
potentially with similar level of interactions as today requiring tactical intervention. The 

location of Heathrow's routes is of importance to Route A being viable.

Route C will interact with Gatwick's arrivals that will need resolution. This option is 
considered potentially viable at this time.

This departure configuration has routes (Period 1 A v B, Period 1 B v C and Period 2 A v B) which diverge by less than 45  ̊which will require further investigation and a specific safety 
case to achieve separation standards for 1 minute splits. Some SIDs also start their divergence later than today. Period 2 Route A will interact with any future Heathrow operation but 

potentially with similar level of interactions as today requiring tactical intervention. The location of Heathrow's routes is of importance to Route A being viable.

Route C will interact with Gatwick's arrivals that will need resolution. This option is considered potentially viable at this time.

See Design Principle 1

This departure configuration has routes (B v C) which diverge by less than 45  ̊which will require further investigation and a 
specific safety case to achieve separation standards for 1 minute splits. Route D will interact with Gatwick's arrivals that 

will need resolution. Route B will interact with any future Heathrow operation but potentially with similar level of 
interactions as today requiring tactical intervention. The location of Heathrow's routes is of importance to Route B being 

viable. This option is considered potentially viable at this time

See Design Principle 1 See Design Principle 1

See Design Principle 3, 6, 7, 8, and 9

See Design Principle 1

See Design Principle 5

See Design Principle 3, 6, 7, 8, and 9

See Design Principle 1

See Design Principle 5

See Design Principle 3, 6, 7, 8, and 9

This option in it's current configuration would not meet current or future capacity 
requirements due to the combined WEST/SOUTH SID.

See Design Principle 1

See Design Principle 5

See Design Principle 3, 6, 7, 8, and 9

No feedback has been received to suggest this option would conflict with defence and security requirements
No feedback has been received to suggest this option would conflict with defence and 

security requirements

See Design Principle 5

This option in it's current configuration would not meet current or future capacity requirements due to the combined WEST/SOUTH SID.
This option in it's current configuration would not meet current or future capacity 
requirements as there are only 2 viable SIDs which would be worse than today.

See Design Principle 3, 6, 7, 8, and 9

No feedback has been received to suggest this option would conflict with defence and 
security requirements

See Design Principle 3, 6, 7, 8, and 9

This option in it's current configuration would not meet current or future capacity 
requirements due to the combined WEST/SOUTH SID.

This option in it's current configuration would not meet current or future capacity 
requirements due to the combined EAST/NORTH SID. 

This option in it's current configuration would not meet current or future capacity requirements as there are only 2 viable SIDs which would be worse than today.

Taking departures in isolation, on the assumption that improved CCO to 7000ft is available 
this option has the potential to require less CAS and offer opportunities to simplify the 

boundaries

See Design Principle 1

See Design Principle 5

See Design Principle 3, 6, 7, 8, and 9

No feedback has been received to suggest this option would conflict with defence and 
security requirements

No feedback has been received to suggest this option would conflict with defence and 
security requirements

No feedback has been received to suggest this option would conflict with defence and security requirements
No feedback has been received to suggest this option would conflict with defence and 

security requirements

This option in it's current configuration would not meet current or future capacity 
requirements due to the combined WEST/SOUTH SID.

See Design Principle 5

See Design Principle 1

See Design Principle 5

See Design Principle 3, 6, 7, 8, and 9

Current operations require the current airspace and is used as a benchmark to measure future potential requirements
Taking departures in isolation, on the assumption that improved CCO to 7000ft is available 

this option has the potential to require less CAS and offer opportunities to simplify the 
boundaries

Taking departures in isolation, on the assumption that improved CCO to 7000ft is available 
this option has the potential to require less CAS and offer opportunities to simplify the 

boundaries

Taking departures in isolation, on the assumption that improved CCO to 7000ft is available 
this option has the potential to require less CAS and offer opportunities to simplify the 

boundaries

Taking departures in isolation, on the assumption that improved CCO to 7000ft is available 
this option has the potential to require less CAS and offer opportunities to simplify the 

boundaries

Taking departures in isolation, on the assumption that improved CCO to 7000ft is available 
this option has the potential to require less CAS and offer opportunities to simplify the 

boundaries

Taking departures in isolation, on the assumption that improved CCO to 7000ft is available 
this option has the potential to require less CAS and offer opportunities to simplify the 

boundaries

Taking departures in isolation, on the assumption that improved CCO to 7000ft is available 
this option has the potential to require less CAS and offer opportunities to simplify the 

boundaries

Taking departures in isolation, on the assumption that improved CCO to 7000ft is available 
this option has the potential to require less CAS and offer opportunities to simplify the 

boundaries

Taking departures in isolation, on the assumption that improved CCO to 7000ft is available this option has the potential to 
require less CAS and offer opportunities to simplify the boundaries

Taking departures in isolation, on the assumption that improved CCO to 7000ft is available this option has the potential to 
require less CAS and offer opportunities to simplify the boundaries

Taking departures in isolation, on the assumption that improved CCO to 7000ft is available this option has the potential to require less CAS and offer opportunities to simplify the 
boundaries

Taking departures in isolation, on the assumption that 
improved CCO to 7000ft is available this option has the 
potential to require less CAS and offer opportunities to 

simplify the boundaries

Taking departures in isolation, on the assumption that improved CCO to 7000ft is available 
this option has the potential to require less CAS and offer opportunities to simplify the 

boundaries

Taking departures in isolation, on the assumption that improved CCO to 7000ft is available 
this option has the potential to require less CAS and offer opportunities to simplify the 

boundaries

Taking departures in isolation, on the assumption that improved CCO to 7000ft is available this option has the potential to require less CAS and offer 
opportunities to simplify the boundaries

Taking departures in isolation, on the assumption that improved CCO to 7000ft is available 
this option has the potential to require less CAS and offer opportunities to simplify the 

boundaries

Taking departures in isolation, on the assumption that improved CCO to 7000ft is available 
this option has the potential to require less CAS and offer opportunities to simplify the 

boundaries

No feedback has been received to suggest this option would conflict with defence and security requirements
No feedback has been received to suggest this option would conflict with defence and 

security requirements
No feedback has been received to suggest this option would conflict with defence and 

security requirements
No feedback has been received to suggest this option would conflict with defence and 

security requirements

This option in it's current configuration would not meet current or future capacity 
requirements due to the combined SOUTH/NORTH SID.

Gatwick FASI-S ACP Stage 2A DPE Annex B

Easterly Departures (Detail)



WA_BL WAA WAB WAC WAF WAG WAH WAK WAL WAN WAO WAP WAQ

? ?

Route A Route B Route C Route D Route A Route B Route C Route D Route A Route B Route C Route A Route B Route C Route A Route B

Integration with airspace Viable however does have interactions with Gatwick departures that 
would require resolution

Viable however the eastern edge may have interactions with the 
broad arrival flow (above 7000ft) which would require refinement 

and does have interactions with Gatwick departures that would 
require resolution

Viable however depending on the network above 7000ft, this option 
may have interactions with Gatwick departures that would require 

resolution. 

Viable but only on a tactical 
basis due to inevitable 

interactions with Heathrow, 
Gatwick departures and 
maybe Biggin Hill traffic

Viable but only on a tactical 
basis due to inevitable 

interactions with Heathrow, 
Gatwick departures and 
maybe Biggin Hill traffic

Viable however does have 
interactions with Gatwick 

departures that would 
require resolution

Viable however does have 
interactions with Gatwick 

departures that would 
require resolution

Viable but only on a tactical 
basis due to inevitable 

interactions with Heathrow, 
Gatwick departures and 
maybe Biggin Hill traffic

Viable but only on a tactical 
basis due to inevitable 

interactions with Heathrow, 
Gatwick departures and 
maybe Biggin Hill traffic

Viable however depending 
on the network above 

7000ft, this option may 
have interactions with 

Gatwick departures that 
would require resolution. 

Viable however does have 
interactions with Gatwick 

departures that would 
require resolution

Viable however does have interactions with Gatwick departures that 
would require resolution

Viable however does have interactions with Gatwick departures that 
would require resolution

Viable however depending on the network above 7000ft, this option 
may have interactions with Gatwick departures that would require 

resolution. 

Viable however does have 
interactions with Gatwick 

departures that would 
require resolution

Viable however does have 
interactions with Gatwick 

departures that would 
require resolution

Viable however does have 
interactions with Gatwick 

departures that would 
require resolution

Viable however does have 
interactions with Gatwick 

departures that would 
require resolution

Viable however does have 
interactions with Gatwick 

departures that would 
require resolution

Viable however depending 
on the network above 

7000ft, this option may 
have interactions with 

Gatwick departures that 
would require resolution. 

Viable however does have interactions with Gatwick departures 
that would require resolution

Viable however depending on the network above 7000ft, this 
option may have interactions with Gatwick departures that would 

require resolution. 

Viable however does have 
interactions with Gatwick 

departures that would require 
resolution

Viable however does have 
interactions with Gatwick 

departures that would require 
resolution

Viable however does have interactions with Gatwick departures that 
would require resolution

Viable however depending on the network above 7000ft, this 
option may have interactions with Gatwick departures that would 

require resolution. 

Viable however does have interactions with Gatwick departures 
that would require resolution

Viable however does have interactions with Gatwick departures 
that would require resolution

Other safety
No safety concerns with the use of a single PBN approach transition 
onto final approach, assuming adequate separation from all other 

routes
No safety concerns with the use of a vectoring area for all arrivals.

No safety concerns with the use of a single PBN approach transition 
onto final approach, assuming adequate separation from all other 

routes

No safety concerns with the use of a single PBN approach transition onto 
final approach, assuming adequate separation from all other routes

No safety concerns with the use of a vectoring area for all arrivals.
No safety concerns with the use of a single PBN approach transition onto 

final approach, assuming adequate separation from all other routes

No safety concerns with the use of a single PBN approach 
transition onto final approach, assuming adequate separation 

from all other routes

No safety concerns with the use of a single PBN approach 
transition onto final approach, assuming adequate separation 

from all other routes

No safety concerns with the use of a single PBN approach transition 
onto final approach, assuming adequate separation from all other 

routes

No safety concerns with the use of a single PBN approach 
transition onto final approach, assuming adequate separation 

from all other routes

New safety assurances would be required for the RNP-AR arrivals 
which have not yet been implemented in the UK. Not all aircraft 
wil l be capable of such an arrival so this route would have to be 

used in conjunction with another option

New safety assurances would be required for the RNP-AR arrivals 
which have not yet been implemented in the UK. Not all aircraft 
wil l be capable of such an arrival so this route would have to be 

used in conjunction with another option

Safety See Design Principle 1 See Design Principle 1 See Design Principle 1 See Design Principle 1 See Design Principle 1 See Design Principle 1 See Design Principle 1 See Design Principle 1 See Design Principle 1 See Design Principle 1 See Design Principle 1 See Design Principle 1 See Design Principle 1

Integration: CAS
Current operations require the current airspace and is used as a benchmark to 

measure future potential requirements

Taking arrivals in isolation, on the assumption that improved CDO 
from 7000ft is available this option has the potential to require less 

CAS and offer opportunities to simplify the boundaries

Taking arrivals in isolation, on the assumption that improved CDO 
from 7000ft is available this option has the potential to require less 

CAS and offer opportunities to simplify the boundaries

Taking arrivals in isolation, on the assumption that improved CDO 
from 7000ft is available this option has the potential to require less 

CAS and offer opportunities to simplify the boundaries

Taking arrivals in isolation, on the assumption that improved CDO from 
7000ft is available this option has the potential to require less CAS and 

offer opportunities to simplify the boundaries

Taking arrivals in isolation, on the assumption that improved CDO from 
7000ft is available this option has the potential to require less CAS and 

offer opportunities to simplify the boundaries

Taking arrivals in isolation, on the assumption that improved CDO from 
7000ft is available this option has the potential to require less CAS and 
offer opportunities to simplify the boundaries. However the higher the 

number of arrival routes, the lower the chances of CAS release

Taking arrivals in isolation, on the assumption that improved CDO 
from 7000ft is available this option has the potential to require 

less CAS and offer opportunities to simplify the boundaries

Taking arrivals in isolation, on the assumption that improved CDO 
from 7000ft is available this option has the potential to require 

less CAS and offer opportunities to simplify the boundaries

Taking arrivals in isolation, on the assumption that improved CDO from 
7000ft is available this option has the potential to require less CAS and 

offer opportunities to simplify the boundaries

Taking arrivals in isolation, on the assumption that improved 
CDO from 7000ft is available this option has the potential to 

require less CAS and offer opportunities to simplify the 
boundaries

Taking arrivals in isolation, on the assumption that improved 
CDO from 7000ft is available this option has the potential to 

require less CAS and offer opportunities to simplify the 
boundaries

Taking arrivals in isolation, on the assumption that improved 
CDO from 7000ft is available this option has the potential to 

require less CAS and offer opportunities to simplify the 
boundaries

Integration: National 
Security

No feedback has been received to suggest this option would conflict with defence 
and security requirements

No feedback has been received to suggest this option would conflict 
with defence and security requirements

No feedback has been received to suggest this option would conflict 
with defence and security requirements

No feedback has been received to suggest this option would conflict 
with defence and security requirements

No feedback has been received to suggest this option would conflict with 
defence and security requirements

No feedback has been received to suggest this option would conflict with 
defence and security requirements

No feedback has been received to suggest this option would conflict with 
defence and security requirements

No feedback has been received to suggest this option would 
conflict with defence and security requirements

No feedback has been received to suggest this option would 
conflict with defence and security requirements

No feedback has been received to suggest this option would conflict 
with defence and security requirements

No feedback has been received to suggest this option would 
conflict with defence and security requirements

No feedback has been received to suggest this option would 
conflict with defence and security requirements

No feedback has been received to suggest this option would 
conflict with defence and security requirements

Simplification: Capacity
Doing nothing with Gatwick's arrivals will constrain options for Gatwick's SIDs and 

the wider LTMA network design. No change to arrivals at Gatwick will inhibit AMS 
benefits associated with the wider programme.

The introduction of a PBN transition is expected to meet capacity 
requirements so long as ATC retain the abil ity to vector arrivals to 

ensure accurate and safe final approach spacing. Without the abil ity 
to vector, this option would impact capacity.

A modernised RMA compatible with the airspace above 7000ft is 
expected to meet capacity requirements. 

The introduction of a PBN transition is expected to meet capacity 
requirements so long as ATC retain the abil ity to vector arrivals to 

ensure accurate and safe final approach spacing. Without the abil ity 
to vector, this option would impact capacity.

The introduction of a PBN transition is expected to meet capacity 
requirements so long as ATC retain the abil ity to vector arrivals to 

ensure accurate and safe final approach spacing. Without the abil ity to 
vector, this option would impact capacity.

A modernised RMA compatible with the airspace above 7000ft is 
expected to meet capacity requirements. 

The introduction of a PBN transition is expected to meet capacity 
requirements so long as ATC retain the abil ity to vector arrivals to 

ensure accurate and safe final approach spacing. Without the abil ity to 
vector, this option would impact capacity.

The introduction of a PBN transition is expected to meet capacity 
requirements so long as ATC retain the abil ity to vector arrivals to 

ensure accurate and safe final approach spacing. Without the 
abil ity to vector, this option would impact capacity.

The introduction of a PBN transition is expected to meet capacity 
requirements so long as ATC retain the abil ity to vector arrivals to 

ensure accurate and safe final approach spacing. Without the 
abil ity to vector, this option would impact capacity.

The introduction of a PBN transition is expected to meet capacity 
requirements so long as ATC retain the abil ity to vector arrivals to 

ensure accurate and safe final approach spacing. Without the abil ity to 
vector, this option would impact capacity.

The introduction of a PBN transition is expected to meet 
capacity requirements so long as ATC retain the abil ity to vector 

arrivals to ensure accurate and safe final approach spacing. 
Without the abil ity to vector, this option would impact capacity.

This arrival option would uti l ise a type of PBN called RNP-AR. 
Not all aircraft and crews are able to fly RNP-AR and therefore 
the route would need to be operated alongside other arrival 

options. 

This arrival option would uti l ise a type of PBN called RNP-AR. 
Not all aircraft and crews are able to fly RNP-AR and therefore 
the route would need to be operated alongside other arrival 

options. 

Simplification: Resil ience See Design Principle 5 See Design Principle 5 See Design Principle 5 See Design Principle 5 See Design Principle 5 See Design Principle 5 See Design Principle 5 See Design Principle 5 See Design Principle 5 See Design Principle 5 See Design Principle 5 See Design Principle 5 See Design Principle 5

Environment See Design Principle  3, 6, 7, 8 and 9 See Design Principle  3, 6, 7, 8 and 9 See Design Principle  3, 6, 7, 8 and 9 See Design Principle  3, 6, 7, 8 and 9 See Design Principle  3, 6, 7, 8 and 9 See Design Principle  3, 6, 7, 8 and 9 See Design Principle  3, 6, 7, 8 and 9 See Design Principle  3, 6, 7, 8 and 9 See Design Principle  3, 6, 7, 8 and 9 See Design Principle  3, 6, 7, 8 and 9 See Design Principle  3, 6, 7, 8 and 9 See Design Principle  3, 6, 7, 8 and 9 See Design Principle  3, 6, 7, 8 and 9

2
Enhanced 
Navigation 
Standards

-

Aircraft arriving at Gatwick Airport are tactically controlled (vectored) by ATC onto 
final approach. There are no defined routes to follow and aircraft are provided 

with instructions from Air Traffic Control who ensure the aircraft are safely spaced 
whilst being directed to land at Gatwick. The majority of aircraft use the 

Instrument Landing System (ILS) to land at Gatwick although RNP and LOC/DME 
approaches are also available. 

This option offers one PBN arrival route for westerly arrivals. We 
anticipate that at the point of implementation, the technology 

required from the airspace network above 7000ft to facil itate single 
track PBN arrivals during periods of high traffic will not be available 
and ATC will be required to vector arrivals during busy periods. The 

extent of this vectoring will be explored in further detail as we 
develop and refine options through the process.

This option is based on a vectoring area (known as a Radar 
Manoeuvring area) that is intended to be used in conjunction with 

one of the PBN options. Solely tactically controll ing (vectoring) 
aircraft does not make effective use of enhanced navigation 

standards.

This option offers one PBN arrival route for westerly arrivals. We 
anticipate that at the point of implementation, the technology 

required from the airspace network above 7000ft to facil itate single 
track PBN arrivals during periods of high traffic will not be available 

and ATC will be required to vector arrivals. The extent of this 
vectoring will require further information from NERL and will be 

explored in further detail as we develop and refine options through 
the process.

This option offers one PBN arrival route for westerly arrivals. We 
anticipate that at the point of implementation, the technology required 

from the airspace network above 7000ft to facil itate single track PBN 
arrivals during periods of high traffic will not be available and ATC will 
be required to vector arrivals. The extent of this vectoring will require 

further information from NERL and will be explored in further detail as 
we develop and refine options through the process.

This option is based on a vectoring area (known as a Radar 
Manoeuvring area) that is intended to be used in conjunction with one 
of the PBN options. Solely tactically controll ing (vectoring) aircraft does 

not make effective use of enhanced navigation standards.

This option offers one PBN arrival route for westerly arrivals. We 
anticipate that at the point of implementation, the technology required 

from the airspace network above 7000ft to facil itate single track PBN 
arrivals during periods of high traffic will not be available and ATC will 
be required to vector arrivals. The extent of this vectoring will require 

further information from NERL and will be explored in further detail as 
we develop and refine options through the process.

This option offers one PBN arrival route for westerly arrivals. We 
anticipate that at the point of implementation, the technology 
required from the airspace network above 7000ft to facil itate 

single track PBN arrivals during periods of high traffic will not be 
available and ATC will be required to vector arrivals. The extent 
of this vectoring will require further information from NERL and 

will be explored in further detail as we develop and refine options 
through the process.

This option offers one PBN arrival route for westerly arrivals. We 
anticipate that at the point of implementation, the technology 
required from the airspace network above 7000ft to facil itate 

single track PBN arrivals during periods of high traffic will not be 
available and ATC will be required to vector arrivals. The extent 
of this vectoring will require further information from NERL and 

will be explored in further detail as we develop and refine options 
through the process.

This option offers one PBN arrival route for westerly arrivals. We 
anticipate that at the point of implementation, the technology required 

from the airspace network above 7000ft to facil itate single track PBN 
arrivals during periods of high traffic wil l not be available and ATC will 
be required to vector arrivals. The extent of this vectoring will require 

further information from NERL and will be explored in further detail as 
we develop and refine options through the process.

This option offers one PBN arrival route for westerly arrivals. We 
anticipate that at the point of implementation, the technology 
required from the airspace network above 7000ft to facil itate 

single track PBN arrivals during periods of high traffic will not be 
available and ATC will be required to vector arrivals. The extent 
of this vectoring will require further information from NERL and 

will be explored in further detail as we develop and refine 
options through the process.

