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Option Description All - Safety All - Interdependences, conflicts & trade-
offs

All - Airspace Modernisation Strategy Communities - 
Noise -
Indicative 
Partial 
Population 
Day LOAEL

Communities - 
Noise - 
Indicative 
Partial 
Population 
night LOAEL

Communities - 
Noise - N65 
(20)

Communities - 
Noise - N60 
(5)

 Communities - 
Noise -
Population 
Overflight 
(Day) (1)

Communities - 
Noise -
Population 
Overflight 
(Night) (1)

Communities - Noise - Qualitative Communities - 
Air Quality -
Change below 
1000ft

Wider Society - 
Greenhouse 
Gas Impact  - 
Track Mileage

Wider Society - Fuel Burn & Greenhouse Gas Impact  - 
Qualitative

Wider Society - 
Tranquillity - 
Total Area 
(AONBs & 
National 
Parks) N65 
(20) (km2)

Wider Society - 
Tranquillity - 
Total Area 
(AONBs & 
National 
Parks) 
overflown (20) 
(km2)

Wider Society - 
Biodiversity - 
Number of 
sites 
overflown 
between 0 - 
1640ft
(RAMSAR, 
SEC, SPA, 
SSSI)

Wider Society - 
Biodiversity - 
Area of sites 
overflown 
between 0 - 
1640ft
(RAMSAR, 
SEC, SPA, 
SSSI)

General Aviation - Access - 
CAS (Better or worse than 
baseline)

General Aviation - Access -
Qualitative Assessment of 
benefits/impacts to GA 
access

Capacity/Resilience Economic Impact from 
increase effective 
capacity

Commercial Airlines - 
Training Costs

Commercial 
Airlines - 
Other Costs

Airport / ANSP - Infrastructure Costs Airport / ANSP 
- Operational 
Costs

Airport / ANSP 
- Deployment 
Costs

Taken to 
Stage 3

Above 
LOAEL 
with 
greater 
than 3dB 
increase 
(daytime)

Above 
LOAEL 
with 
greater 
than 1dB 
increase 
(daytime)

Negligible 
change 
(less than 
1dB)

Above 
LOAEL 
with 
greater 
than 1dB 
decrease 
(daytime)

Above 
LOAEL 
with 
greater 
than 3dB 
decrease 
(daytime)

Above 
LOAEL 
with 
greater 
than 3dB 
increase 
(night-
time)

Above 
LOAEL 
with 
greater 
than 1dB 
increase 
(night-
time)

Negligible 
change 
(less than 
1dB)

Above 
LOAEL 
with 
greater 
than 1dB 
decrease 
(night-
time)

Above 
LOAEL 
with 
greater 
than 3dB 
decrease 
(night-
time)

Populatio
n Newly 
overflown 
(Day) (1)

Populatio
n Newly 
overflown 
(Night) (1)

Overflight 
0-7000ft
Day (1)

Overflight 
0-7000ft
Night (1)

LAMax 
65dB day 
(20)

LAMax 
60dB (5)

Overflight 
0-7000ft
Day (1)

Overflight 
0-7000ft
Night (1)

LAMax 
65dB day 
(20)

LAMax 
60dB (5)

Overflight 
0-7000ft
Day (1)

Overflight 
0-7000ft
Night (1)

LAMax 
65dB day 
(20)

LAMax 
60dB (5)

Total 
area of 
Parks & 
Gardens 
Overflown 
at RATE 
1

Total 
area of 
Parks & 
Gardens 
experienci
ng events 
of more 
than N65 
at RATE 
20

Number 
of sites 
overflown 
between 
0 - 7000ft 
at RATE 
20

Number 
of sites 
experienci
ng N65  
at RATE 
20

Number 
of sites 
overflown 
between 
0-1640ft

Area of 
sites 
overflown 
between 
0-1640ft

Number 
of sites 
overflown 
between
 0-1640ft

Area of 
sites 
overflown 
between 
0-1640ft

Number 
of sites 
overflown 
between 
0-1640ft

Area of 
sites 
overflown 
between 
0-1640ft

Number 
of sites 
overflown 
between 
0-1640ft

Area of 
sites 
overflown 
between 
0-1640ft

Baseline EA_BL 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 

At the current traffic levels there are no 
safety concerns however future traffic 
growth could lead to increased 
complexity and workload for ATC and 
Pilots. This could lead to traffic levels 
within the LTMA being capped or 
increased ground holding, in order to 
maintain safety. 

Some Gatwick arrivals share 
interdependencies with Heathrow and 
Farnborough however this mostly 
occurs above 7000ft within the network 
airspace.  

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.

390 173 799 2798 226349 113504 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. Between 23.30 and 
06.00, aircraft shall not join final approach (join the 
centre-line) below 3,000ft or closer than 10nm from 
touchdown. Before landing at the aerodrome aircraft 
maintain as high an altitude as practicable and shall 

N/A No change - 
quantified 
comparison 
against the 
baseline will 
be undertaken 
in Stage 3 
following 

Today easterly arrivals are vectored onto final 
approach, creating a broad swathe of traffic and 
variations in the track mileage beyond the holds. 
Between 06:00 - 2330, aircraft join final approach from 
8nm and beyond. Between 2330-0600 aircraft join 
from 10nm and beyond.

0 37.1 1 0.1 Do nothing will not change 
CAS

Do nothing will not change 
GA access

Do nothing will not change 
capacity

No change No change No change No change No change Not required n/a N/A N/A N/A N/A N/A N/A N/A N/A N/A N/A N/A N/A 181 90 1 2 54 27 0 0 190 95 0 3 13.5 0 1 0 0 0 0 0 0 0 1 0.1

EAA This PBN arrival option joins the final 
approach at c.14nm. When developing 
this option there was a focus on 
meeting DP3 (limit adverse noise 
effects) and minimising total population 
overflown whilst also considering DP1, 
DP2, DP5, DP7, DP8, DP9 and the 
AMS.

No IFP design issues are anticipated 
with this option. There is precedent for 
PBN to ILS procedures in the UK. 

No safety concerns with the use of a 
single PBN approach transition onto 
final approach, assuming adequate 
separation from all other routes

Option is highly likely to have significant 
interactions with Farnborough and 
Heathrow. 

Supports the AMS through the 
implementation of PBN arrivals which 
would be for noise  mitigation purposes 
as set out in the Government’s Air 
Navigation Guidance. Environmentally, 
this option could have impacts in terms 
of fuel burn and CO2. PBN arrivals are 
expected to be used in conjunction with 
an RMA as part of a wider system 
design which could enable 
simplification, integration, safety and 
efficiency enhancements.

382 162 730 2920 2553 2553 This option is located outside of the main swathe of 
concentration within the baseline however the 
overflight contour is partially located over some areas 
which are overflown on an infrequent basis. A single 
PBN arrival transition has the potential to create 
significant concentration. This will be dependent on 
the level of vectoring also required which will be 
explored in further detail as part of Stage 3 should the 
option progress. It is expected that arrivals will achieve 
improved CDO performance which has the potential to 
improve noise. 

No 50.1 This PBN arrival option joins final approach to the 
west of the existing arrival swathe and