This option offers one PBN arrival route for westerly arrivals. We 
anticipate that at the point of implementation, the technology 
required from the airspace network above 7000ft to facil itate 

single track PBN arrivals during periods of high traffic will not be 
available and ATC will be required to vector arrivals. The extent 
of this vectoring will require further information from NERL and 

will be explored in further detail as we develop and refine 
options through the process. In addition to this, this option is 

designed to RNP-AR specification. Not all aircraft and crews are 
able to fly RNP-AR and therefore these routes would need to be 

operated alongside other arrival options. 

This option offers one PBN arrival route for westerly arrivals. We 
anticipate that at the point of implementation, the technology 
required from the airspace network above 7000ft to facil itate 

single track PBN arrivals during periods of high traffic will not be 
available and ATC will be required to vector arrivals. The extent 
of this vectoring will require further information from NERL and 

will be explored in further detail as we develop and refine 
options through the process. In addition to this, this option is 

designed to RNP-AR specification. Not all aircraft and crews are 
able to fly RNP-AR and therefore these routes would need to be 

operated alongside other arrival options. 

3

Limit 
Adverse 

Noise 
Effects

-

The baseline ‘do nothing’ scenario would not change the noise environment at 
Gatwick. Aircraft would continue to be tactically controlled (vectored) by ATC 

before joining the final approach. As the airspace is not modernised, aircraft may 
be prevented from continuously descending. As traffic within the LTMA increases, 

this could lead to decreased CDO performance which has an impact on noise. 

This option has been designed to minimise the total population 
overflown. As the Sound Exposure Level (SEL) contour is located 
along the final approach track, overfl ight contours were used to 

identify high performing notional fl ight paths. 
CDO is expected to improve compared to the baseline. 

This option is a Radar Manoeuvring Area (RMA) that has been 
designed to minimise the total population overflown. As the Sound 
Exposure Level (SEL) contour is located along the final approach 

track, overfl ight contours were used to identify high performing 
notional fl ight paths which could then define a potential vectoring 
area. Compared to pure PBN tracks, an RMA will deliver different 

noise benefits and impacts owing to dispersion created by the 
vectoring swathes. The nature/frequency/location of the vectoring 
which may be required will be explored in further detail once the 

shortl ist of options is known.
CDO is expected to improve compared to the baseline. 

This option has been designed to minimise the total population 
overflown between 0-4000ft. As the Sound Exposure Level (SEL) 

contour is located along the final approach track, overfl ight contours 
were used to identify high performing notional fl ight paths. Beyond 
4000ft, aircraft fly directly to the network entry/exit points although 

small adjustments to the lateral fl ight paths would be made to 
consider noise impacts.

CDO is expected to improve compared to the baseline.

This option has been designed to minimise the population newly 
overflown. As the Sound Exposure Level (SEL) contour is located along 
the final approach track, population newly overflown contours and data 

were used to identify high performing notional fl ight paths. 
CDO is expected to improve compared to the baseline. 

This option is a Radar Manoeuvring Area (RMA) that has been designed 
to minimise the population newly overflown. As the Sound Exposure 

Level (SEL) contour is located along the final approach track, 
population newly overflown contours were used to identify high 

performing notional fl ight paths which could then define a potential 
vectoring area. Compared to pure PBN tracks, an RMA will deliver 

different noise benefits and impacts owing to dispersion created by the 
vectoring swathes. The nature/frequency/location of the vectoring which 

may be required will be explored in further detail once the shortl ist of 
options is known.

CDO is expected to improve compared to the baseline.

This option has been designed to minimise population newly overflown 
between 0-4000ft. As the Sound Exposure Level (SEL) contour is 

located along the final approach track, , population newly overflown 
contours were used to identify high performing notional fl ight paths. 

Beyond 4000ft, aircraft fly directly to the network entry/exit points 
although small adjustments to the lateral fl ight paths would be made to 

consider noise impacts.
CDO is expected to improve compared to the baseline.

This option has been designed to balance the population newly 
overflown and the total population overflown and join the final 
approach between 7-9nm. As the Sound Exposure Level (SEL) 
contour is located along the final approach track, population 

newly overflown contours and total population overflown contours 
were used to identify high performing notional fl ight paths.

CDO is expected to improve compared to the baseline.

This option has been designed to balance the population newly 
overflown and the total population overflown between 0-40000ft 

and join the final approach between 7-9nm. As the Sound 
Exposure Level (SEL) contour is located along the final approach 
track, population newly overflown contours and total population 

overflown contours were used to identify high performing notional 
fl ight paths. Beyond 4000ft, aircraft fly directly to the network 

entry/exit points although small adjustments to the lateral fl ight 
paths would be made to consider noise impacts.

CDO is expected to improve compared to the baseline.

This option has been designed to balance the population newly 
overflown and the total population overflown. As the Sound Exposure 

Level (SEL) contour is located along the final approach track, 
population newly overflown contours and total population overflown 
contours were used to identify high performing notional fl ight paths.

CDO is expected to improve compared to the baseline.

This option has been designed to balance the population newly 
overflown and the total population overflown between 0-40000ft. 
As the Sound Exposure Level (SEL) contour is located along the 
final approach track, population newly overflown contours and 
total population overflown contours were used to identify high 

performing notional fl ight paths. Beyond 4000ft, aircraft fly 
directly to the network entry/exit points although small 

adjustments to the lateral fl ight paths would be made to consider 
noise impacts.

CDO is expected to improve compared to the baseline.

This option was developed following stakeholder feedback. It 
uses DEFRA’s road and rail noise mapping to identify areas of 

high ambient noise (please see the Stage 2A document for 
further details). This option has not been developed using data 

associated with the primary and secondary noise metrics of 
CAP1616. There is typically a correlation between areas of high 
ambient noise and population and therefore, in relation to the 
primary and secondary metrics, this option may not perform as 

well as other options on the comprehensive list. It's performance 
against these metrics would require further exploration as part of 

the Initial Options Appraisal should this option progress. CCO 
performance is expected to improve compared to the baseline. 

This option was developed following stakeholder feedback. It 
uses DEFRA’s road and rail noise mapping to identify areas of 
high ambient noise between 0-40000ft. (please see the Stage 

2A document for further details). This option has not been 
developed using data associated with the primary and 

secondary noise metrics of CAP1616. There is typically a 
correlation between areas of high ambient noise and 

population and therefore, in relation to the primary and 
secondary metrics, this option may not perform as well as other 

options on the comprehensive list. It's performance against 
these metrics would require further exploration as part of the 

Initial Options Appraisal should this option progress. CCO 
performance is expected to improve compared to the baseline. 

4
Time Based 

Arrival 
Operations

Today, Gatwick’s arrivals are tactically controlled (vectored) by ATC, and Gatwick 
use an Arrival Manager (AMANs) system. Tactically controll ing (vectoring) aircraft 
does enable air traffic controllers to space aircraft effectively, however it reduces 

the accuracy of time based arrival technology and systemised sequencing.  

This single track PBN option has been designed to be compatible 
with time based arrival operations. The implementation on time 
based arrivals is dependent on a number of factors including the 

technology available from aircraft and the airspace network above 
7000ft. At this stage in the process, the airspace above 7000ft is sti l l  

being developed as part of Stage 2 of NERL’s ACP and the 
availabil ity to implement time based arrivals will be explored in 

further detail as NERL and GAL progress through the airspace 
change process. 

This option is based on a vectoring area (known as a Radar 
Manoeuvring area) that is intended to be used in conjunction with 

one of the PBN options. Solely tactically controll ing (vectoring) 
aircraft does enable air traffic controllers to space aircraft effectively, 

however it reduces the accuracy of time based arrival technology 
and systemised sequencing.  

This single track PBN option has been designed to be compatible 
with time based arrival operations. The implementation on time 
based arrivals is dependent on a number of factors including the 

technology available from aircraft and the airspace network above 
7000ft. At this stage in the process, the airspace above 7000ft is sti l l  

being developed as part of Stage 2 of NERL’s ACP and the 
availabil ity to implement time based arrivals will be explored in 

further detail as NERL and GAL progress through the airspace 
change process.

This single track PBN option has been designed to be compatible with 
time based arrival operations. The implementation on time based 

arrivals is dependent on a number of factors including the technology 
available from aircraft and the airspace network above 7000ft. At this 

stage in the process, the airspace above 7000ft is sti l l  being developed 
as part of Stage 2 of NERL’s ACP and the availabil ity to implement time 

based arrivals will be explored in further detail as NERL and GAL 
progress through the airspace change process. 

This option is based on a vectoring area (known as a Radar 
Manoeuvring area) that is intended to be used in conjunction with one 
of the PBN options. Solely tactically controll ing (vectoring) aircraft does 

enable air traffic controllers to space aircraft effectively, however it 
reduces the accuracy of time based arrival technology and systemised 

sequencing.  

This single track PBN option has been designed to be compatible with 
time based arrival operations. The implementation on time based 

arrivals is dependent on a number of factors including the technology 
available from aircraft and the airspace network above 7000ft. At this 

stage in the process, the airspace above 7000ft is sti l l  being developed 
as part of Stage 2 of NERL’s ACP and the availabil ity to implement time 

based arrivals will be explored in further detail as NERL and GAL 
progress through the airspace change process.

This single track PBN option has been designed to be compatible 
with time based arrival operations. The implementation on time 
based arrivals is dependent on a number of factors including the 

technology available from aircraft and the airspace network above 
7000ft. At this stage in the process, the airspace above 7000ft is 
sti l l  being developed as part of Stage 2 of NERL’s ACP and the 
availabil ity to implement time based arrivals will be explored in 

further detail as NERL and GAL progress through the airspace 
change process.

This single track PBN option has been designed to be compatible 
with time based arrival operations. The implementation on time 
based arrivals is dependent on a number of factors including the 

technology available from aircraft and the airspace network above 
7000ft. At this stage in the process, the airspace above 7000ft is 
sti l l  being developed as part of Stage 2 of NERL’s ACP and the 
availabil ity to implement time based arrivals will be explored in 

further detail as NERL and GAL progress through the airspace 
change process.

This single track PBN option has been designed to be compatible with 
time based arrival operations. The implementation on time based 

arrivals is dependent on a number of factors including the technology 
available from aircraft and the airspace network above 7000ft. At this 

stage in the process, the airspace above 7000ft is sti l l  being developed 
as part of Stage 2 of NERL’s ACP and the availabil ity to implement 

time based arrivals will be explored in further detail as NERL and GAL 
progress through the airspace change process.

This single track PBN option has been designed to be 
compatible with time based arrival operations. The 

implementation on time based arrivals is dependent on a 
number of factors including the technology available from 

aircraft and the airspace network above 7000ft. At this stage in 
the process, the airspace above 7000ft is sti l l  being developed as 
part of Stage 2 of NERL’s ACP and the availabil ity to implement 
time based arrivals will be explored in further detail as NERL and 

GAL progress through the airspace change process.

This single track PBN option has been designed to be 
compatible with time based arrival operations. The 

implementation on time based arrivals is dependent on a 
number of factors including the technology available from 

aircraft and the airspace network above 7000ft. At this stage in 
the process, the airspace above 7000ft is sti l l  being developed 

as part of Stage 2 of NERL’s ACP and the availabil ity to 
implement time based arrivals will be explored in further detail 

as NERL and GAL progress through the airspace change 
process.

This single track PBN option has been designed to be 
compatible with time based arrival operations. The 

implementation on time based arrivals is dependent on a 
number of factors including the technology available from 

aircraft and the airspace network above 7000ft. At this stage in 
the process, the airspace above 7000ft is sti l l  being developed 

as part of Stage 2 of NERL’s ACP and the availabil ity to 
implement time based arrivals will be explored in further detail 

as NERL and GAL progress through the airspace change 
process.

5
Resilience 

built in
 - 

Aircraft arriving at Gatwick are tactically controlled (vectored) by ATC onto final 
approach. There are no defined routes to follow, and aircraft are provided with 

instructions from Air Traffic Control who ensure the aircraft are safely spaced 
whilst being directed to land at Gatwick. The initial approach procedures (without 
radar control) are dependent on conventional navigation aids that are due to be 

withdrawn as part of NERL’s VOR rationalisation programme. NATS NERL are 
currently undergoing a rationalisation programme of ground based equipment 

called VORs which will impact these conventional procedures and therefore will 
also impact GAL’s resil ience. GAL are currently investigating RNAV substitution to 

mitigate VOR rationalisation however this is an interim measure until FASI 
implementation. 

In future, the increased volumes of traffic within the LTMA airspace will result in 
increased ATC and Pilot workload which will lead to additional complexity in the 

event of predictable operational factors. 

This option removes Gatwick’s dependencies on conventional 
ground based navigation aids for the IAPs without radar control.  

RNP and ILS approaches are already available at Gatwick but this 
option would introduce a PBN transition to these instrument 

approaches. 
A single PBN route does not provide any alternative PBN routes in 
the event of operational disruption but it is expected that ATC will 

manage aircraft via tactical controll ing which subject to the airspace 
above 7000ft also being modernised, is expected to be resil ient. 
The contribution towards systemised airspace enables enhanced 

controller tool support which, in the long term, is expected to lead to 
a reduction in Controller workload in turn delivering increased 

operational resil ience.

The use of vectoring within a RMA allows operational flexibil ity and 
resil ience. Subject to the airspace above 7000ft also being 

modernised to accommodate future increases in traffic within the 
LTMA, it is anticipated that this radar area will be resil ient to 

operational disruption.  Although tactical control may be resil ient, 
other options which offer multiple PBN routes may provide 

additional resil ience and reduce ATC workload compared to this 
option. This option will no remove Gatwick's dependencies on 

conventional ground based nav aids for IAPs without radar control.

This option removes Gatwick’s dependencies on conventional 
ground based navigation aids for the IAPs without radar control.  

RNP and ILS approaches are already available at Gatwick but this 
option would introduce a PBN transition to these instrument 

approaches. 
A single PBN route does not provide any alternative PBN routes in 
the event of operational disruption but it is expected that ATC will 

manage aircraft via tactical controll ing which subject to the airspace 
above 7000ft also being modernised, is expected to be resil ient. 
The contribution towards systemised airspace enables enhanced 

controller tool support which, in the long term, is expected to lead to 
a reduction in Controller workload in turn delivering increased 

operational resil ience.

This option removes Gatwick’s dependencies on conventional ground 
based navigation aids for the IAPs without radar control.  RNP and ILS 

approaches are already available at Gatwick but this option would 
introduce a PBN transition to these instrument approaches. 

A single PBN route does not provide any alternative PBN routes in the 
event of operational disruption but it is expected that ATC will manage 

aircraft via tactical controll ing which subject to the airspace above 
7000ft also being modernised, is expected to be resil ient. 

The contribution towards systemised airspace enables enhanced 
controller tool support which, in the long term, is expected to lead to a 

reduction in Controller workload in turn delivering increased operational 
resil ience.

The use of vectoring within a RMA allows operational flexibil ity and 
resil ience. Subject to the airspace above 7000ft also being modernised 

to accommodate future increases in traffic within the LTMA, it is 
anticipated that this radar area will be resil ient to operational disruption.  

Although tactical control may be resil ient, other options which offer 
multiple PBN routes may provide additional resil ience and reduce ATC 
workload compared to this option. This option will no remove Gatwick's 
dependencies on conventional ground based nav aids for IAPs without 

radar control.

This option removes Gatwick’s dependencies on conventional ground 
based navigation aids for the IAPs without radar control.  RNP and ILS 

approaches are already available at Gatwick but this option would 
introduce a PBN transition to these instrument approaches. 

A single PBN route does not provide any alternative PBN routes in the 
event of operational disruption but it is expected that ATC will manage 

aircraft via tactical controll ing which subject to the airspace above 
7000ft also being modernised, is expected to be resil ient. 

The contribution towards systemised airspace enables enhanced 
controller tool support which, in the long term, is expected to lead to a 

reduction in Controller workload in turn delivering increased operational 
resil ience.

This option removes Gatwick’s dependencies on conventional 
ground based navigation aids for the IAPs without radar control.  

RNP and ILS approaches are already available at Gatwick but this 
option would introduce a PBN transition to these instrument 

approaches. 
A single PBN route does not provide any alternative PBN routes 
in the event of operational disruption but it is expected that ATC 
will manage aircraft via tactical controll ing which subject to the 
airspace above 7000ft also being modernised, is expected to be 

resil ient. 
The contribution towards systemised airspace enables enhanced 

controller tool support which, in the long term, is expected to lead 
to a reduction in Controller workload in turn delivering increased 

operational resil ience.

This option removes Gatwick’s dependencies on conventional 
ground based navigation aids for the IAPs without radar control.  

RNP and ILS approaches are already available at Gatwick but this 
option would introduce a PBN transition to these instrument 

approaches. 
A single PBN route does not provide any alternative PBN routes 
in the event of operational disruption but it is expected that ATC 
will manage aircraft via tactical controll ing which subject to the 
airspace above 7000ft also being modernised, is expected to be 

resil ient. 
The contribution towards systemised airspace enables enhanced 

controller tool support which, in the long term, is expected to lead 
to a reduction in Controller workload in turn delivering increased 

operational resil ience.

This option removes Gatwick’s dependencies on conventional ground 
based navigation aids for the IAPs without radar control.  RNP and ILS 

approaches are already available at Gatwick but this option would 
introduce a PBN transition to these instrument approaches. 

A single PBN route does not provide any alternative PBN routes in the 
event of operational disruption but it is expected that ATC will manage 

aircraft via tactical controll ing which subject to the airspace above 
7000ft also being modernised, is expected to be resil ient. 

The contribution towards systemised airspace enables enhanced 
controller tool support which, in the long term, is expected to lead to a 

reduction in Controller workload in turn delivering increased 
operational resil ience.

This option removes Gatwick’s dependencies on conventional 
ground based navigation aids for the IAPs without radar control.  
RNP and ILS approaches are already available at Gatwick but 

this option would introduce a PBN transition to these instrument 
approaches. 

A single PBN route does not provide any alternative PBN routes 
in the event of operational disruption but it is expected that ATC 
will manage aircraft via tactical controll ing which subject to the 
airspace above 7000ft also being modernised, is expected to be 

resil ient. 
The contribution towards systemised airspace enables enhanced 

controller tool support which, in the long term, is expected to 
lead to a reduction in Controller workload in turn delivering 

increased operational resil ience.

This option uses a type of PBN called RNP-AR which would only 
be available to airl ines and crews approved to fly RNP-AR 

procedures. Therefore, an alternative PBN procedure would 
need to be available in order to offer full resil ience and remove 

dependencies for Gatwick's IAPs without radar control. 

The contribution towards systemised airspace enables enhanced 
controller tool support which, in the long term, is expected to 
lead to a reduction in Controller workload in turn delivering 

increased operational resil ience.

This option uses a type of PBN called RNP-AR which would only 
be available to airl ines and crews approved to fly RNP-AR 

procedures. Therefore, an alternative PBN procedure would 
need to be available in order to offer full resil ience and remove 

dependencies for Gatwick's IAPs without radar control. 

The contribution towards systemised airspace enables enhanced 
controller tool support which, in the long term, is expected to 
lead to a reduction in Controller workload in turn delivering 

increased operational resil ience.

Track Distance Track mileage will remain the same as today
This option has the potential to reduce track miles compared to an 

average baseline arrival track
This option is expected to maintain similar levels of track miles to 

the baseline
This option has the potential to reduce track miles compared to an 

average baseline arrival track

This route has the potential 
to reduce track miles 

compared to an average 
baseline arrival track if 

aircraft arriving from the 
north are tactically 
managed by ATC

This route has the potential 
to reduce track miles 

compared to an average 
baseline arrival track if 

aircraft arriving from the 
north are tactically 
managed by ATC

This route has the potential 
to increase track miles 

compared to an average 
baseline arrival track  if used 
equally in conjunction with 
Route D then cumulatively 
there would be  an overall 
increase in track mileage

This route has the potential 
to decrease track miles 

compared to an average 
baseline arrival track 

however Route C increases 
track miles, and the 

cumulative impact overall 
results in an increase in 

track mileage

This route has the potential 
to reduce track miles 

compared to an average 
baseline arrival track if 

aircraft arriving from the 
north are tactically 
managed by ATC

This route has the potential 
to reduce track miles 

compared to an average 
baseline arrival track if 

aircraft arriving from the 
north are tactically 
managed by ATC

This route has the potential 
to increase track miles 

compared to an average 
baseline arrival track 

however if used equally in 
conjunction with Route D, 
then cumulatively there 

would be sti l l  be a decrease 
in track mileage

This route has the potential 
to reduce track miles 

compared to an average 
baseline arrival track

This option has the potential to marginally increase track miles 
compared to an average baseline arrival track

This option is expected to maintain similar levels of track miles to the 
baseline

This option has the potential to reduce track miles compared to an 
average baseline arrival track

This route has the potential 
to increase track miles 

compared to an average 
baseline arrival track 

however if used equally in 
conjunction with Route B 

and Route C, then 
cumulatively there would be 
an increase in track mileage

This route has the potential 
to increase track miles 

compared to an average 
baseline arrival track 

however if used equally in 
conjunction with Route A 

and Route C, then 
cumulatively there would be 
an increase in track mileage

This option has the 
potential to increase track 

miles compared to an 
average baseline arrival 
track. If used equally in 

conjunction with Route B 
and Route A, then 

cumulatively there would be 
an increase in track mileage

This option has the 
potential to reduce track 
miles compared to an 

average baseline arrival 
track. If used equally in 

conjunction with Route B 
and Route C, then 

cumulatively track mileage 
would be similar to the 

baseline

This option has the 
potential to reduce track 
miles compared to an 

average baseline arrival 
track.  If used equally in 

conjunction with Route A 
and Route C, then 

cumulatively track mileage 
would be similar to the 

baseline

This option has the 
potential to increase track 

miles compared to an 
average baseline arrival 
track.  If used equally in 

conjunction with Route A 
and Route B then 

cumulatively track mileage 
would be similar to the 

baseline

This option has the potential to reduce track miles compared to 
an average baseline arrival track

This option has the potential to reduce track miles compared to 
an average baseline arrival track

This option has the potential to 
reduce track miles compared to an 

average baseline arrival track

This option has the potential to 
reduce track miles compared to an 

average baseline arrival track

This option has the potential to reduce track miles compared to an 
average baseline arrival track

This option has the potential to reduce track miles compared to 
an average baseline arrival track

This option has the potential to reduce track miles compared to 
an average baseline arrival track

This option has the potential to reduce track miles compared to 
an average baseline arrival track

CCO/CDO

In current operations almost all Westerly arrivals are given an opportunity to 
follow CDO from 6000ft. Aircraft are vectored from the holding stacks (normally at 

FL70 or FL80) and positioned in the traffic pattern within a defined two-
dimensional area known as a Radar Manoeuvring Area. Most arrivals are given 
the chance to follow CDO from FL70 (unless, because of their position in the 

traffic pattern they are too close to another aircraft also at FL70). However, unless 
traffic conditions are very quiet opportunities for CDO above FL70 are limited by 

aircraft holding in the stacks at FL80 and higher. In the future, as traffic in the 
LTMA increase, opportunities for CDO may be reduced.

This option has the potential to achieve CDO from FL90 subject to 
integration with the NERL design and separation from Gatwick SIDs

This option has the potential to achieve CDO from FL90 subject to 
integration with the NERL design and separation from Gatwick SIDs

This option has the potential to achieve CDO from FL90 subject to 
integration with the NERL design and separation from Gatwick SIDs

Unlikely to achieve CDO 
from FL90 due to 

interdependencies between 
Heathrow, Gatwick 

departures and maybe 
Biggin Hill traffic

Unlikely to achieve CDO 
from FL90 due to 

interdependencies between 
Heathrow, Gatwick 

departures and maybe 
Biggin Hill traffic

This route has the potential 
to achieve CDO from FL90 
subject to integration with 

the NERL design and 
separation from Gatwick 

SIDs 

This route has the potential 
to achieve CDO from FL90 
subject to integration with 

the NERL design and 
separation from Gatwick 

SIDs 

Unlikely to achieve CDO 
from FL90 due to 

interdependencies between 
Heathrow, Gatwick 

departures and maybe 
Biggin Hill traffic

Unlikely to achieve CDO 
from FL90 due to 

interdependencies between 
Heathrow, Gatwick 

departures and maybe 
Biggin Hill traffic

This route has the potential 
to achieve CDO from FL90 
subject to integration with 

the NERL design and 
separation from Gatwick 

SIDs 

This route has the potential 
to achieve CDO from FL90 
subject to integration with 

the NERL design and 
separation from Gatwick 

SIDs 

This option has the potential to achieve CDO from FL90 subject to 
integration with the NERL design and separation from Gatwick SIDs 

This option has the potential to achieve CDO from FL90 subject to 
integration with the NERL design and separation from Gatwick SIDs 

This option has the potential to achieve CDO from FL90 subject to 
integration with the NERL design and separation from Gatwick SIDs 

This route has the potential 
to achieve CDO from FL90 
subject to integration with 

the NERL design and 
separation from Gatwick 

SIDs. 

This route has the potential 
to achieve CDO from FL90 
subject to integration with 

the NERL design and 
separation from Gatwick 

SIDs. 

This route has the potential 
to achieve CDO from FL90 
subject to integration with 

the NERL design and 
separation from Gatwick 

SIDs. 

This route has the potential 
to achieve CDO from FL90 
subject to integration with 

the NERL design and 
separation from Gatwick 

SIDs. 

This route has the potential 
to achieve CDO from FL90 
subject to integration with 

the NERL design and 
separation from Gatwick 

SIDs. 

This route has the potential 
to achieve CDO from FL90 
subject to integration with 

the NERL design and 
separation from Gatwick 

SIDs. 

This option has the potential to achieve CDO from FL90 subject 
to integration with the NERL design and separation from Gatwick 

SIDs. 

This option has the potential to achieve CDO from FL90 subject 
to integration with the NERL design and separation from Gatwick 

SIDs. 

This route has the potential to 
achieve CDO from FL90 subject to 
integration with the NERL design 
and separation from Gatwick SIDs. 

This route has the potential to 
achieve CDO from FL90 subject to 
integration with the NERL design 
and separation from Gatwick SIDs. 

This option has the potential to achieve CDO from FL90 subject to 
integration with the NERL design and separation from Gatwick SIDs. 

This option has the potential to achieve CDO from FL90 subject 
to integration with the NERL design and separation from Gatwick 

SIDs. 

This option has the potential to achieve CDO from FL90 subject 
to integration with the NERL design and separation from 

Gatwick SIDs. 

This option has the potential to achieve CDO from FL90 subject 
to integration with the NERL design and separation from 

Gatwick SIDs. 

Long term predictabil ity
Aircraft arriving at Gatwick Airport are tactically controlled (vectored) by ATC onto 
final approach and therefore, other than once on final approach, there is no long 

term predictabil ity of fl ight paths. 

This option offers long term predictabil ity via one PBN arrival route 
however it is anticipated that at the point of implementation, tactical 
vectoring will also be required and therefore there would be periods 

of unpredictabil ity. This will be explored in further as we receive 
further information from NERL around the airspace above 7000ft. 

This option is based on a vectoring area (known as a Radar 
Manoeuvring area) that is intended to be used in conjunction with 

one of the PBN options. Solely tactically controll ing (vectoring) 
aircraft does not offer long term predictabil ity. 

This option offers long term predictabil ity via one PBN arrival route 
however it is anticipated that at the point of implementation, tactical 
vectoring will also be required and therefore there would be periods 

of unpredictabil ity. This will be explored in further as we receive 
further information from NERL around the airspace above 7000ft. 

This option offers long term predictabil ity via one PBN arrival route 
however it is anticipated that at the point of implementation, tactical 

vectoring will also be required and therefore there would be periods of 
unpredictabil ity. This will be explored in further as we receive further 

information from NERL around the airspace above 7000ft. 

This option is based on a vectoring area (known as a Radar 
Manoeuvring area) that is intended to be used in conjunction with one 
of the PBN options. Solely tactically controll ing (vectoring) aircraft does 

not offer long term predictabil ity. 

This option offers long term predictabil ity via one PBN arrival route 
however it is anticipated that at the point of implementation, tactical 

vectoring will also be required and therefore there would be periods of 
unpredictabil ity. This will be explored in further as we receive further 

information from NERL around the airspace above 7000ft. 

This option offers long term predictabil ity via one PBN arrival 
route however it is anticipated that at the point of 

implementation, tactical vectoring will also be required and 
therefore there would be periods of unpredictabil ity. This will be 
explored in further as we receive further information from NERL 

around the airspace above 7000ft. 

This option offers long term predictabil ity via one PBN arrival 
route however it is anticipated that at the point of 

implementation, tactical vectoring will also be required and 
therefore there would be periods of unpredictabil ity. This will be 
explored in further as we receive further information from NERL 

around the airspace above 7000ft. 

This option offers long term predictabil ity via one PBN arrival route 
however it is anticipated that at the point of implementation, tactical 

vectoring will also be required and therefore there would be periods of 
unpredictabil ity. This will be explored in further as we receive further 

information from NERL around the airspace above 7000ft. 

This option offers long term predictabil ity via one PBN arrival 
route however it is anticipated that at the point of 

implementation, tactical vectoring will also be required and 
therefore there would be periods of unpredictabil ity. This will be 
explored in further as we receive further information from NERL 

around the airspace above 7000ft. 

This option offers long term predictabil ity via one PBN arrival 
route however it is anticipated that at the point of 

implementation, tactical vectoring will also be required and 
therefore there would be periods of unpredictabil ity. This will be 
explored in further as we receive further information from NERL 

around the airspace above 7000ft. 

This option offers long term predictabil ity via one PBN arrival 
route however it is anticipated that at the point of 

implementation, tactical vectoring will also be required and 
therefore there would be periods of unpredictabil ity. This will be 
explored in further as we receive further information from NERL 

around the airspace above 7000ft. 

Respite

Aircraft arriving at Gatwick Airport are tactically controlled (vectored) by ATC onto 
final approach and therefore, other than once on final approach, there is no long 
term predictabil ity of fl ight paths. Tactically controll ing (vectoring) aircraft creates 

dispersion which offers some unpredictable noise relief.

A single PBN route does not offer any predictable respite 
configurations however the use of tactical vectoring at peak periods 

may offer some noise relief through dispersion. This will be explored 
in further detail as part of the Initial Options Appraisal should this 

option progress. 

This option is based on a vectoring area (known as a Radar 
Manoeuvring area) that is intended to be used in conjunction with 

one of the PBN options. Solely tactically controll ing (vectoring) 
aircraft does not offer long term predictabil ity however the dispersion 

from the vectoring does offer some noise relief. 

A single PBN route does not offer any predictable respite 
configurations however the use of tactical vectoring at peak periods 

may offer some noise relief through dispersion. This will be explored 
in further detail as part of the Initial Options Appraisal should this 

option progress. 

A single PBN route does not offer any predictable respite configurations 
however the use of tactical vectoring at peak periods may offer some 

noise relief through dispersion. This will be explored in further detail as 
part of the Initial Options Appraisal should this option progress. 

This option is based on a vectoring area (known as a Radar 
Manoeuvring area) that is intended to be used in conjunction with one 
of the PBN options. Solely tactically controll ing (vectoring) aircraft does 

not offer long term predictabil ity however the dispersion from the 
vectoring does offer some noise relief. 

A single PBN route does not offer any predictable respite configurations 
however the use of tactical vectoring at peak periods may offer some 

noise relief through dispersion. This will be explored in further detail as 
part of the Initial Options Appraisal should this option progress. 

A single PBN route does not offer any predictable respite 
configurations however the use of tactical vectoring at peak 

periods may offer some noise relief through dispersion. This will 
be explored in further detail as part of the Initial Options 

Appraisal should this option progress. 

A single PBN route does not offer any predictable respite 
configurations however the use of tactical vectoring at peak 

periods may offer some noise relief through dispersion. This will 
be explored in further detail as part of the Initial Options 

Appraisal should this option progress. 

A single PBN route does not offer any predictable respite configurations 
however the use of tactical vectoring at peak periods may offer some 

noise relief through dispersion. This will be explored in further detail as 
part of the Initial Options Appraisal should this option progress. 

A single PBN route does not offer any predictable respite 
configurations however the use of tactical vectoring at peak 

periods may offer some noise relief through dispersion. This will 
be explored in further detail as part of the Initial Options 

Appraisal should this option progress. 

A single PBN route does not offer any predictable respite 
configurations however the use of tactical vectoring at peak 

periods may offer some noise relief through dispersion. This will 
be explored in further detail as part of the Initial Options 

Appraisal should this option progress. 

A single PBN route does not offer any predictable respite 
configurations however the use of tactical vectoring at peak 

periods may offer some noise relief through dispersion. This will 
be explored in further detail as part of the Initial Options 

Appraisal should this option progress. 

Overfl ight within option

Within the existing operation, aircraft arriving at Gatwick Airport are tactically 
controlled (vectored) by ATC onto final approach. There are no defined routes to 

follow and aircraft are provided with instructions from Air Traffic Control who 
ensure the aircraft are safely spaced whilst being directed to land at Gatwick. This 

leads to broad swathes of fl ight tracks across the airspace.

This option offers one PBN arrival route and therefore there is no 
cumulative overfl ight within the option itself.

This option offers a RMA which means that aircraft would be 
tactically controlled. This would lead to swathes of fl ight paths across 

the airspace which would some overlapping areas of overfl ight 
however the dispersion would help to mitigate any impacts. 

This option offers one PBN arrival route and therefore there is no 
cumulative overfl ight within the option itself.

This option offers one PBN arrival route and therefore there is no 
cumulative overfl ight within the option itself.

This option offers a RMA which means that aircraft would be tactically 
controlled. This would lead to swathes of fl ight paths across the 

airspace. 

This option offers one PBN arrival route and therefore there is no 
cumulative overfl ight within the option itself.

This option offers one PBN arrival route and therefore there is no 
cumulative overfl ight within the option itself.

This option offers one PBN arrival route and therefore there is no 
cumulative overfl ight within the option itself.

This option offers one PBN arrival route and therefore there is no 
cumulative overfl ight within the option itself.

This option offers one PBN arrival route and therefore there is no 
cumulative overfl ight within the option itself.

This option offers one PBN arrival route and therefore there is 
no cumulative overfl ight within the option itself.

This option offers one PBN arrival route and therefore there is 
no cumulative overfl ight within the option itself.

Overfl ight of arrival and 
departure options

Owing to the vectoring swathes there are significant areas where there is 
overfl ight by arrivals and departures to/from Gatwick Airport.

The straight ahead / south easterly routes that form components of 
the easterly departure options all cross this arrival option, however 

owing to this option being formed of a single PBN track, the area of 
cumulative overfl ight wil l be minimal and could be refined once the 

shortl ist of departure options is known. 
It is anticipated that tactical vectoring of arrivals would sti l l  be 

required and this has the opportunity to increase cumulative impacts; 
the nature and frequency of this vectoring will be investigated in 

further detail should the option progress and as part of this, potential 
mitigations/refinements could be identified.

This option shares cumulative overfl ight with some components of 
the westerly departure options (mainly the wrap around left turn 
departures). This would require deconfliction and therefore it is 

anticipated that the impacts of cumulative overfl ight may be able to 
be mitigated. In terms of the easterly departures, the area of the 
indicative RMA overfl ies the same areas as the majority of the 

straight ahead departure routes and some parts of the right turn 
departures at higher altitudes. 

 The straight ahead / south easterly routes that form components of 
the easterly departure options all cross this arrival option, however 

owing to this option being formed of a single PBN track, the area of 
cumulative overfl ight wil l be minimal and could be refined once the 

shortl ist of departure options is known. 
It is anticipated that tactical vectoring of arrivals would sti l l  be 

required and this has the opportunity to increase cumulative impacts; 
the nature and frequency of this vectoring will be investigated in 

further detail should the option progress and as part of this, potential 
mitigations/refinements could be identified.

The straight ahead / south easterly routes that form components of the 
easterly departure options all cross this arrival option, however owing to 
this option being formed of a single PBN track, the area of cumulative 

overfl ight wil l be minimal and could be refined once the shortl ist of 
departure options is known. 

It is anticipated that tactical vectoring of arrivals would sti l l  be required 
and this has the opportunity to increase cumulative impacts; the nature 

and frequency of this vectoring will be investigated in further detail 
should the option progress and as part of this, potential 

mitigations/refinements could be identified.

This option does not overfly the same areas as the westerly departure 
options although there are some potential conflicts above 7000ft which 

may require refinement once the shortl ist of options is known. In terms of 
the easterly departures, the area of the indicative RMA overfl ies the 

same areas as the majority of the straight ahead departure routes and 
some parts of the right turn departures at higher altitudes. 

The straight ahead / south easterly routes that form components of the 
easterly departure options all cross this arrival option, however owing to 
this option being formed of a single PBN track, the area of cumulative 

overfl ight wil l be minimal and could be refined once the shortl ist of 
departure options is known. 

It is anticipated that tactical vectoring of arrivals would sti l l  be required 
and this has the opportunity to increase cumulative impacts; the nature 

and frequency of this vectoring will be investigated in further detail 
should the option progress and as part of this, potential 

mitigations/refinements could be identified.

 The straight ahead / south easterly routes that form components 
of the easterly departure options all cross this arrival option as 

well as the latter parts of some of the right turn departures, 
however owing to this option being formed of a single PBN track, 
the area of cumulative overfl ight wil l be minimal and could be 

refined once the shortl ist of departure options is known.
It is anticipated that tactical vectoring of arrivals would sti l l  be 
required and this has the opportunity to increase cumulative 
impacts; the nature and frequency of this vectoring will be 

investigated in further detail should the option progress and as 
part of this, potential mitigations/refinements could be identified. 

The straight ahead / south easterly routes that form components 
of the easterly departure options all cross this arrival option as 

well as the latter parts of some of the right turn departures, 
however owing to this option being formed of a single PBN track, 
the area of cumulative overfl ight wil l be minimal and could be 

refined once the shortl ist of departure options is known.
It is anticipated that tactical vectoring of arrivals would sti l l  be 
required and this has the opportunity to increase cumulative 
impacts; the nature and frequency of this vectoring will be 

investigated in further detail should the option progress and as 
part of this, potential mitigations/refinements could be identified. 

The straight ahead / south easterly routes that form components of the 
easterly departure options all cross this arrival option as well as the 

latter parts of some of the right turn departures, however owing to this 
option being formed of a single PBN track, the area of cumulative 

overfl ight wil l be minimal and could be refined once the shortl ist of 
departure options is known. 

It is anticipated that tactical vectoring of arrivals would sti l l  be required 
and this has the opportunity to increase cumulative impacts; the nature 

and frequency of this vectoring will be investigated in further detail 
should the option progress and as part of this, potential 

mitigations/refinements could be identified.

The straight ahead / south easterly routes that form components 
of the easterly departure options all cross this arrival option as 

well as the latter parts of some of the right turn departures, 
however owing to this option being formed of a single PBN track, 
the area of cumulative overfl ight wil l be minimal and could be 

refined once the shortl ist of departure options is known.
It is anticipated that tactical vectoring of arrivals would sti l l  be 
required and this has the opportunity to increase cumulative 
impacts; the nature and frequency of this vectoring will be 

investigated in further detail should the option progress and as 
part of this, potential mitigations/refinements could be identified. 

The straight ahead / south easterly routes that form components 
of the easterly departure options all cross this arrival option as 

well as the latter parts of some of the right turn departures, 
however owing to this option being formed of a single PBN 
track, the area of cumulative overfl ight wil l be minimal and 

could be refined once the shortl ist of departure options is known. 

Tactical vectoring of arrivals would sti l l  be required and this has 
the opportunity to increase cumulative impacts; the nature and 
frequency of this vectoring will be investigated in further detail 

should the option progress and as part of this, potential 
mitigations/refinements could be identified.

This option does not overfly the same areas as the westerly 
departure options. The straight ahead / south easterly routes 

that form components of the easterly departure options all cross 
this arrival option as well as the latter parts of some of the right 
turn departures, however owing to this option being formed of a 

single PBN track, the area of cumulative overfl ight wil l be 
minimal and could be refined once the shortl ist of departure 

options is known. 
Tactical vectoring of arrivals would sti l l  be required and this has 
the opportunity to increase cumulative impacts; the nature and 
frequency of this vectoring will be investigated in further detail 

should the option progress and as part of this, potential 
mitigations/refinements could be identified.

Overfl ight of 
neighbouring airports 

routes

Routes within the Biggin Hill and Heathrow Airport areas of the 
ACOG map.

Routes within the Biggin Hill and Heathrow Airport areas of the 
ACOG map.

Routes within the Biggin Hill and Heathrow Airport areas of the 
ACOG map.

Routes within the Biggin Hill and Heathrow Airport areas of the ACOG 
map.

Routes within the Biggin Hill and Heathrow Airport areas of the ACOG 
map.

Routes within the Biggin Hill and Heathrow Airport areas of the ACOG 
map.

Routes within the Biggin Hill and Heathrow Airport areas of the 
ACOG map.

Routes within the Biggin Hill and Heathrow Airport areas of the 
ACOG map.

Routes initially outside the ACOG 
map between c.7-6500ft. Then 

routes within the Biggin Hill and 
Heathrow Airport areas of the 

ACOG map.

Routes within the Biggin Hill and 
Heathrow Airport areas of the 

ACOG map.

Routes within the Biggin Hill and Heathrow Airport areas of the ACOG 
map.

Routes within the Biggin Hill and Heathrow Airport areas of the 
ACOG map.

Routes initially outside the ACOG map between c.7-6000ft. 
Then routes within the Biggin Hill and Heathrow Airport areas of 

the ACOG map.

Routes initially outside the ACOG map between c.7-6000ft. 
Then routes within the Biggin Hill and Heathrow Airport areas of 

the ACOG map.

9
Locally 

Tailored 
Designs

-

The baseline ‘do nothing’ scenario would not change the noise environment at 
Gatwick. Aircraft would continue to be tactically controlled (vectored) by ATC 

before joining the final approach. Some stakeholders would prefer for Gatwick to 
remain as it is today and therefore this in itself could be considered a locally 

tailored design. However, the broad vectoring swathes do not take into account 
the local environment and therefore do not offer opportunities to avoid noise 

sensitive areas.

This option has been designed to minimise the total population 
overflown between 0-7000ft. (See DP 3 for further details). 

This option is a Radar Manoeuvring Area (RMA) that has been 
designed to minimise the total population overflown. As the Sound 
Exposure Level (SEL) contour is located along the final approach 

track, overfl ight contours were used to identify high performing 
notional fl ight paths which could then define a potential vectoring 
area. Compared to pure PBN tracks, an RMA will deliver different 

noise benefits and impacts owing to dispersion created by the 
vectoring swathes. The nature/frequency/location of the vectoring 
which may be required will be explored in further detail once the 

shortl ist of options is known. Should this option progress, later in the 
process there will be opportunities to develop the option further to 

tailor to local circumstances however compared to PBN paths, these 
opportunities would be reduced. 

This option has been designed to minimise the total population 
overflown between 0-4000ft and route directly from the network entry 

point from 7000ft-4000ft. (See DP 3 for further details). 

This option has been designed to minimise the population newly 
overflown between 0-7000ft. (See DP 3 for further details). 

This Radar Manoeuvring Area (RMA) has been designed to minimise 
population newly overflown. As the Sound Exposure Level (SEL) 

contour is located along the final approach track, overfl ight contours 
were used to identify high performing notional fl ight paths which could 

then define a potential vectoring area. Compared to pure PBN tracks, an 
RMA will deliver different noise benefits and impacts owing to 

dispersion created by the vectoring swathes. The 
nature/frequency/location of the vectoring which may be required will 

be explored in further detail once the shortl ist of options is known. 
Should this option progress, later in the process there will be 
opportunities to develop the option further to tailor to local 

circumstances however compared to PBN paths, these opportunities 
would be reduced. 

This option has been designed to minimise the population newly 
overflown between 0-4000ft and route directly from the network entry 

point from 7000ft-4000ft. (See DP 3 for further details). 

This option has been designed to balance the population newly 
overflown and the total population overflown and join the final 

approach between 7-9nm.  (See DP 3 for further details). 

This option has been designed to minimise the population newly 
overflown between 0-4000ft and route directly from the network 

entry point from 7000ft-4000ft. (See DP 3 for further details). 

This option has been designed to balance the population newly 
overflown and the total population overflown between 0-7000ft. (See 

DP 3 for further details)

This option has been designed to balance the population newly 
overflown and the total population overflown between 0-4000ft 

and route directly from the network entry point from 7000ft-
4000ft. Small adjustments will be made to the lateral path to 
consider noise, however these will be balanced with reducing 

fuel burn and CO2.

This option was developed following stakeholder feedback. It 
uses DEFRA’s road and rail noise mapping to identify areas of 

high ambient noise (please see the Stage 2A document for 
further details). 

This option was developed following stakeholder feedback. It 
uses DEFRA’s road and rail noise mapping to identify areas of 

high ambient noise (please see the Stage 2A document for 
further details) between 0-4000ft before routing directly to the 

network exit points between 4-7000ft. Small adjustments will be 
made to the lateral path to consider noise, however these will 

be balanced with reducing fuel burn and CO2.

Taking arrivals in isolation, on the assumption that improved CDO from 7000ft is available this option has the 
potential to require less CAS and offer opportunities to simplify the boundaries. However the higher the number of 

arrival routes, the lower the chances of CAS release

Taking arrivals in isolation, on the assumption that improved CDO from 7000ft is available this option has the 
potential to require less CAS and offer opportunities to simplify the boundaries. However the higher the number of 

arrival routes, the lower the chances of CAS release

Taking arrivals in isolation, on the assumption that improved CDO from 7000ft is 
available this option has the potential to require less CAS and offer opportunities to 

simplify the boundaries. However the higher the number of arrival routes, the lower the 
chances of CAS release

Taking arrivals in isolation, on the assumption that improved CDO from 7000ft is 
available this option has the potential to require less CAS and offer opportunities to 

simplify the boundaries. However the higher the number of arrival routes, the lower the 
chances of CAS release

Taking arrivals in isolation, on the assumption that improved CDO 
from 7000ft is available this option has the potential to require less 

CAS and offer opportunities to simplify the boundaries. However the 
higher the number of arrival routes, the lower the chances of CAS 

release

No feedback has been received to suggest this option would conflict with defence and security requirements No feedback has been received to suggest this option would conflict with defence and security requirements
No feedback has been received to suggest this option would conflict with defence and 

security requirements
No feedback has been received to suggest this option would conflict with defence and 

security requirements
No feedback has been received to suggest this option would conflict 

with defence and security requirements

AMS

1

This option has been designed to be compatible with time based arrivals operations however owing to the respite 
configurations, there will be further technical investigation required in order to understand how the different routes, 
with differing track lengths, can be integrated with time based arrival technology sequencing. The implementation 

on time based arrivals is dependent on a number of factors including the technology available from aircraft and the 
airspace network above 7000ft. At this stage in the process, the airspace above 7000ft is sti l l  being developed as part 
of Stage 2 of NERL’s ACP and the availabil ity to implement time based arrivals will be explored in further detail as 

NERL and GAL progress through the airspace change process.

Option

The higher the number of available approaches, the higher the chances of error by ATC or Pilots. Additional 
assurance work would be required to generate acceptable safety argument. This is envisaged to be achievable but 

would require further investigation should this option progress.

The higher the number of available approaches, the higher the chances of error by ATC or Pilots. Additional 
assurance work would be required to generate acceptable safety argument. This is envisaged to be achievable but 

would require further investigation should this option progress.

The higher the number of available approaches, the higher the chances of error by 
ATC or Pilots. Additional assurance work would be required to generate acceptable 

safety argument. This is envisaged to be achievable but would require further 
investigation should this option progress.

The higher the number of available approaches, the higher the chances of error by 
ATC or Pilots. Additional assurance work would be required to generate acceptable 

safety argument. This is envisaged to be achievable but would require further 
investigation should this option progress.

The higher the number of available approaches, the higher the 
chances of error by ATC or Pilots. Additional assurance work would be 
required to generate acceptable safety argument. This is envisaged 
to be achievable but would require further investigation should this 

option progress.

WAD

Vectoring of arrivals is currently achieved safely with busy but steady workload. 
Airspace constraints due to Heathrow SIDs generate more workload for Gatwick 
Approach and Gatwick Approach are also required to work the left turn (WIZAD) 

departures as they are not laterally separated from the arrival paths.

WAI WAJWAE

See Design Principle 1

The introduction of a PBN transition is expected to meet capacity requirements so long as ATC retain the abil ity to 
vector arrivals to ensure accurate and safe final approach spacing. Without the abil ity to vector, this option would 

impact capacity.

The introduction of PBN transitions is expected to meet capacity requirements so long 
as ATC retain the abil ity to vector arrivals to ensure accurate and safe final approach 

spacing. Without the abil ity to vector, this option would impact capacity.

The introduction of PBN transitions is expected to meet capacity requirements so long 
as ATC retain the abil ity to vector arrivals to ensure accurate and safe final approach 

spacing. Without the abil ity to vector, this option would impact capacity.

The introduction of a PBN transition is expected to meet capacity 
requirements so long as ATC retain the abil ity to vector arrivals to 

ensure accurate and safe final approach spacing. Without the abil ity 
to vector, this option would impact capacity.

This respite option has been designed to minimise the total population overflown. As the Sound Exposure Level 
(SEL) contour is located along the final approach track, overfl ight contours were used to identify high performing 

notional fl ight paths. 
CDO is expected to improve compared to the baseline although for the northern elements of the arrival system there 

are interdependencies with other airports which would require further investigation (see DP6 for further details).

This respite option has been designed to minimise the total population overflown. As the Sound Exposure Level 
(SEL) contour is located along the final approach track, overfl ight contours were used to identify high performing 

notional fl ight paths. 
CDO is expected to improve compared to the baseline although for the northern elements of the arrival system there 

are interdependencies with other airports which would require further investigation (see DP6 for further details).

This respite option has been designed to minimise population newly overflown. As the 
Sound Exposure Level (SEL) contour is located along the final approach track, 

population newly overflown contours were used to identify high performing notional 
fl ight paths. 

CDO is expected to improve compared to the baseline.

This respite option has been designed to minimise population newly overflown. As the 
Sound Exposure Level (SEL) contour is located along the final approach track, 

population newly overflown contours were used to identify high performing notional 
fl ight paths. 

CDO is expected to improve compared to the baseline.

This respite option has been designed to balance the population 
newly overflown and the total population overflown. The Sound 

Exposure Level (SEL) contour is located along the final approach 
track, so population newly overflown contours and total population 
overflown contours were used to identify high performing notional 

fl ight paths.
CDO is expected to improve compared to the baseline.
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 The straight ahead / south easterly routes that form components of 
the easterly departure options cross the three respite routes, however 
owing to this option being formed of a single PBN tracks, the area of 
cumulative overfl ight wil l be minimal and could be refined once the 

shortl ist of departure options is known. As a result of respite 
configurations, any frequency of cumulative overfl ight will be 

decreased compared to the single route PBN options.
It is anticipated that tactical vectoring of arrivals would sti l l  be 

required and this has the opportunity to increase cumulative impacts; 
the nature and frequency of this vectoring will be investigated in 

further detail should the option progress and as part of this, potential 
mitigations/refinements could be identified.

This option has been designed to be compatible with time based arrivals operations 
however owing to the respite configurations, there will be further technical investigation 
required in order to understand how the different routes, with differing track lengths, can 
be integrated with time based arrival technology sequencing. The implementation on 

time based arrivals is dependent on a number of factors including the technology 
available from aircraft and the airspace network above 7000ft. At this stage in the 

process, the airspace above 7000ft is sti l l  being developed as part of Stage 2 of NERL’s 
ACP and the availabil ity to implement time based arrivals will be explored in further 

detail as NERL and GAL progress through the airspace change process.

# DP Category
WAM

This option offers two PBN arrival routes for westerly arrivals that 
could be operated as part of a respite configuration. We anticipate 

that at the point of implementation, the technology required from the 
airspace network above 7000ft to facil itate single track PBN arrivals 
during periods of high traffic will not be available and ATC will be 
required to vector arrivals. The extent of this vectoring will require 

further information from NERL and will be explored in further detail 
as we develop and refine options through the process.

This option offers four PBN arrival routes that can be used in a respite configuration. Other than once aircraft have 
joined the final approach, there is no cumulative overfl ight within the option itself although there may be some 

small overlapping areas of overfl ight as aircraft turn to join the final approach. 

This option offers three PBN arrival routes which could be used in a respite 
configuration. From 7000ft, there are some areas of overfl ight overlap before aircraft 
turn onto base leg - here the routes are separated until turning to join final approach. 

This option offers two PBN arrival routes which could be used in a 
respite configuration. Other than once aircraft have joined the final 
approach, there is no cumulative overfl ight within the option itself.

This option offers four routes which could be used in a respite configuration. Details of this will be explored in further 
detail as part of the Initial Options Appraisal should this option progress.

This option offers long term predictabil ity via four PBN arrival routes which could be used in respite configurations 
however it is anticipated that at the point of implementation, tactical vectoring will also be required and therefore 
there would be periods of unpredictabil ity. This will be explored in further as we receive further information from 

NERL around the airspace above 7000ft. 

This option offers long term predictabil ity via four PBN arrival routes which could be used in respite configurations 
however it is anticipated that at the point of implementation, tactical vectoring will also be required and therefore 
there would be periods of unpredictabil ity. This will be explored in further as we receive further information from 

NERL around the airspace above 7000ft. 

This option offers four routes which could be used in a respite configuration. Details of this will be explored in further 
detail as part of the Initial Options Appraisal should this option progress.

This option offers long term predictabil ity via three PBN arrival routes which could be 
used in respite configurations however it is anticipated that at the point of 

implementation, tactical vectoring will also be required and therefore there would be 
periods of unpredictabil ity. This will be explored in further as we receive further 

information from NERL around the airspace above 7000ft. . 

This option offers three routes which could be used in a respite configuration. Details of 
this will be explored in further detail as part of the Initial Options Appraisal should this 

option progress.

This option offers three PBN arrival routes which could be used in a respite 
configuration. The two most easterly routes share some cumulative overfl ight before 

turning onto final approach, owing to the lateral proximity of the routes. 

This option offers four PBN arrival routes that can be used in a respite configuration. Other than once aircraft have 
joined the final approach, there is no cumulative overfl ight within the option itself although there may be some 

small overlapping areas of overfl ight as aircraft turn to join the final approach. 

This option offers long term predictabil ity via three PBN arrival routes which could be 
used in respite configurations however it is anticipated that at the point of 

implementation, tactical vectoring will also be required and therefore there would be 
periods of unpredictabil ity. This will be explored in further as we receive further 

information from NERL around the airspace above 7000ft. . 

This option offers three routes which could be used in a respite configuration. Details of 
this will be explored in further detail as part of the Initial Options Appraisal should this 

option progress.

This option offers two routes which could be used in a respite 
configuration. Details of this will be explored in further detail as part 

of the Initial Options Appraisal should this option progress.

This option offers long term predictabil ity via two PBN arrival routes 
which could be used in respite configurations however it is 

anticipated that at the point of implementation, tactical vectoring will 
also be required and therefore there would be periods of 

unpredictabil ity. This will be explored in further as we receive further 
information from NERL around the airspace above 7000ft. . 

See Design Principle 5

See Design Principle  3, 6, 7, 8 and 9

See Design Principle 1

This option has been designed to be compatible with time based 
arrivals operations however owing to the respite configurations, there 
will be further technical investigation required in order to understand 

how the different routes, with differing track lengths, can be integrated 
with time based arrival technology sequencing. The implementation 
on time based arrivals is dependent on a number of factors including 

the technology available from aircraft and the airspace network above 
7000ft. At this stage in the process, the airspace above 7000ft is sti l l  

being developed as part of Stage 2 of NERL’s ACP and the 
availabil ity to implement time based arrivals will be explored in 

further detail as NERL and GAL progress through the airspace change 
process.

This respite option has been designed to minimise the total population overflown between 0-7000ft. (See DP 3 for 
further details). 

This respite option has been designed to minimise the total population overflown between 0-7000ft. (See DP 3 for 
further details). 

This respite option has been designed to minimise population newly overflown 
between 0-7000ft. (See DP 3 for further details). 

This respite option has been designed to minimise population newly overflown 
between 0-7000ft. (See DP 3 for further details). 

This respite option has been designed to balance the population 
newly overflown and the total population overflown between 0-

7000ft. (See DP 3 for further details)

The straight ahead / south easterly routes that form components of the easterly 
departure options cross the three respite routes, however owing to this option being 

formed of a single PBN tracks, the area of cumulative overfl ight wil l be minimal and 
could be refined once the shortl ist of departure options is known. As a result of respite 
configurations, any frequency of cumulative overfl ight will be decreased compared to 

the single route PBN options. 
It is anticipated that tactical vectoring of arrivals would sti l l  be required and this has the 
opportunity to increase cumulative impacts; the nature and frequency of this vectoring 

will be investigated in further detail should the option progress and as part of this, 
potential mitigations/refinements could be identified.

Routes within the Biggin Hill and Heathrow Airport areas of the ACOG map.

The straight ahead / south easterly routes that form components of the easterly 
departure options cross the three respite routes, however owing to this option being 

formed of a single PBN tracks, the area of cumulative overfl ight wil l be minimal and 
could be refined once the shortl ist of departure options is known. As a result of respite 
configurations, any frequency of cumulative overfl ight will be decreased compared to 

the single route PBN options.
It is anticipated that tactical vectoring of arrivals would sti l l  be required and this has the 
opportunity to increase cumulative impacts; the nature and frequency of this vectoring 

will be investigated in further detail should the option progress and as part of this, 
potential mitigations/refinements could be identified.

Routes within the Biggin Hill and Heathrow Airport areas of the ACOG map.

The north-easterly components of the easterly departure 
options cross the northerly arrival paths however owing to 
this option being formed of a single PBN tracks, the area 

of cumulative overfl ight wil l be minimal and could be 
refined once the shortl ist of departure options is known. As 

a result of respite configurations, any frequency of 
cumulative overfl ight wil l be decreased compared to the 

single route PBN options.
It is anticipated that tactical vectoring of arrivals would 
sti l l  be required and this has the opportunity to increase 

cumulative impacts; the nature and frequency of this 
vectoring will be investigated in further detail should the 

option progress and as part of this, potential 
mitigations/refinements could be identified.

The straight ahead / south easterly routes that form 
components of the easterly departure options all cross the 
two southerly arrival options, however owing to this option 

being formed of a single PBN tracks, the area of 
cumulative overfl ight wil l be minimal and could be 

refined once the shortl ist of departure options is known. 
It is anticipated that tactical vectoring of arrivals would 

sti l l  be required and this has the opportunity to increase 
cumulative impacts; the nature and frequency of this 

vectoring will be investigated in further detail should the 
option progress and as part of this, potential 
mitigations/refinements could be identified.

The north-easterly components of the easterly departure 
options cross the northerly arrival paths however owing to 
this option being formed of a single PBN tracks, the area 

of cumulative overfl ight wil l be minimal and could be 
refined once the shortl ist of departure options is known. 
Compared to the other respite configuration WAD, this 

option avoids more of the easterly departure routes. As a 
result of respite configurations, any frequency of 

cumulative overfl ight wil l be decreased compared to the 
single route PBN options.

It is anticipated that tactical vectoring of arrivals would 
sti l l  be required and this has the opportunity to increase 

cumulative impacts; the nature and frequency of this 
vectoring will be investigated in further detail should the 

option progress and as part of this, potential 
mitigations/refinements could be identified.

 The straight ahead / south easterly routes that form 
components of the easterly departure options cross the 

two southerly arrival options, however owing to this option 
being formed of a single PBN tracks, the area of 

cumulative overfl ight wil l be minimal and could be 
refined once the shortl ist of departure options is known. 
The eastern most southerly arrival option largely avoids 

the departure options on the section before turning to join 
the final approach.

It is anticipated that tactical vectoring of arrivals would 
sti l l  be required and this has the opportunity to increase 

cumulative impacts; the nature and frequency of this 
vectoring will be investigated in further detail should the 

option progress and as part of this, potential 
mitigations/refinements could be identified.

The southerly arrival components are initially outside the 
ACOG map between c.7-6000ft. Then routes within the 

Biggin Hill and Heathrow Airport areas of the ACOG map.

The northerly arrival components route within the Biggin 
Hill, London City and Heathrow Airport areas of the 

ACOG map.

The northerly arrival components route within the Biggin 
Hill, London City and Heathrow Airport areas of the 

ACOG map.

The southerly arrival components route within the Biggin 
Hill and Heathrow Airport areas of the ACOG map 

Safety by 
Design

See Design Principle 5

See Design Principle  3, 6, 7, 8 and 9

See Design Principle 1

This option removes Gatwick’s dependencies on conventional ground based navigation 
aids for the IAPs without radar control.  RNP and ILS approaches are already available 

at Gatwick but this option would introduce a PBN transitions to these instrument 
approaches. 

The availabil ity of the three routes provides ATC with alternative routes in the event of 
operational disruption however it’s also expected that ATC will manage aircraft via 

tactical controll ing which subject to the airspace above 7000ft also being modernised, 
is expected to be resil ient. 

The contribution towards systemised airspace enables enhanced controller tool support 
which, in the long term, is expected to lead to a reduction in Controller workload in turn 

delivering increased operational resil ience.

This option removes Gatwick’s dependencies on conventional ground based navigation 
aids for the IAPs without radar control.  RNP and ILS approaches are already available 

at Gatwick but this option would introduce a PBN transitions to these instrument 
approaches. 

The availabil ity of the three routes provides ATC with alternative routes in the event of 
operational disruption however it’s also expected that ATC will manage aircraft via 

tactical controll ing which subject to the airspace above 7000ft also being modernised, 
is expected to be resil ient. 

The contribution towards systemised airspace enables enhanced controller tool support 
which, in the long term, is expected to lead to a reduction in Controller workload in turn 

delivering increased operational resil ience.

This option removes Gatwick’s dependencies on conventional ground 
based navigation aids for the IAPs without radar control.  RNP and 

ILS approaches are already available at Gatwick but this option 
would introduce a PBN transitions to these instrument approaches. 

The availabil ity of the two routes provides ATC with alternative routes 
in the event of operational disruption however it’s also expected that 
ATC will manage aircraft via tactical controll ing which subject to the 

airspace above 7000ft also being modernised, is expected to be 
resil ient. 

The contribution towards systemised airspace enables enhanced 
controller tool support which, in the long term, is expected to lead to 

a reduction in Controller workload in turn delivering increased 
operational resil ience.

This option removes Gatwick’s dependencies on conventional ground based navigation aids for the IAPs without 
radar control.  RNP and ILS approaches are already available at Gatwick but this option would introduce a PBN 

transitions to these instrument approaches. 
The availabil ity of the four routes provides ATC with alternative routes in the event of operational disruption however 

it’s also expected that ATC will manage aircraft via tactical controll ing which subject to the airspace above 7000ft 
also being modernised, is expected to be resil ient. 

The contribution towards systemised airspace enables enhanced controller tool support which, in the long term, is 
expected to lead to a reduction in Controller workload in turn delivering increased operational resil ience.

This option removes Gatwick’s dependencies on conventional ground based navigation aids for the IAPs without 
radar control.  RNP and ILS approaches are already available at Gatwick but this option would introduce a PBN 

transitions to these instrument approaches. 
The availabil ity of the four routes provides ATC with alternative routes in the event of operational disruption however 

it’s also expected that ATC will manage aircraft via tactical controll ing which subject to the airspace above 7000ft 
also being modernised, is expected to be resil ient. 

The contribution towards systemised airspace enables enhanced controller tool support which, in the long term, is 
expected to lead to a reduction in Controller workload in turn delivering increased operational resil ience.

This option offers four PBN arrival routes for westerly arrivals that could be operated as part of a respite configuration. 
We anticipate that at the point of implementation, the technology required from the airspace network above 7000ft 
to facil itate single track PBN arrivals during periods of high traffic will not be available and ATC will be required to 

vector arrivals. The extent of this vectoring will require further information from NERL and will be explored in further 
detail as we develop and refine options through the process.

This option offers four PBN arrival routes for westerly arrivals that could be operated as part of a respite configuration. 
We anticipate that at the point of implementation, the technology required from the airspace network above 7000ft 
to facil itate single track PBN arrivals during periods of high traffic will not be available and ATC will be required to 

vector arrivals. The extent of this vectoring will require further information from NERL and will be explored in further 
detail as we develop and refine options through the process.

This option offers three PBN arrival routes for westerly arrivals that could be operated as 
part of a respite configuration. We anticipate that at the point of implementation, the 
technology required from the airspace network above 7000ft to facil itate single track 

PBN arrivals during periods of high traffic will not be available and ATC will be 
required to vector arrivals. The extent of this vectoring will require further information 

from NERL and will be explored in further detail as we develop and refine options 
through the process.

This option offers three PBN arrival routes for westerly arrivals that could be operated as 
part of a respite configuration. We anticipate that at the point of implementation, the 
technology required from the airspace network above 7000ft to facil itate single track 

PBN arrivals during periods of high traffic will not be available and ATC will be 
required to vector arrivals. The extent of this vectoring will require further information 

from NERL and will be explored in further detail as we develop and refine options 
through the process.

See Design Principle 5

See Design Principle 3, 6, 7, 8 and 9

See Design Principle 1

See Design Principle 5

See Design Principle 3, 6, 7, 8 and 9

See Design Principle 1

See Design Principle 5

See Design Principle  3, 6, 7, 8 and 9

The introduction of a PBN transition is expected to meet capacity requirements so long as ATC retain the abil ity to 
vector arrivals to ensure accurate and safe final approach spacing. Without the abil ity to vector, this option would 

impact capacity.

This option has been designed to be compatible with time based arrivals operations however owing to the respite 
configurations, there will be further technical investigation required in order to understand how the different routes, 
with differing track lengths, can be integrated with time based arrival technology sequencing. The implementation 

on time based arrivals is dependent on a number of factors including the technology available from aircraft and the 
airspace network above 7000ft. At this stage in the process, the airspace above 7000ft is sti l l  being developed as part 
of Stage 2 of NERL’s ACP and the availabil ity to implement time based arrivals will be explored in further detail as 

NERL and GAL progress through the airspace change process.

This option has been designed to be compatible with time based arrivals operations 
however owing to the respite configurations, there will be further technical investigation 
required in order to understand how the different routes, with differing track lengths, can 
be integrated with time based arrival technology sequencing. The implementation on 

time based arrivals is dependent on a number of factors including the technology 
available from aircraft and the airspace network above 7000ft. At this stage in the 

process, the airspace above 7000ft is sti l l  being developed as part of Stage 2 of NERL’s 
ACP and the availabil ity to implement time based arrivals will be explored in further 

detail as NERL and GAL progress through the airspace change process.

Gatwick FASI-S ACP Stage 2A DPE Annex B 
Westerly Arrivals (Detail)



EA_BL EAA EAB EAG EAH EAI EAM EAN EAO EAP

? ?

Route A (South) Route B (North) Route A Route B Route C Route D Route A Route B Route C Route A (night option) Route B (Night option) Route A Route B Route C Route D Route A Route B Route A Route B

Integration with airspace Viable Viable but likely to be interactions with Farnborough traffic to 
resolve which may require refinement Viable

Viable but only on a tactical basis 
due to inevitable interactions with 
Heathrow and Farnborough traffic

Viable but likely to be 
interactions with  

Farnborough traffic to resolve

Viable however depending on 
the network above 7000ft, 

this option may have 
interactions with Gatwick 

departures that would require 
resolution. 

Viable however depending on 
the network above 7000ft, 

this option may have 
interactions with Gatwick 

departures that would require 
resolution. 

Viable however does have 
interactions with Gatwick 

departures that would require 
resolution

Viable however does have 
interactions with Gatwick 

departures that would require 
resolution

Viable however does have 
interactions with Gatwick 

departures that would require 
resolution

Viable however does have 
interactions with Gatwick 

departures that would require 
resolution

Viable however does have interactions 
with Gatwick departures that would 

require resolution
Viable Viable however does have interactions with Gatwick departures that would 

require resolution
Viable however does have interactions with Gatwick departures that would 

require resolution
Viable however depending on the network above 7000ft, this option may 
have interactions with Gatwick departures that would require resolution. 

Viable however depending on 
the network above 7000ft, 

this option may have 
interactions with Gatwick 

departures that would require 
resolution. 

Viable however does have 
interactions with Gatwick 

departures that would require 
resolution

Viable however does have 
interactions with Gatwick 

departures that would require 
resolution

Viable however does have 
interactions with Gatwick 

departures that would require 
resolution

Viable but likely to be interactions 
with  Farnborough traffic to resolve

Viable but likely to be interactions 
with  Farnborough traffic to resolve

Viable however does have 
interactions with Gatwick departures 

that would require resolution

Viable however does have 
interactions with Gatwick departures 

that would require resolution
Viable

Viable however depending on the network above 7000ft, this option 
may have interactions with Gatwick departures that would require 

resolution. 

Viable however does have interactions with Gatwick departures that 
would require resolution

Viable however does have interactions with Gatwick departures 
that would require resolution

Other safety No safety concerns with the use of a single PBN approach transition onto final 
approach, assuming adequate separation from all other routes

No safety concerns with the use of a vectoring area for all arrivals 
though this area may not be separated from the existing 

Farnborough STARs

No safety concerns with the use of a single PBN approach transition onto 
final approach, assuming adequate separation from all other routes No safety concerns with the use of a vectoring area for all arrivals. No safety concerns with the use of a single PBN approach transition onto 

final approach, assuming adequate separation from all other routes

No safety concerns with the use of a single PBN approach transition 
onto final approach, assuming adequate separation from all other 

routes

No safety concerns with the use of a single PBN approach transition 
onto final approach, assuming adequate separation from all other 

routes

New safety assurances would be required for the RNP-AR arrivals 
which have not yet been implemented in the UK. Not all aircraft will 
be capable of such an arrival so this route would have to be used in 

conjunction with another option

New safety assurances would be required for the RNP-AR 
arrivals which have not yet been implemented in the UK. Not all 

aircraft will be capable of such an arrival so this route would 
have to be used in conjunction with another option

Safety See Design Principle 1 See Design Principle 1 See Design Principle 1 See Design Principle 1 See Design Principle 1 See Design Principle 1 See Design Principle 1 See Design Principle 1 See Design Principle 1 See Design Principle 1

Integration: CAS Current operations require the current airspace and is used as a benchmark 
to measure future potential requirements

Taking arrivals in isolation, on the assumption that improved CDO from 7000ft 
is available this option has the potential to require less CAS and offer 

opportunities to simplify the boundaries

Taking arrivals in isolation, on the assumption that improved CDO 
from 7000ft is available this option has the potential to require less 

CAS and offer opportunities to simplify the boundaries

Taking arrivals in isolation, on the assumption that improved CDO from 
7000ft is available this option has the potential to require less CAS and offer 

opportunities to simplify the boundaries

Taking arrivals in isolation, on the assumption that improved CDO from 
7000ft is available this option has the potential to require less CAS and offer 

opportunities to simplify the boundaries

Taking arrivals in isolation, on the assumption that improved CDO from 
7000ft is available this option has the potential to require less CAS and offer 

opportunities to simplify the boundaries

Taking arrivals in isolation, on the assumption that improved CDO 
from 7000ft is available this option has the potential to require less 

CAS and offer opportunities to simplify the boundaries

Taking arrivals in isolation, on the assumption that improved CDO 
from 7000ft is available this option has the potential to require less 

CAS and offer opportunities to simplify the boundaries

Taking arrivals in isolation, on the assumption that improved CDO 
from 7000ft is available this option has the potential to require less 

CAS and offer opportunities to simplify the boundaries

Taking arrivals in isolation, on the assumption that improved 
CDO from 7000ft is available this option has the potential to 

require less CAS and offer opportunities to simplify the 
boundaries

Integration: National 
Security

No feedback has been received to suggest this option would conflict with 
defence and security requirements

No feedback has been received to suggest this option would conflict with 
defence and security requirements

No feedback has been received to suggest this option would 
conflict with defence and security requirements

No feedback has been received to suggest this option would conflict with 
defence and security requirements

No feedback has been received to suggest this option would conflict with 
defence and security requirements

No feedback has been received to suggest this option would conflict with 
defence and security requirements

No feedback has been received to suggest this option would conflict 
with defence and security requirements

No feedback has been received to suggest this option would conflict 
with defence and security requirements

No feedback has been received to suggest this option would conflict 
with defence and security requirements

No feedback has been received to suggest this option would 
conflict with defence and security requirements

Simplification: Capacity Doing nothing with Gatwick's arrivals will constrain options for Gatwick's SIDs 
and the wider LTMA network design.

The introduction of a PBN transition is expected to meet capacity 
requirements so long as ATC retain the ability to vector arrivals to ensure 

accurate and safe final approach spacing. Without the ability to vector, this 
option would impact capacity.

A modernised RMA compatible with the airspace above 7000ft is 
expected to meet capacity requirements. 

The introduction of a PBN transition is expected to meet capacity 
requirements so long as ATC retain the ability to vector arrivals to ensure 

accurate and safe final approach spacing. Without the ability to vector, this 
option would impact capacity.

A modernised RMA compatible with the airspace above 7000ft is expected 
to meet capacity requirements. 

The introduction of a PBN transition is expected to meet capacity 
requirements so long as ATC retain the ability to vector arrivals to ensure 

accurate and safe final approach spacing. Without the ability to vector, this 
option would impact capacity.

The introduction of a PBN transition is expected to meet capacity 
requirements so long as ATC retain the ability to vector arrivals to 

ensure accurate and safe final approach spacing. Without the ability 
to vector, this option would impact capacity.

The introduction of a PBN transition is expected to meet capacity 
requirements so long as ATC retain the ability to vector arrivals to 

ensure accurate and safe final approach spacing. Without the ability 
to vector, this option would impact capacity.

This arrival option would utilise a type of PBN called RNP-AR. 
Not all aircraft and crews are able to fly RNP-AR and therefore the 
route would need to be operated alongside other arrival options. 

This arrival option would utilise a type of PBN called RNP-AR. 
Not all aircraft and crews are able to fly RNP-AR and therefore 

the route would need to be operated alongside other arrival 
options. 

Simplification: Resilience See Design Principle 5 See Design Principle 5 See Design Principle 5 See Design Principle 5 See Design Principle 5 See Design Principle 5 See Design Principle 5 See Design Principle 5

Environment See Design Principle  3, 6, 7, 8 and 9 See Design Principle  3, 6, 7, 8 and 9 See Design Principle  3, 6, 7, 8 and 9 See Design Principle  3, 6, 7, 8 and 9 See Design Principle  3, 6, 7, 8 and 9 See Design Principle  3, 6, 7, 8 and 9 See Design Principle  3, 6, 7, 8 and 9 See Design Principle  3, 6, 7, 8 and 9 See Design Principle  3, 6, 7, 8 and 9 See Design Principle  3, 6, 7, 8 and 9

2
Enhanced 
Navigation 
Standards

-

Aircraft arriving at Gatwick Airport are tactically controlled (vectored) by ATC 
onto final approach. There are no defined routes to follow and aircraft are 

provided with instructions from Air Traffic Control who ensure the aircraft are 
safely spaced whilst being directed to land at Gatwick. The majority of aircraft 
use the Instrument Landing System (ILS) to land at Gatwick although RNP and 

LOC/DME approaches are also available.

This option offers one PBN arrival route for easterly arrivals. We anticipate 
that at the point of implementation, the technology required from the airspace 
network above 7000ft to facilitate single track PBN arrivals during periods of 

high traffic will not be available and ATC will be required to vector arrivals. The 
extent of this vectoring will require further information from NERL and will be 

explored in further detail as we develop and refine options through the 
process.

This option is based on a vectoring area (known as a Radar 
Manoeuvring area) that is intended to be used in conjunction with 

one of the PBN options. Solely tactically controlling (vectoring) 
aircraft does not make effective use of enhanced navigation 

standards.

This option offers one PBN arrival route for easterly arrivals. We anticipate 
that at the point of implementation, the technology required from the 

airspace network above 7000ft to facilitate single track PBN arrivals during 
periods of high traffic will not be available and ATC will be required to vector 

arrivals. The extent of this vectoring will require further information from 
NERL and will be explored in further detail as we develop and refine options 

through the process.

This option is based on a vectoring area (known as a Radar Manoeuvring 
area) that is intended to be used in conjunction with one of the PBN options. 
Solely tactically controlling (vectoring) aircraft does not make effective use 

of enhanced navigation standards.

This option offers one PBN arrival route for easterly arrivals. We anticipate 
that at the point of implementation, the technology required from the 

airspace network above 7000ft to facilitate single track PBN arrivals during 
periods of high traffic will not be available and ATC will be required to vector 

arrivals. The extent of this vectoring will require further information from 
NERL and will be explored in further detail as we develop and refine options 

through the process.

This option offers one PBN arrival route for easterly arrivals. We 
anticipate that at the point of implementation, the technology required 
from the airspace network above 7000ft to facilitate single track PBN 
arrivals during periods of high traffic will not be available and ATC will 
be required to vector arrivals. The extent of this vectoring will require 
further information from NERL and will be explored in further detail as 

we develop and refine options through the process.

This option offers one PBN arrival route for easterly arrivals. We 
anticipate that at the point of implementation, the technology required 
from the airspace network above 7000ft to facilitate single track PBN 
arrivals during periods of high traffic will not be available and ATC will 
be required to vector arrivals. The extent of this vectoring will require 
further information from NERL and will be explored in further detail as 

we develop and refine options through the process.

This option offers one PBN arrival route for westerly arrivals. We 
anticipate that at the point of implementation, the technology 

required from the airspace network above 7000ft to facilitate single 
track PBN arrivals during periods of high traffic will not be available 

and ATC will be required to vector arrivals. The extent of this 
vectoring will require further information from NERL and will be 

explored in further detail as we develop and refine options through 
the process. In addition to this, this option is designed to RNP-AR 
specification. Not all aircraft and crews are able to fly RNP-AR and 
therefore these routes would need to be operated alongside other 

arrival options. 

This option offers one PBN arrival route for westerly arrivals. 
We anticipate that at the point of implementation, the 

technology required from the airspace network above 7000ft to 
facilitate single track PBN arrivals during periods of high traffic 
will not be available and ATC will be required to vector arrivals. 
The extent of this vectoring will require further information from 
NERL and will be explored in further detail as we develop and 

refine options through the process. In addition to this, this option 
is designed to RNP-AR specification. Not all aircraft and crews 
are able to fly RNP-AR and therefore these routes would need 

to be operated alongside other arrival options. 

3

Limit 
Adverse 
Noise 
Effects

-

The baseline ‘do nothing’ scenario would not change the noise environment at 
Gatwick. Aircraft would continue to be tactically controlled (vectored) by ATC 
before joining the final approach. As the airspace is not modernised, aircraft 
may be prevented from continuously descending. As traffic within the LTMA 
increases, this could lead to decreased CDO performance which has an 

impact on noise. 

This option has been designed to minimise the total population overflown. 
Overflight contours were used to identify high performing notional flight paths. 

CDO is expected to improve compared to the baseline. 

This option is a Radar Manoeuvring Area (RMA) that has been 
designed to minimise the total population overflown. Overflight 

contours were used to identify high performing notional flight paths 
which could then define a potential vectoring area. Compared to 
pure PBN tracks, an RMA will deliver different noise benefits and 
impacts owing to dispersion created by the vectoring swathes. 
The nature/frequency/location of the vectoring which may be 
required will be explored in further detail once the shortlist of 

options is known.
CDO is expected to improve compared to the baseline. 

This option has been designed to minimise the population newly overflown. 
Population newly overflown contours and data were used to identify high 

performing notional flight paths. 
CDO is expected to improve compared to the baseline. 

This option is a Radar Manoeuvring Area (RMA) that has been designed to 
minimise the population newly overflown. As the Sound Exposure Level 
(SEL) contour is located along the final approach track, population newly 
overflown contours were used to identify high performing notional flight 

paths which could then define a potential vectoring area. Compared to pure 
PBN tracks, an RMA will deliver different noise benefits and impacts owing 

to dispersion created by the vectoring swathes. The 
nature/frequency/location of the vectoring which may be required will be 

explored in further detail once the shortlist of options is known.
CDO is expected to improve compared to the baseline.

This option has been designed to minimise population newly overflown 
between 0-4000ft. As the Sound Exposure Level (SEL) contour is located 
along the final approach track, population newly overflown contours were 

used to identify high performing notional flight paths. Beyond 4000ft, aircraft 
fly directly to the network entry/exit points although small adjustments to the 

lateral flight paths would be made to consider noise impacts.
CDO is expected to improve compared to the baseline.

This option has been designed to balance the population newly 
overflown and the total population overflown. As the Sound Exposure 

Level (SEL) contour is located along the final approach track, 
population newly overflown contours and total population overflown 
contours were used to identify high performing notional flight paths.

CDO is expected to improve compared to the baseline.

This option has been designed to balance the population newly 
overflown and the total population overflown between 0-40000ft. As 
the Sound Exposure Level (SEL) contour is located along the final 

approach track, population newly overflown contours and total 
population overflown contours were used to identify high performing 
notional flight paths. Beyond 4000ft, aircraft fly directly to the network 
entry/exit points although small adjustments to the lateral flight paths 

would be made to consider noise impacts.
CDO is expected to improve compared to the baseline.

This option was developed following stakeholder feedback. It uses 
DEFRA’s road and rail noise mapping to identify areas of high 
ambient noise (please see the Stage 2A document for further 

details). This option has not been developed using data associated 
with the primary and secondary noise metrics of CAP1616. There is 

typically a correlation between areas of high ambient noise and 
population and therefore, in relation to the primary and secondary 

metrics, this option may not perform as well as other options on the 
comprehensive list. It's performance against these metrics would 
require further exploration as part of the Initial Options Appraisal 
should this option progress. CCO performance is expected to 

improve compared to the baseline. 

This option was developed following stakeholder feedback. It 
uses DEFRA’s road and rail noise mapping to identify areas of 
high ambient noise between 0-40000ft. (please see the Stage 

2A document for further details).
This option has not been developed using data associated with 
the primary and secondary noise metrics of CAP1616. There is 
typically a correlation between areas of high ambient noise and 

population and therefore, in relation to the primary and 
secondary metrics, this option may not perform as well as other 

options on the comprehensive list. It's performance against 
these metrics would require further exploration as part of the 
Initial Options Appraisal should this option progress. CCO 

performance is expected to improve compared to the baseline. 

4
Time Based 

Arrival 
Operations

Only applicable to arrivals

Today, Gatwick’s arrivals are tactically controlled (vectored) by ATC, and 
Gatwick use an Arrival Manager (AMANs) system. Tactically controlling 
(vectoring) aircraft does enable air traffic controllers to space aircraft 

effectively, however it reduces the accuracy of time based arrival technology 
and systemised sequencing.  

This single track PBN option has been designed to be compatible with time 
based arrival operations. The implementation on time based arrivals is 

dependent on a number of factors including the technology available from 
aircraft and the airspace network above 7000ft. At this stage in the process, 

the airspace above 7000ft is still being developed as part of Stage 2 of NERL’s 
ACP and the availability to implement time based arrivals will be explored in 

further detail as NERL and GAL progress through the airspace change 
process.

This option is based on a vectoring area (known as a Radar 
Manoeuvring area) that is intended to be used in conjunction with 

one of the PBN options. Solely tactically controlling (vectoring) 
aircraft does enable air traffic controllers to space aircraft 

effectively, however it reduces the accuracy of time based arrival 
technology and systemised sequencing.  

This single track PBN option has been designed to be compatible with time 
based arrival operations. The implementation on time based arrivals is 

dependent on a number of factors including the technology available from 
aircraft and the airspace network above 7000ft. At this stage in the process, 

the airspace above 7000ft is still being developed as part of Stage 2 of 
NERL’s ACP and the availability to implement time based arrivals will be 

explored in further detail as NERL and GAL progress through the airspace 
change process.

This option is based on a vectoring area (known as a Radar Manoeuvring 
area) that is intended to be used in conjunction with one of the PBN options. 

Solely tactically controlling (vectoring) aircraft does enable air traffic 
controllers to space aircraft effectively, however it reduces the accuracy of 

time based arrival technology and systemised sequencing.  

This single track PBN option has been designed to be compatible with time 
based arrival operations. The implementation on time based arrivals is 

dependent on a number of factors including the technology available from 
aircraft and the airspace network above 7000ft. At this stage in the process, 

the airspace above 7000ft is still being developed as part of Stage 2 of 
NERL’s ACP and the availability to implement time based arrivals will be 

explored in further detail as NERL and GAL progress through the airspace 
change process.

This single track PBN option has been designed to be compatible 
with time based arrival operations. The implementation on time 

based arrivals is dependent on a number of factors including the 
technology available from aircraft and the airspace network above 

7000ft. At this stage in the process, the airspace above 7000ft is still 
being developed as part of Stage 2 of NERL’s ACP and the 

availability to implement time based arrivals will be explored in further 
detail as NERL and GAL progress through the airspace change 

process.

This single track PBN option has been designed to be compatible 
with time based arrival operations. The implementation on time 

based arrivals is dependent on a number of factors including the 
technology available from aircraft and the airspace network above 

7000ft. At this stage in the process, the airspace above 7000ft is still 
being developed as part of Stage 2 of NERL’s ACP and the 

availability to implement time based arrivals will be explored in further 
detail as NERL and GAL progress through the airspace change 

process.

This single track PBN option has been designed to be compatible 
with time based arrival operations. The implementation on time 
based arrivals is dependent on a number of factors including the 

technology available from aircraft and the airspace network above 
7000ft. At this stage in the process, the airspace above 7000ft is 
still being developed as part of Stage 2 of NERL’s ACP and the 
availability to implement time based arrivals will be explored in 
further detail as NERL and GAL progress through the airspace 

change process.

This single track PBN option has been designed to be 
compatible with time based arrival operations. The 

implementation on time based arrivals is dependent on a 
number of factors including the technology available from 

aircraft and the airspace network above 7000ft. At this stage in 
the process, the airspace above 7000ft is still being developed 

as part of Stage 2 of NERL’s ACP and the availability to 
implement time based arrivals will be explored in further detail 

as NERL and GAL progress through the airspace change 
process.

5 Resilience 
built in  - 

Aircraft arriving at Gatwick are tactically controlled (vectored) by ATC onto final 
approach. There are no defined routes to follow, and aircraft are provided with 
instructions from Air Traffic Control who ensure the aircraft are safely spaced 

whilst being directed to land at Gatwick. The initial approach procedures 
(without radar control) are dependent on conventional navigation aids that are 
due to be withdrawn as part of NERL’s VOR rationalisation programme. NATS 
NERL are currently undergoing a rationalisation programme of ground based 
equipment called VORs which will impact these conventional procedures and 

therefore will also impact GAL’s resilience. GAL are currently investigating 
RNAV substitution to mitigate VOR rationalisation however this is an interim 

measure until FASI implementation. 
In future, the increased volumes of traffic within the LTMA airspace will result 
in increased ATC and Pilot workload which will lead to additional complexity in 

the event of predictable operational factors. 

This option removes Gatwick’s dependencies on conventional ground based 
navigation aids for the IAPs without radar control.  RNP and ILS approaches 

are already available at Gatwick but this option would introduce a PBN 
transition to these instrument approaches. 

A single PBN route does not provide any alternative PBN routes in the event of 
operational disruption but it is expected that ATC will manage aircraft via 
tactical controlling which subject to the airspace above 7000ft also being 

modernised, is expected to be resilient. 
The contribution towards systemised airspace enables enhanced controller 

tool support which, in the long term, is expected to lead to a reduction in 
Controller workload in turn delivering increased operational resilience.

The use of vectoring within a RMA allows operational flexibility and 
resilience. Subject to the airspace above 7000ft also being 

modernised to accommodate future increases in traffic within the 
LTMA, it is anticipated that this radar area will be resilient to 

operational disruption.  Although tactical control may be resilient, 
other options which offer multiple PBN routes may provide 

additional resilience and reduce ATC workload compared to this 
option. This option will no remove Gatwick's dependencies on 

conventional ground based nav aids for IAPs without radar control.

This option removes Gatwick’s dependencies on conventional ground 
based navigation aids for the IAPs without radar control.  RNP and ILS 

approaches are already available at Gatwick but this option would introduce 
a PBN transition to these instrument approaches. 

A single PBN route does not provide any alternative PBN routes in the event 
of operational disruption but it is expected that ATC will manage aircraft via 
tactical controlling which subject to the airspace above 7000ft also being 

modernised, is expected to be resilient. 
The contribution towards systemised airspace enables enhanced controller 

tool support which, in the long term, is expected to lead to a reduction in 
Controller workload in turn delivering increased operational resilience.

The use of vectoring within a RMA allows operational flexibility and 
resilience. Subject to the airspace above 7000ft also being modernised to 
accommodate future increases in traffic within the LTMA, it is anticipated 

that this radar area will be resilient to operational disruption.  Although 
tactical control may be resilient, other options which offer multiple PBN 

routes may provide additional resilience and reduce ATC workload 
compared to this option. This option will no remove Gatwick's 

dependencies on conventional ground based nav aids for IAPs without 
radar control.

This option removes Gatwick’s dependencies on conventional ground 
based navigation aids for the IAPs without radar control.  RNP and ILS 

approaches are already available at Gatwick but this option would introduce 
a PBN transition to these instrument approaches. 

A single PBN route does not provide any alternative PBN routes in the event 
of operational disruption but it is expected that ATC will manage aircraft via 
tactical controlling which subject to the airspace above 7000ft also being 

modernised, is expected to be resilient. 
The contribution towards systemised airspace enables enhanced controller 

tool support which, in the long term, is expected to lead to a reduction in 
Controller workload in turn delivering increased operational resilience.

This option removes Gatwick’s dependencies on conventional 
ground based navigation aids for the IAPs without radar control.  

RNP and ILS approaches are already available at Gatwick but this 
option would introduce a PBN transition to these instrument 

approaches. 
A single PBN route does not provide any alternative PBN routes in 
the event of operational disruption but it is expected that ATC will 

manage aircraft via tactical controlling which subject to the airspace 
above 7000ft also being modernised, is expected to be resilient. 

The contribution towards systemised airspace enables enhanced 
controller tool support which, in the long term, is expected to lead to 

a reduction in Controller workload in turn delivering increased 
operational resilience.

This option removes Gatwick’s dependencies on conventional 
ground based navigation aids for the IAPs without radar control.  

RNP and ILS approaches are already available at Gatwick but this 
option would introduce a PBN transition to these instrument 

approaches. 
A single PBN route does not provide any alternative PBN routes in 
the event of operational disruption but it is expected that ATC will 

manage aircraft via tactical controlling which subject to the airspace 
above 7000ft also being modernised, is expected to be resilient. 

The contribution towards systemised airspace enables enhanced 
controller tool support which, in the long term, is expected to lead to 

a reduction in Controller workload in turn delivering increased 
operational resilience.

This option uses a type of PBN called RNP-AR which would only be 
available to airlines and crews approved to fly RNP-AR procedures. 
Therefore, an alternative PBN procedure would need to be available 

in order to offer full resilience and remove dependencies for 
Gatwick's IAPs without radar control. 

The contribution towards systemised airspace enables enhanced 
controller tool support which, in the long term, is expected to lead to 

a reduction in Controller workload in turn delivering increased 
operational resilience.

This option uses a type of PBN called RNP-AR which would 
only be available to airlines and crews approved to fly RNP-AR 

procedures. Therefore, an alternative PBN procedure would 
need to be available in order to offer full resilience and remove 

dependencies for Gatwick's IAPs without radar control. 

The contribution towards systemised airspace enables 
enhanced controller tool support which, in the long term, is 

expected to lead to a reduction in Controller workload in turn 
delivering increased operational resilience.

Track Distance Track mileage will remain the same as today This option has the potential to reduce track miles compared to an average 
baseline arrival track

This option is expected to maintain similar levels of track miles to 
the baseline 

This route has the potential to 
reduce track miles compared to 
an average baseline arrival track 
if aircraft arriving from the north 
are tactically managed by ATC

This route has the potential to 
reduce track miles compared to 
an average baseline arrival track

This route has the potential to 
increase track miles 

compared to an average 
baseline arrival track

This route has the potential to 
increase track miles 

compared to an average 
baseline arrival track

This route has the potential to 
increase track miles 

compared to an average 
baseline arrival track

This route has the potential to 
decrease track miles 

compared to an average 
baseline arrival track 

(however the cumulative 
impact of all 4 routes results 
in an overall increase in track 

mileage)

This route has the potential to 
increase track miles 

compared to an average 
baseline arrival track

This route has the potential to 
increase track miles 

compared to an average 
baseline arrival track

This route has the potential to 
decrease track miles 

compared to an average 
baseline arrival track 

(however the cumulative 
impact of all 3 routes results 
in an overall increase in track 

mileage)

This route has the potential to increase 
track miles compared to an average 

baseline arrival track

This route has the potential to reduce 
track miles compared to an average 

baseline arrival track if aircraft arriving 
from the north are tactically managed 

by ATC

This option has the potential to reduce track miles compared to an average 
baseline arrival track

This option is expected to maintain similar levels of track miles to the 
baseline 

This option has the potential to reduce track miles compared to an average 
baseline arrival track

This route has the potential to 
increase track miles 

compared to an average 
baseline arrival track

This route has the potential to 
increase track miles 

compared to an average 
baseline arrival track

This route has the potential to 
decrease track miles 

compared to an average 
baseline arrival track 

(however the cumulative 
impact of all 4 routes results 
in an overall increase in track 

mileage)

This route has the potential to 
decrease track miles 

compared to an average 
baseline arrival track 

(however the cumulative 
impact of all 4 routes results 
in an overall increase in track 

mileage)

This route has the potential to 
increase track miles compared to an 

average baseline arrival track

This route has the potential to 
increase track miles compared to an 

average baseline arrival track

This route has the potential to 
increase track miles compared to an 

average baseline arrival track 
(however the cumulative impact of 

both routes results in an overall 
decrease in track mileage)

This route has the potential to 
decrease track miles compared to 
an average baseline arrival track

This option has the potential to increase track miles compared to an 
average baseline arrival track

This option has the potential to reduce track miles compared to an 
average baseline arrival track

This option has the potential to reduce track miles compared to an 
average baseline arrival track

This option has the potential to reduce track miles compared to 
an average baseline arrival track

CCO/CDO

In current operations almost all Easterly arrivals are given an opportunity to 
follow CDO from 6000ft. Aircraft are vectored from the holding stacks 

(normally at FL70 or FL80) and positioned in the traffic pattern within a defined 
two-dimensional area known as a Radar Manoeuvring Area (RMA). During 

Runway 08 operations allowing aircraft to carry out full CDO is more 
challenging than the Westerly operation as the Easterly RMA requires arrivals 

to be below 5000ft in an area to the SW of Gatwick. This is to ensure 
separation from other aircraft operating in the London TMA. Most arrivals are 
given the chance to follow CDO from FL70 (unless, because of their position 

in the traffic pattern they are too close to another aircraft also at FL70). 
However, unless traffic conditions are very quiet opportunities for CDO above 

FL70 are limited by aircraft holding in the stacks at FL80 and higher. In the 
future, as traffic in the LTMA increase, opportunities for CDO below 7000ft 

may be reduced.

This option has the potential to achieve CDO from FL90 subject to integration 
with the NERL design and separation from Gatwick SIDs, Heathrow SIDs and 

Farnborough traffic

This option has the potential to achieve CDO from FL90 subject to 
integration with the NERL design and separation from Gatwick 

SIDs, Heathrow SIDs and Farnborough traffic

This route has the potential to 
achieve CDO from FL90 subject 

to integration with the NERL 
design and separation from 

Gatwick SIDs, Heathrow SIDs 
and Farnborough traffic

Unlikely to achieve CDO from 
FL90 due to interdependencies 

with Heathrow and Farnborough. 

This route has the potential to 
achieve CDO from FL90 

subject to integration with the 
NERL design and separation 
from Gatwick SIDs, Heathrow 
SIDs and Farnborough traffic

This route has the potential to 
achieve CDO from FL90 

subject to integration with the 
NERL design and separation 
from Gatwick SIDs, Heathrow 
SIDs and Farnborough traffic

This route has the potential to 
achieve CDO from FL90 

subject to integration with the 
NERL design and separation 
from Gatwick SIDs, Heathrow 
SIDs and Farnborough traffic

This route has the potential to 
achieve CDO from FL90 

subject to integration with the 
NERL design and separation 
from Gatwick SIDs, Heathrow 
SIDs and Farnborough traffic

This route has the potential to 
achieve CDO from FL90 

subject to integration with the 
NERL design and separation 
from Gatwick SIDs, Heathrow 
SIDs and Farnborough traffic

This route has the potential to 
achieve CDO from FL90 

subject to integration with the 
NERL design and separation 
from Gatwick SIDs, Heathrow 
SIDs and Farnborough traffic

This route has the potential to 
achieve CDO from FL90 

subject to integration with the 
NERL design and separation 
from Gatwick SIDs, Heathrow 
SIDs and Farnborough traffic

This route is expected to achieve CDO 
from FL90 owing to its use during the 

night only.

This route is expected to achieve CDO 
from FL90 owing to its use during the 

night only.

This option has the potential to achieve CDO from FL90 subject to 
integration with the NERL design and separation from Gatwick SIDs, 

Heathrow SIDs and Farnborough traffic

This option has the potential to achieve CDO from FL90 subject to 
integration with the Farnborough options and NERL design.

This option has the potential to achieve CDO from FL90 subject to 
integration with the NERL design and separation from Gatwick SIDs, 

Heathrow SIDs and Farnborough traffic

This route has the potential to 
achieve CDO from FL90 

subject to integration with the 
NERL design and separation 
from Gatwick SIDs, Heathrow 
SIDs and Farnborough traffic

This route has the potential to 
achieve CDO from FL90 

subject to integration with the 
NERL design and separation 
from Gatwick SIDs, Heathrow 
SIDs and Farnborough traffic

This route has the potential to 
achieve CDO from FL90 

subject to integration with the 
NERL design and separation 
from Gatwick SIDs, Heathrow 
SIDs and Farnborough traffic

This route has the potential to 
achieve CDO from FL90 

subject to integration with the 
NERL design and separation 
from Gatwick SIDs, Heathrow 
SIDs and Farnborough traffic

This route has the potential to 
achieve CDO from FL90 subject to 
integration with the NERL design 

and separation from Gatwick SIDs, 
Heathrow SIDs and Farnborough 

traffic

This route has the potential to 
achieve CDO from FL90 subject to 
integration with the NERL design 

and separation from Gatwick SIDs, 
Heathrow SIDs and Farnborough 

traffic

This route has the potential to 
achieve CDO from FL90 subject to 
integration with the NERL design 

and separation from Gatwick SIDs, 
Heathrow SIDs and Farnborough 

traffic

This route has the potential to 
achieve CDO from FL90 subject to 
integration with the NERL design 

and separation from Gatwick SIDs, 
Heathrow SIDs and Farnborough 

traffic

This option has the potential to achieve CDO from FL90 subject to 
integration with the NERL design and separation from Gatwick SIDs, 

Heathrow SIDs and Farnborough traffic

This option has the potential to achieve CDO from FL90 subject to 
integration with the NERL design and separation from Gatwick SIDs, 

Heathrow SIDs and Farnborough traffic

This route has the potential to achieve CDO from FL90 subject to 
integration with the NERL design.

This route has the potential to achieve CDO from FL90 subject 
to integration with the NERL design.

Long term predictability

Aircraft arriving at Gatwick Airport are tactically controlled (vectored) by ATC 
onto final approach and therefore, other than once on final approach, there is 

no long term predictability of flight paths. Tactically controlling (vectoring) 
aircraft creates dispersion and therefore it does offer unpredictable noise 

relief.

This option offers long term predictability via one PBN arrival route however it 
is anticipated that at the point of implementation, tactical vectoring will also be 
required and therefore there would be periods of unpredictability. This will be 
explored in further as we receive further information from NERL around the 

airspace above 7000ft. 

This option is based on a vectoring area (known as a Radar 
Manoeuvring area) that is intended to be used in conjunction with 

one of the PBN options. Solely tactically controlling (vectoring) 
aircraft does not offer long term predictability. 

This option offers long term predictability via one PBN arrival route however 
it is anticipated that at the point of implementation, tactical vectoring will 
also be required and therefore there would be periods of unpredictability. 

This will be explored in further as we receive further information from NERL 
around the airspace above 7000ft. 

This option is based on a vectoring area (known as a Radar Manoeuvring 
area) that is intended to be used in conjunction with one of the PBN options. 

Solely tactically controlling (vectoring) aircraft does not offer long term 
predictability. 

This option offers long term predictability via one PBN arrival route however 
it is anticipated that at the point of implementation, tactical vectoring will 
also be required and therefore there would be periods of unpredictability. 

This will be explored in further as we receive further information from NERL 
around the airspace above 7000ft. 

This option offers long term predictability via one PBN arrival route 
however it is anticipated that at the point of implementation, tactical 
vectoring will also be required and therefore there would be periods 

of unpredictability. This will be explored in further as we receive 
further information from NERL around the airspace above 7000ft. 

This option offers long term predictability via one PBN arrival route 
however it is anticipated that at the point of implementation, tactical 
vectoring will also be required and therefore there would be periods 

of unpredictability. This will be explored in further as we receive 
further information from NERL around the airspace above 7000ft. 

This option offers long term predictability via one PBN arrival route 
however it is anticipated that at the point of implementation, tactical 
vectoring will also be required and therefore there would be periods 

of unpredictability. This will be explored in further as we receive 
further information from NERL around the airspace above 7000ft. 

This option offers long term predictability via one PBN arrival 
route however it is anticipated that at the point of 

implementation, tactical vectoring will also be required and 
therefore there would be periods of unpredictability. This will be 
explored in further as we receive further information from NERL 

around the airspace above 7000ft. 

Respite

Aircraft arriving at Gatwick Airport are tactically controlled (vectored) by ATC 
onto final approach and therefore, other than once on final approach, there is 

no long term predictability of flight paths. Tactically controlling (vectoring) 
aircraft creates dispersion which offers some unpredictable noise relief.

A single PBN route does not offer any predictable respite configurations 
however the use of tactical vectoring at peak periods may offer some noise 
relief through dispersion. This will be explored in further detail as part of the 

Initial Options Appraisal should this option progress. 

This option is based on a vectoring area (known as a Radar 
Manoeuvring area) that is intended to be used in conjunction with 

one of the PBN options. Solely tactically controlling (vectoring) 
aircraft does not offer long term predictability however the 

dispersion from the vectoring does offer unpredictable noise relief. 

A single PBN route does not offer any predictable respite configurations 
however the use of tactical vectoring at peak periods may offer some noise 
relief through dispersion. This will be explored in further detail as part of the 

Initial Options Appraisal should this option progress. 

This option is based on a vectoring area (known as a Radar Manoeuvring 
area) that is intended to be used in conjunction with one of the PBN options. 

Solely tactically controlling (vectoring) aircraft does not offer long term 
predictability however the dispersion from the vectoring does offer 

unpredictable noise relief. 

A single PBN route does not offer any predictable respite configurations 
however the use of tactical vectoring at peak periods may offer some noise 
relief through dispersion. This will be explored in further detail as part of the 

Initial Options Appraisal should this option progress. 

A single PBN route does not offer any predictable respite 
configurations however the use of tactical vectoring at peak periods 
may offer some noise relief through dispersion. This will be explored 

in further detail as part of the Initial Options Appraisal should this 
option progress. 

A single PBN route does not offer any predictable respite 
configurations however the use of tactical vectoring at peak periods 
may offer some noise relief through dispersion. This will be explored 

in further detail as part of the Initial Options Appraisal should this 
option progress. 

A single PBN route does not offer any predictable respite 
configurations however the use of tactical vectoring at peak periods 

may offer some noise relief through dispersion. This will be 
explored in further detail as part of the Initial Options Appraisal 

should this option progress. 

A single PBN route does not offer any predictable respite 
configurations however the use of tactical vectoring at peak 

periods may offer some noise relief through dispersion. This will 
be explored in further detail as part of the Initial Options 

Appraisal should this option progress. 

Overflight within option

Within the existing operation, aircraft arriving at Gatwick Airport are tactically 
controlled (vectored) by ATC onto final approach. There are no defined routes 
to follow and aircraft are provided with instructions from Air Traffic Control who 
ensure the aircraft are safely spaced whilst being directed to land at Gatwick. 

This leads to broad swathes of flight tracks across the airspace.

This option offers one PBN arrival route and therefore there is no cumulative 
overflight within the option itself.

This option offers a RMA which means that aircraft would be 
tactically controlled. This would lead to swathes of flight paths 
across the airspace which would some overlapping areas of 
overflight however the dispersion would help to mitigate any 

impacts. 

This option offers one PBN arrival route and therefore there is no 
cumulative overflight within the option itself.

This option offers a RMA which means that aircraft would be tactically 
controlled. This would lead to swathes of flight paths across the airspace 
which would some overlapping areas of overflight however the dispersion 

would help to mitigate any impacts. 

This option offers one PBN arrival route and therefore there is no 
cumulative overflight within the option itself.

This option offers one PBN arrival route and therefore there is no 
cumulative overflight within the option itself.

This option offers one PBN arrival route and therefore there is no 
cumulative overflight within the option itself.

This option offers one PBN arrival route and therefore there is no 
cumulative overflight within the option itself.

This option offers one PBN arrival route and therefore there is 
no cumulative overflight within the option itself.

Overflight of arrival and 
departure options

Owing to the vectoring swathes there are significant areas where there is 
overflight by arrivals and departures to/from Gatwick Airport.

The straight ahead / south westerly routes that form components of the 
westerly departure options cross this arrival option, however owing to this 

option being formed of a single PBN track, the area of cumulative overflight will 
be minimal and could be refined once the shortlist of departure options is 

known. 
It is anticipated that tactical vectoring of arrivals would still be required and this 
has the opportunity to increase cumulative impacts; the nature and frequency 
of this vectoring will be investigated in further detail should the option progress 

and as part of this, potential mitigations/refinements could be identified.

In terms of the westerly departures, the area of the indicative RMA 
overflies the same areas as the majority of the straight ahead 
departure routes and some parts of the left turn departures at 

higher altitudes. 

This option largely does not overfly the same areas as the easterly 
departure options however there are some conflicts between some of the 

right turn wrap around easterly departures and the route. This would require 
deconfliction and therefore it is anticipated that the impacts of cumulative 
overflight may be able to be mitigated. The straight ahead / south westerly 
routes that form components of the westerly departure options cross this 
arrival option, however owing to this option being formed of a single PBN 

track, the area of cumulative overflight will be minimal and could be refined 
once the shortlist of departure options is known. 

It is anticipated that tactical vectoring of arrivals would still be required and 
this has the opportunity to increase cumulative impacts; the nature and 
frequency of this vectoring will be investigated in further detail should the 

option progress and as part of this, potential mitigations/refinements could 
be identified.

This option largely does not overfly the same areas as the easterly 
departure options however there are some conflicts between some of the 
right turn wrap around easterly departures and the RMA. In terms of the 
westerly departures, the area of the indicative RMA overflies the same 

areas as the majority of the straight ahead departure routes and some parts 
of the left turn departures at higher altitudes. 

This option largely does not overfly the same areas as the easterly 
departure options however there are some conflicts between some of the 

right turn wrap around easterly departures and the route. This would require 
deconfliction and therefore it is anticipated that the impacts of cumulative 
overflight may be able to be mitigated. The straight ahead / south westerly 
routes that form components of the westerly departure options cross this 
arrival option, however owing to this option being formed of a single PBN 

track, the area of cumulative overflight will be minimal and could be refined 
once the shortlist of departure options is known. 

It is anticipated that tactical vectoring of arrivals would still be required and 
this has the opportunity to increase cumulative impacts; the nature and 
frequency of this vectoring will be investigated in further detail should the 

option progress and as part of this, potential mitigations/refinements could 
be identified.

The straight ahead / south westerly routes that form components of 
the westerly departure options share cumulative overflight along the 

final approach and also cross this option at around 6-7000ft. 
However owing to this option being formed of a single PBN track, the 

area of cumulative overflight will be minimal and could be refined 
once the shortlist of departure options is known. It is anticipated that 
tactical vectoring of arrivals would still be required and this has the 

opportunity to increase cumulative impacts; the nature and frequency 
of this vectoring will be investigated in further detail should the option 
progress and as part of this, potential mitigations/refinements could 

be identified.

The straight ahead / south westerly routes that form components of 
the westerly departure options share cumulative overflight along the 

final approach and also cross this option at around 6-7000ft. 
However owing to this option being formed of a single PBN track, the 

area of cumulative overflight will be minimal and could be refined 
once the shortlist of departure options is known. It is anticipated that 
tactical vectoring of arrivals would still be required and this has the 

opportunity to increase cumulative impacts; the nature and frequency 
of this vectoring will be investigated in further detail should the option 
progress and as part of this, potential mitigations/refinements could 

be identified.

This option largely does not overfly the same areas as the easterly 
departure options however there are some conflicts between some 
of the right turn wrap around easterly departures and the route. This 

would require deconfliction and therefore it is anticipated that the 
impacts of cumulative overflight may be able to be mitigated. 

This arrival option shares some cumulative overflight with some of 
the westerly left turn departure route options however owing to this 
option being formed of a single PBN track, the area of cumulative 
overflight will be minimal and could be refined once the shortlist of 

departure options is known.

It is anticipated that tactical vectoring of arrivals would still be 
required and this has the opportunity to increase cumulative 
impacts; the nature and frequency of this vectoring will be 

investigated in further detail should the option progress and as part 
of this, potential mitigations/refinements could be identified.

This option largely does not overfly the same areas as the 
easterly departure options however there are some conflicts 

between some of the right turn wrap around easterly departures 
and the route at around 7000ft. This would require deconfliction 

and therefore it is anticipated that the impacts of cumulative 
overflight may be able to be mitigated. 

This arrival option shares some cumulative overflight with some 
of the westerly left turn departure route options however owing 
to this option being formed of a single PBN track, the area of 

cumulative overflight will be minimal and could be refined once 
the shortlist of departure options is known.

It is anticipated that tactical vectoring of arrivals would still be 
required and this has the opportunity to increase cumulative 
impacts; the nature and frequency of this vectoring will be 

investigated in further detail should the option progress and as 
part of this, potential mitigations/refinements could be identified.

Overflight of neighbouring 
airports

Routes initially outside the ACOG map between c.7-6500ft. Then routes within 
the Farnborough, Heathrow Airport and Biggin Hill areas of the ACOG map.

Routes initially outside the ACOG map between c.7-6500ft. Then 
routes within the Farnborough, Heathrow Airport and Biggin Hill 

areas of the ACOG map.

Routes initially outside the ACOG 
map between c.7-5000ft. Then 
routes within the Farnborough, 
Heathrow Airport and Biggin Hill 

areas of the ACOG map.

Routes within the Biggin Hill, 
Farnborough, and Heathrow 

section of the ACOG map;  here 
there is expected to be large 
areas of possible cumulative 

impacts

Routes within the Biggin Hill, 
Farnborough and Heathrow 
Airport areas of the ACOG 

map.

Routes within the Biggin Hill, 
Farnborough and Heathrow 
Airport areas of the ACOG 

map.

Routes initially outside the 
ACOG map between c.7-

5000ft. Then routes within the 
Farnborough, Heathrow 

Airport and Biggin Hill areas 
of the ACOG map.

Routes initially outside the 
ACOG map between c.7-

4000ft. Then routes within the 
Farnborough, Heathrow 

Airport and Biggin Hill areas 
of the ACOG map.

Routes initially outside the 
ACOG map between c.7-

6000ft. Then routes within the 
Farnborough, Heathrow 

Airport and Biggin Hill areas 
of the ACOG map.

Routes initially outside the 
ACOG map between c.7-

5000ft. Then routes within the 
Farnborough, Heathrow 

Airport and Biggin Hill areas 
of the ACOG map.

Routes initially outside the 
ACOG map between c.7-

4000ft. Then routes within the 
Farnborough, Heathrow 

Airport and Biggin Hill areas 
of the ACOG map.

Routes initially outside the ACOG map 
between c.7-6000ft. Then routes within 
the Farnborough, Heathrow Airport and 

Biggin Hill areas of the ACOG map.

Routes within the Biggin Hill, 
Farnborough, and Heathrow section of 
the ACOG map;  here there is expected 
to be large areas of possible cumulative 

impacts

Routes initially outside the ACOG map between c.7-3500ft. Then routes 
within the Farnborough, Heathrow Airport and Biggin Hill areas of the ACOG 

map.

Routes initially outside the ACOG map between c.7-3500ft. Then routes 
within the Farnborough, Heathrow Airport and Biggin Hill areas of the ACOG 

map.

Routes initially outside the ACOG map between c.7-3500ft. Then routes 
within the Farnborough, Heathrow Airport and Biggin Hill areas of the ACOG 

map.

Routes initially outside the 
ACOG map between c.7-

6000ft. Then routes within the 
Farnborough, Heathrow 

Airport and Biggin Hill areas 
of the ACOG map.

Routes initially outside the 
ACOG map between c.7-

5000ft. Then routes within the 
Farnborough, Heathrow 

Airport and Biggin Hill areas 
of the ACOG map.

Routes initially outside the 
ACOG map between c.7-

4000ft. Then routes within the 
Farnborough, Heathrow 

Airport and Biggin Hill areas 
of the ACOG map.

Routes initially outside the 
ACOG map between c.7-

4000ft. Then routes within the 
Farnborough, Heathrow 

Airport and Biggin Hill areas 
of the ACOG map.

Routes within the Biggin Hill, 
Farnborough and Heathrow Airport 

areas of the ACOG map.

Routes initially outside the ACOG 
map between c.7-5000ft. Then 
routes within the Farnborough, 
Heathrow Airport and Biggin Hill 

areas of the ACOG map.

Routes initially outside the ACOG 
map between c.7-5000ft. Then 
routes within the Farnborough, 
Heathrow Airport and Biggin Hill 

areas of the ACOG map.

Routes initially outside the ACOG 
map between c.7-4000ft. Then 
routes within the Farnborough, 
Heathrow Airport and Biggin Hill 

areas of the ACOG map.

Routes initially outside the ACOG map between c.7-6500ft. Then 
routes within the Farnborough, Heathrow Airport and Biggin Hill areas 

of the ACOG map.

Routes initially outside the ACOG map between c.7-5000ft. Then 
routes within the Farnborough, Heathrow Airport and Biggin Hill areas 

of the ACOG map.

Routes initially in the Biggin Hill area, before routing outside the 
ACOG areas between c.6-4000ft. Then routes within the Heathrow 

Airport and Biggin Hill areas of the ACOG map.

Routes initially outside the ACOG map between c.7-3000ft. 
Then routes within the Heathrow Airport and Biggin Hill areas of 

the ACOG map.
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Locally 
Tailored 
Designs

-

The baseline ‘do nothing’ scenario would not change the noise environment at 
Gatwick. Aircraft would continue to be tactically controlled (vectored) by ATC 
before joining the final approach. Some stakeholders would prefer for Gatwick 
to remain as it is today and therefore this in itself could be considered a locally 

tailored design. However, the broad vectoring swathes do not take into 
account the local environment and therefore do not offer opportunities to avoid 

noise sensitive areas.

This option has been designed to minimise the total population overflown 
between 0-7000ft. (See DP 3 for further details). 

This option is a Radar Manoeuvring Area (RMA) that has been 
designed to minimise the total population overflown. As the Sound 
Exposure Level (SEL) contour is located along the final approach 

track, overflight contours were used to identify high performing 
notional flight paths which could then define a potential vectoring 
area. Compared to pure PBN tracks, an RMA will deliver different 

noise benefits and impacts owing to dispersion created by the 
vectoring swathes. The nature/frequency/location of the vectoring 
which may be required will be explored in further detail once the 
shortlist of options is known. Should this option progress, later in 

the process there will be opportunities to develop the option further 
to tailor to local circumstances however compared to PBN paths, 

these opportunities would be reduced. 

This option has been designed to minimise the population newly overflown 
between 0-7000ft. (See DP 3 for further details). 

This Radar Manoeuvring Area (RMA) has been designed to minimise 
population newly overflown. As the Sound Exposure Level (SEL) contour is 

located along the final approach track, overflight contours were used to 
identify high performing notional flight paths which could then define a 

potential vectoring area. Compared to pure PBN tracks, an RMA will deliver 
different noise benefits and impacts owing to dispersion created by the 
vectoring swathes. The nature/frequency/location of the vectoring which 

may be required will be explored in further detail once the shortlist of options 
is known. Should this option progress, later in the process there will be 

opportunities to develop the option further to tailor to local circumstances 
however compared to PBN paths, these opportunities would be reduced. 

This option has been designed to minimise population newly overflown 
between 0-4000ft and route directly from the network entry point from 7000ft-
4000ft. Small adjustments will be made to the lateral path to consider noise, 

however these will be balanced with reducing fuel burn and CO2

This option has been designed to balance the population newly 
overflown and the total population overflown. (See DP 3 for further 

details). 

This option has been designed to balance the population newly 
overflown and the total population overflown between 0-4000ft and 

route directly from the network entry point from 7000ft-4000ft. Small 
adjustments will be made to the lateral path to consider noise, 

however these will be balanced with reducing fuel burn and CO2

This option was developed following stakeholder feedback. It uses 
DEFRA’s road and rail noise mapping to identify areas of high 
ambient noise (please see the Stage 2A document for further 

details). 

This option was developed following stakeholder feedback. It 
uses DEFRA’s road and rail noise mapping to identify areas of 

high ambient noise (please see the Stage 2A document for 
further details) between 0-4000ft before routing directly to the 

network exit points between 4-7000ft. Small adjustments will be 
made to the lateral path to consider noise, however these will 

be balanced with reducing fuel burn and CO2.

Safety by 
Design

See Design Principle 5

See Design Principle  3, 6, 7, 8 and 9

See Design Principle 5

See Design Principle  3, 6, 7, 8 and 9

See Design Principle 1

This respite option has been designed to balance the population newly 
overflown and the total population overflown. (See DP 3 for further details). 

This respite option has been designed to balance the population newly 
overflown and the total population overflown. (See DP 3 for further details). 

This option has been designed to minimise the total population 
overflown between 0-4000ft and route directly from the network 

entry point from 7000ft-4000ft. (See DP 3 for further details). 

This respite option has been designed to minimise the total population overflown between 0-7000ft. (See DP 3 for further 
details). 

This respite option has been designed to minimise the total population overflown between 
0-7000ft. (See DP 3 for further details).

This night-time respite option has been designed to minimise the total population 
overflown between 0-7000ft. (See DP 3 for further details). 

This option largely does not overfly the same areas as the easterly 
departure options however there are some conflicts between some of the 

right turn wrap around easterly departures and the route. This would 
require deconfliction and therefore it is anticipated that the impacts of 
cumulative overflight may be able to be mitigated. The straight ahead / 
south westerly routes that form components of the westerly departure 

options cross the two respite routes, however owing to this option being 
formed of a single PBN tracks, the area of cumulative overflight will be 
minimal and could be refined once the shortlist of departure options is 

known. As a result of respite configurations, any frequency of cumulative 
overflight will be decreased compared to the single route PBN options.

It is anticipated that tactical vectoring of arrivals would still be required and 
this has the opportunity to increase cumulative impacts; the nature and 
frequency of this vectoring will be investigated in further detail should the 

option progress and as part of this, potential mitigations/refinements could 
be identified.

The straight ahead / south westerly routes that form components of the 
westerly departure options cross the two respite routes, however owing to 

this option being formed of a single PBN tracks, the area of cumulative 
overflight will be minimal and could be refined once the shortlist of 

departure options is known. As a result of respite configurations, any 
frequency of cumulative overflight will be decreased compared to the 

single route PBN options.
It is anticipated that tactical vectoring of arrivals would still be required and 

this has the opportunity to increase cumulative impacts; the nature and 
frequency of this vectoring will be investigated in further detail should the 

option progress and as part of this, potential mitigations/refinements could 
be identified.

This respite option has been designed to balance the population newly 
overflown and the total population overflown. The Sound Exposure Level 

(SEL) contour is located along the final approach track, so population 
newly overflown contours and total population overflown contours were 

used to identify high performing notional flight paths.
CDO is expected to improve compared to the baseline.

This option has been designed to be compatible with time based arrivals 
operations however owing to the respite configurations, there will be 
further technical investigation required in order to understand how the 

different routes, with differing track lengths, can be integrated with time 
based arrival technology sequencing. The implementation on time based 

arrivals is dependent on a number of factors including the technology 
available from aircraft and the airspace network above 7000ft. At this stage 
in the process, the airspace above 7000ft is still being developed as part of 

Stage 2 of NERL’s ACP and the availability to implement time based 
arrivals will be explored in further detail as NERL and GAL progress 

through the airspace change process.

This option has been designed to be compatible with time based arrivals 
operations however owing to the respite configurations, there will be 
further technical investigation required in order to understand how the 

different routes, with differing track lengths, can be integrated with time 
based arrival technology sequencing. The implementation on time based 

arrivals is dependent on a number of factors including the technology 
available from aircraft and the airspace network above 7000ft. At this stage 
in the process, the airspace above 7000ft is still being developed as part of 

Stage 2 of NERL’s ACP and the availability to implement time based 
arrivals will be explored in further detail as NERL and GAL progress 

through the airspace change process.

This option offers two PBN arrival routes for easterly arrivals that could be 
operated as part of a respite configuration. We anticipate that at the point 

of implementation, the technology required from the airspace network 
above 7000ft to facilitate PBN arrivals during periods of high traffic will not 
be available and ATC will be required to vector arrivals. The extent of this 

vectoring will require further information from NERL and will be explored in 
further detail as we develop and refine options through the process.

This option offers two PBN arrival routes for easterly arrivals that could be 
operated as part of a respite configuration. We anticipate that at the point 

of implementation, the technology required from the airspace network 
above 7000ft to facilitate PBN arrivals during periods of high traffic will not 
be available and ATC will be required to vector arrivals. The extent of this 

vectoring will require further information from NERL and will be explored in 
further detail as we develop and refine options through the process.

This respite option has been designed to minimise the total population overflown. Overflight 
contours were used to identify high performing notional flight paths. 

CDO is expected to improve compared to the baseline. 

This respite option has been designed to minimise the total population overflown. 
Overflight contours were used to identify high performing notional flight paths. 

CDO is expected to improve compared to the baseline. 

This respite option has been designed to minimise population newly overflown between 0-7000ft. (See DP 3 for further 
details). 

This option removes Gatwick’s dependencies on conventional ground based navigation aids for the IAPs without radar 
control.  RNP and ILS approaches are already available at Gatwick but this option would introduce a PBN transitions to 

these instrument approaches. 
The availability of the four routes provides ATC with alternative routes in the event of operational disruption however it’s 

also expected that ATC will manage aircraft via tactical controlling which subject to the airspace above 7000ft also being 
modernised, is expected to be resilient. 

The contribution towards systemised airspace enables enhanced controller tool support which, in the long term, is 
expected to lead to a reduction in Controller workload in turn delivering increased operational resilience.

This option removes Gatwick’s dependencies on conventional ground 
based navigation aids for the IAPs without radar control.  RNP and ILS 

approaches are already available at Gatwick but this option would 
introduce a PBN transitions to these instrument approaches. 

The availability of the two routes provides ATC with alternative routes in 
the event of operational disruption however it’s also expected that ATC will 
manage aircraft via tactical controlling which subject to the airspace above 

7000ft also being modernised, is expected to be resilient. 
The contribution towards systemised airspace enables enhanced 

controller tool support which, in the long term, is expected to lead to a 
reduction in Controller workload in turn delivering increased operational 

resilience.

This option removes Gatwick’s dependencies on conventional ground 
based navigation aids for the IAPs without radar control.  RNP and ILS 

approaches are already available at Gatwick but this option would 
introduce a PBN transitions to these instrument approaches. 

The availability of the two routes provides ATC with alternative routes in 
the event of operational disruption however it’s also expected that ATC will 
manage aircraft via tactical controlling which subject to the airspace above 

7000ft also being modernised, is expected to be resilient. 
The contribution towards systemised airspace enables enhanced 

controller tool support which, in the long term, is expected to lead to a 
reduction in Controller workload in turn delivering increased operational 

resilience.

This option offers two PBN arrival routes which could be used in a respite 
configuration. Other than once aircraft have joined the final approach, 

there is no cumulative overflight within the option itself.

This option offers four PBN arrival routes which could be used in a respite configuration. Other than once aircraft have 
joined the final approach, there is minimal cumulative overflight within the option itself at the point where aircraft would 

turn onto final approach.  

This option offers three PBN arrival routes which could be used in a respite configuration. 
Other than once aircraft have joined the final approach, there is no cumulative overflight 

within the option itself. 

This option offers long term predictability via two PBN arrival routes which 
could be used in respite configurations however it is anticipated that at the 

point of implementation, tactical vectoring will also be required and 
therefore there would be periods of unpredictability. This will be explored in 
further as we receive further information from NERL around the airspace 

above 7000ft. 

This option offers two routes which could be used in a respite 
configuration. Details of this will be explored in further detail as part of the 

Initial Options Appraisal should this option progress.

The straight ahead / south westerly routes that form components of the westerly departure options cross the four respite 
routes, however owing to this option being formed of a single PBN tracks, the area of cumulative overflight will be minimal 
and could be refined once the shortlist of departure options is known. As a result of respite configurations, any frequency 

of cumulative overflight will be decreased compared to the single route PBN options.
It is anticipated that tactical vectoring of arrivals would still be required and this has the opportunity to increase cumulative 
impacts; the nature and frequency of this vectoring will be investigated in further detail should the option progress and as 

part of this, potential mitigations/refinements could be identified.

This option largely does not overfly the same areas as the easterly departure options 
however there are some conflicts between some of the right turn wrap around easterly 

departures and the third respite route. This would require deconfliction and therefore it is 
anticipated that the impacts of cumulative overflight may be able to be mitigated. In terms 

of westerly departures, the straight ahead / south westerly routes that form components of 
the westerly departure options cross the three respite routes, however owing to this option 
being formed of a single PBN tracks, the area of cumulative overflight will be minimal and 

could be refined once the shortlist of departure options is known. As a result of respite 
configurations, any frequency of cumulative overflight will be decreased compared to the 

single route PBN options.
It is anticipated that tactical vectoring of arrivals would still be required and this has the 

opportunity to increase cumulative impacts; the nature and frequency of this vectoring will 
be investigated in further detail should the option progress and as part of this, potential 

mitigations/refinements could be identified.

This option has been designed to be compatible with time based arrivals operations 
however owing to the respite configurations, there will be further technical investigation 

required in order to understand how the different routes, with differing track lengths, can be 
integrated with time based arrival technology sequencing. The implementation on time 

based arrivals is dependent on a number of factors including the technology available from 
aircraft and the airspace network above 7000ft. At this stage in the process, the airspace 
above 7000ft is still being developed as part of Stage 2 of NERL’s ACP and the availability 

to implement time based arrivals will be explored in further detail as NERL and GAL 
progress through the airspace change process.

This option offers long term predictability via four PBN arrival routes which could be used in respite configurations 
however it is anticipated that at the point of implementation, tactical vectoring will also be required and therefore there 

would be periods of unpredictability. This will be explored in further as we receive further information from NERL around 
the airspace above 7000ft. 

This option offers four routes which could be used in a respite configuration. Details of this will be explored in further detail 
as part of the Initial Options Appraisal should this option progress.

This option offers long term predictability via three PBN arrival routes which could be used 
in respite configurations however it is anticipated that at the point of implementation, 

tactical vectoring will also be required and therefore there would be periods of 
unpredictability. This will be explored in further as we receive further information from 

NERL around the airspace above 7000ft. 

This option offers four routes which could be used in a respite configuration. Details of this 
will be explored in further detail as part of the Initial Options Appraisal should this option 

progress.

This option has been developed based on night-time noise metrics and is 
intended to be used as night-time configuration alongside one of the other arrival 

options. This means that the option would offer predictable respite during the 
night-time period for those communities under day-time routes. The extent of this 

respite will depend on the daytime configuration. The configuration of 2 PBN 
arrival routes will offer long term predictability. As traffic levels are lower at night, 

it is anticipated that vectoring would be required less frequently. 

This option has been developed based on night-time noise metrics and is 
intended to be used as night-time configuration alongside one of the other arrival 

options. This means that the option would offer predictable respite during the 
night-time period for those communities under day-time routes.

This option offers long term predictability via four PBN arrival routes which could be used in respite configurations 
however it is anticipated that at the point of implementation, tactical vectoring will also be required and therefore there 

would be periods of unpredictability. This will be explored in further as we receive further information from NERL around 
the airspace above 7000ft. 

This option removes Gatwick’s dependencies on conventional ground based 
navigation aids for the IAPs without radar control.  RNP and ILS approaches are 
already available at Gatwick but this option would introduce a PBN transition to 

these instrument approaches. 
A single PBN route does not provide any alternative PBN routes in the event of 

operational disruption but it is expected that ATC will manage aircraft via tactical 
controlling which subject to the airspace above 7000ft also being modernised, is 

expected to be resilient. 
The contribution towards systemised airspace enables enhanced controller tool 
support which, in the long term, is expected to lead to a reduction in Controller 

workload in turn delivering increased operational resilience.

This option removes Gatwick’s dependencies on conventional ground based navigation 
aids for the IAPs without radar control.  RNP and ILS approaches are already available at 

Gatwick but this option would introduce a PBN transitions to these instrument approaches. 
The availability of the three routes provides ATC with alternative routes in the event of 

operational disruption however it’s also expected that ATC will manage aircraft via tactical 
controlling which subject to the airspace above 7000ft also being modernised, is expected 

to be resilient. 
The contribution towards systemised airspace enables enhanced controller tool support 
which, in the long term, is expected to lead to a reduction in Controller workload in turn 

delivering increased operational resilience.

7
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8 Deconflictio
n by Design

This respite option has been designed to minimise population newly overflown. As the Sound Exposure Level (SEL) 
contour is located along the final approach track, population newly overflown contours were used to identify high 

performing notional flight paths. 
CDO is expected to improve compared to the baseline.

This respite option has been designed to balance the population newly 
overflown and the total population overflown. The Sound Exposure Level 

(SEL) contour is located along the final approach track, so population 
newly overflown contours and total population overflown contours were 

used to identify high performing notional flight paths.
CDO is expected to improve compared to the baseline

This option has been designed to be compatible with time based arrivals operations however owing to the respite 
configurations, there will be further technical investigation required in order to understand how the different routes, with 
differing track lengths, can be integrated with time based arrival technology sequencing. The implementation on time 
based arrivals is dependent on a number of factors including the technology available from aircraft and the airspace 

network above 7000ft. At this stage in the process, the airspace above 7000ft is still being developed as part of Stage 2 of 
NERL’s ACP and the availability to implement time based arrivals will be explored in further detail as NERL and GAL 

progress through the airspace change process.

This option has been designed to be compatible with time based 
arrivals operations however owing to the configuration (northern and 
southern route), there will be further technical investigation required 
in order to understand how the different routes, with differing track 

lengths, can be integrated with time based arrival technology 
sequencing. The implementation on time based arrivals is 

dependent on a number of factors including the technology available 
from aircraft and the airspace network above 7000ft. At this stage in 
the process, the airspace above 7000ft is still being developed as 

part of Stage 2 of NERL’s ACP and the availability to implement time 
based arrivals will be explored in further detail as NERL and GAL 

progress through the airspace change process.

This option has been designed to minimise the total population 
overflown between 0-4000ft. Overflight contours were used to 

identify high performing notional flight paths. Beyond 4000ft, aircraft 
fly directly to the network entry/exit points although small 

adjustments to the lateral flight paths would be made to consider 
noise impacts.

CDO is expected to improve compared to the baseline although for 
the northern elements of the arrival system there are 

interdependencies with other airports which would require further 
investigation (see DP6 for further details).

This respite option has been designed to minimise the total population overflown. Overflight contours were used to 
identify high performing notional flight paths. 

CDO is expected to improve compared to the baseline. 

This option offers two PBN arrival routes. Other than once aircraft 
have joined the final approach, there is no cumulative overflight 

within the option itself.

The straight ahead / south westerly routes that form components of 
the westerly departure options cross the southerly arrival option, 

however owing to this option being formed of a single PBN track, the 
area of cumulative overflight will be minimal and could be refined 

once the shortlist of departure options is known. The northerly arrival 
route largely avoids the westerly departure options with the 

exception of some cumulative overflight with WAL which may be 
refined if the option is progressed.

It is anticipated that tactical vectoring of arrivals would still be 
required and this has the opportunity to increase cumulative 
impacts; the nature and frequency of this vectoring will be 

investigated in further detail should the option progress and as part 
of this, potential mitigations/refinements could be identified.

This option offers two PBN arrival routes. Other than once aircraft have joined 
the final approach, there is no cumulative overflight within the option itself.

The straight ahead / south westerly routes that form components of the westerly 
departure options cross the southerly arrival option, however owing to this option 

being formed of a single PBN track, the area of cumulative overflight will be 
minimal and could be refined once the shortlist of departure options is known. 

The northerly arrival route largely avoids the westerly departure options. 
It is anticipated that some tactical vectoring of arrivals would still be required and 

this has the opportunity to increase cumulative impacts; the nature and 
frequency of this vectoring will be investigated in further detail should the option 

progress and as part of this, potential mitigations/refinements could be identified.

This option offers four PBN arrival routes which could be used in a respite configuration. From 7000ft, there are some 
areas of overflight overlap before aircraft turn onto base leg - here the routes are separated until turning to join final 

approach. 

This option largely does not overfly the same areas as the easterly departure options however there are some conflicts 
between some of the right turn wrap around easterly departures and the route. This would require deconfliction and 

therefore it is anticipated that the impacts of cumulative overflight may be able to be mitigated. The straight ahead / south 
westerly routes that form components of the westerly departure options cross the four respite routes, however owing to 

this option being formed of a single PBN tracks, the area of cumulative overflight will be minimal and could be refined 
once the shortlist of departure options is known. As a result of respite configurations, any frequency of cumulative 

overflight will be decreased compared to the single route PBN options.
It is anticipated that tactical vectoring of arrivals would still be required and this has the opportunity to increase cumulative 
impacts; the nature and frequency of this vectoring will be investigated in further detail should the option progress and as 

part of this, potential mitigations/refinements could be identified.

This option offers long term predictability via two PBN arrival routes which 
could be used in respite configurations however it is anticipated that at the 

point of implementation, tactical vectoring will also be required and 
therefore there would be periods of unpredictability. This will be explored in 
further as we receive further information from NERL around the airspace 

above 7000ft. 

This option offers two routes which could be used in a respite 
configuration. Details of this will be explored in further detail as part of the 

Initial Options Appraisal should this option progress.

This option offers four routes which could be used in a respite configuration. Details of this will be explored in further detail 
as part of the Initial Options Appraisal should this option progress.

This option offers long term predictability via two PBN arrival routes 
however it is anticipated that at the point of implementation, tactical 
vectoring will also be required and therefore there would be periods 

of unpredictability. This will be explored in further as we receive 
further information from NERL around the airspace above 7000ft. 

A single PBN route does not offer any predictable respite 
configurations however the use of tactical vectoring at peak periods 
may offer some noise relief through dispersion. This will be explored 

in further detail as part of the Initial Options Appraisal should this 
option progress. 

This option offers two PBN arrival routes which could be used in a respite 
configuration. Other than once aircraft have joined the final approach, 

there is no cumulative overflight within the option itself.

This option has been designed to be compatible with time based arrivals operations however owing to the respite 
configurations, there will be further technical investigation required in order to understand how the different routes, with 
differing track lengths, can be integrated with time based arrival technology sequencing. The implementation on time 
based arrivals is dependent on a number of factors including the technology available from aircraft and the airspace 

network above 7000ft. At this stage in the process, the airspace above 7000ft is still being developed as part of Stage 2 of 
NERL’s ACP and the availability to implement time based arrivals will be explored in further detail as NERL and GAL 

progress through the airspace change process.

This option has been designed to be compatible with time based arrivals 
operations however owing to the configuration (northern and southern route), 

there will be further technical investigation required in order to understand how 
the different routes, with differing track lengths, can be integrated with time based 

arrival technology sequencing. The implementation on time based arrivals is 
dependent on a number of factors including the technology available from aircraft 
and the airspace network above 7000ft. At this stage in the process, the airspace 
above 7000ft is still being developed as part of Stage 2 of NERL’s ACP and the 
availability to implement time based arrivals will be explored in further detail as 

NERL and GAL progress through the airspace change process.

1

6

Optimise 
Use of 
Aircraft 

Capabilities

This option offers two PBN arrival route for easterly arrivals; one 
from the north and one from the south. We anticipate that at the 

point of implementation, the technology required from the airspace 
network above 7000ft to facilitate single track PBN arrivals during 

periods of high traffic will not be available and ATC will be required to 
vector arrivals. The extent of this vectoring will require further 

information from NERL and will be explored in further detail as we 
develop and refine options through the process.

This option offers four PBN arrival routes for easterly arrivals that could be operated as part of a respite configuration. We 
anticipate that at the point of implementation, the technology required from the airspace network above 7000ft to facilitate 

PBN arrivals during periods of high traffic will not be available and ATC will be required to vector arrivals. The extent of 
this vectoring will require further information from NERL and will be explored in further detail as we develop and refine 

options through the process.

This option offers three PBN arrival routes for easterly arrivals that could be operated as 
part of a respite configuration. We anticipate that at the point of implementation, the 

technology required from the airspace network above 7000ft to facilitate PBN arrivals 
during periods of high traffic will not be available and ATC will be required to vector arrivals. 
The extent of this vectoring will require further information from NERL and will be explored 

in further detail as we develop and refine options through the process.

This option offers two PBN arrival route for easterly arrivals; one from the north 
and one from the south. We anticipate that at the point of implementation, the 
technology required from the airspace network above 7000ft to facilitate single 

track PBN arrivals during periods of high traffic will not be available and ATC will 
be required to vector arrivals. The extent of this vectoring will require further 

information from NERL and will be explored in further detail as we develop and 
refine options through the process.

This option removes Gatwick’s dependencies on conventional ground based navigation aids for the IAPs without radar 
control.  RNP and ILS approaches are already available at Gatwick but this option would introduce a PBN transitions to 

these instrument approaches. 
The availability of the four routes provides ATC with alternative routes in the event of operational disruption however it’s 

also expected that ATC will manage aircraft via tactical controlling which subject to the airspace above 7000ft also being 
modernised, is expected to be resilient. 

The contribution towards systemised airspace enables enhanced controller tool support which, in the long term, is 
expected to lead to a reduction in Controller workload in turn delivering increased operational resilience.

This option removes Gatwick’s dependencies on conventional 
ground based navigation aids for the IAPs without radar control.  

RNP and ILS approaches are already available at Gatwick but this 
option would introduce a PBN transition to these instrument 

approaches. 
A single PBN route does not provide any alternative PBN routes in 
the event of operational disruption but it is expected that ATC will 

manage aircraft via tactical controlling which subject to the airspace 
above 7000ft also being modernised, is expected to be resilient. 

The contribution towards systemised airspace enables enhanced 
controller tool support which, in the long term, is expected to lead to 

a reduction in Controller workload in turn delivering increased 
operational resilience.

Vectoring of arrivals is currently achieved safely with busy but steady 
workload. Airspace constraints due to Heathrow SIDs generate more workload 
for Gatwick Approach and Gatwick Approach are also required to work the left 

turn (WIZAD) departures as they are not laterally separated from the arrival 
paths.

AMS

This option offers four PBN arrival routes for easterly arrivals that could be operated as part of a respite configuration. We 
anticipate that at the point of implementation, the technology required from the airspace network above 7000ft to facilitate 

PBN arrivals during periods of high traffic will not be available and ATC will be required to vector arrivals. The extent of 
this vectoring will require further information from NERL and will be explored in further detail as we develop and refine 

options through the process.

See Design Principle 1

See Design Principle 5

See Design Principle  3, 6, 7, 8 and 9

See Design Principle 1See Design Principle 1

See Design Principle 5

# DP Category
Option

EAC EAD EAE EAF EAJ EAK

The higher the number of available approaches, the higher the chances of 
error by ATC or Pilots. Additional assurance work would be required to 

generate acceptable safety argument. This is envisaged to be achievable 
but would require further investigation should this option progress.

The higher the number of available approaches, the higher the chances of 
error by ATC or Pilots. Additional assurance work would be required to 

generate acceptable safety argument. This is envisaged to be achievable 
but would require further investigation should this option progress.  this 

area may not be separated from the existing Farnborough STARs

The higher the number of available approaches, the higher the chances of error by ATC or Pilots. Additional assurance 
work would be required to generate acceptable safety argument. This is envisaged to be achievable but would require 

further investigation should this option progress.

The higher the number of available approaches, the higher the chances of error 
by ATC or Pilots. Additional assurance work would be required to generate 
acceptable safety argument. This is envisaged to be achievable but would 

require further investigation should this option progress.

The higher the number of available approaches, the higher the chances of error by ATC or 
Pilots. Additional assurance work would be required to generate acceptable safety 

argument. This is envisaged to be achievable but would require further investigation should 
this option progress.

The higher the number of available approaches, the higher the chances of error by ATC or Pilots. Additional assurance 
work would be required to generate acceptable safety argument. This is envisaged to be achievable but would require 
further investigation should this option progress. Route A may not be separated from the existing Farnborough STARs

The higher the number of available approaches, the higher the 
chances of error by ATC or Pilots. Additional assurance work would 

be required to generate acceptable safety argument. This is 
envisaged to be achievable but would require further investigation 

should this option progress.

EAL

See Design Principle  3, 6, 7, 8 and 9

See Design Principle 1

See Design Principle 5

See Design Principle  3, 6, 7, 8 and 9

See Design Principle 1 See Design Principle 1

See Design Principle 5

See Design Principle  3, 6, 7, 8 and 9

See Design Principle 5

See Design Principle  3, 6, 7, 8 and 9

See Design Principle 5

The introduction of PBN transitions is expected to meet capacity 
requirements so long as ATC retain the ability to vector arrivals to 

ensure accurate and safe final approach spacing. Without the ability 
to vector, this option would impact capacity.

The introduction of PBN transitions is expected to meet capacity requirements so long as ATC retain the ability to vector 
arrivals to ensure accurate and safe final approach spacing. Without the ability to vector, this option would impact 

capacity.

The introduction of PBN transitions is expected to meet capacity requirements so long as 
ATC retain the ability to vector arrivals to ensure accurate and safe final approach spacing. 

Without the ability to vector, this option would impact capacity.

The introduction of PBN transitions is expected to meet capacity requirements 
so long as ATC retain the ability to vector arrivals to ensure accurate and safe 
final approach spacing. Without the ability to vector, this option would impact 

capacity.

The introduction of PBN transitions is expected to meet capacity requirements so long as ATC retain the ability to vector 
arrivals to ensure accurate and safe final approach spacing. Without the ability to vector, this option would impact 

capacity.

The introduction of PBN transitions is expected to meet capacity 
requirements so long as ATC retain the ability to vector arrivals to ensure 

accurate and safe final approach spacing. Without the ability to vector, this 
option would impact capacity.

The introduction of PBN transitions is expected to meet capacity 
requirements so long as ATC retain the ability to vector arrivals to ensure 

accurate and safe final approach spacing. Without the ability to vector, this 
option would impact capacity.

Taking arrivals in isolation, on the assumption that improved CDO 
from 7000ft is available this option has the potential to require less 

CAS and offer opportunities to simplify the boundaries. However the 
higher the number of arrival routes, the lower the chances of CAS 

release

Taking arrivals in isolation, on the assumption that improved CDO from 7000ft is available this option has the potential to 
require less CAS and offer opportunities to simplify the boundaries. However the higher the number of arrival routes, the 

lower the chances of CAS release

Taking arrivals in isolation, on the assumption that improved CDO from 7000ft is available 
this option has the potential to require less CAS and offer opportunities to simplify the 
boundaries. However the higher the number of arrival routes, the lower the chances of 

CAS release

Taking arrivals in isolation, on the assumption that improved CDO from 7000ft is 
available this option has the potential to require less CAS and offer opportunities 
to simplify the boundaries. However the higher the number of arrival routes, the 

lower the chances of CAS release

Taking arrivals in isolation, on the assumption that improved CDO from 7000ft is available this option has the potential to 
require less CAS and offer opportunities to simplify the boundaries. However the higher the number of arrival routes, the 

lower the chances of CAS release

Taking arrivals in isolation, on the assumption that improved CDO from 
7000ft is available this option has the potential to require less CAS and 
offer opportunities to simplify the boundaries. However the higher the 

number of arrival routes, the lower the chances of CAS release

Taking arrivals in isolation, on the assumption that improved CDO from 
7000ft is available this option has the potential to require less CAS and 
offer opportunities to simplify the boundaries. However the higher the 

number of arrival routes, the lower the chances of CAS release

No feedback has been received to suggest this option would conflict 
with defence and security requirements No feedback has been received to suggest this option would conflict with defence and security requirements No feedback has been received to suggest this option would conflict with defence and 

security requirements
No feedback has been received to suggest this option would conflict with 

defence and security requirements No feedback has been received to suggest this option would conflict with defence and security requirements No feedback has been received to suggest this option would conflict with 
defence and security requirements

No feedback has been received to suggest this option would conflict with 
defence and security requirements

Gatwick FASI-S ACP Stage 2A DPE Annex B

Easterly Arrivals (Detail)
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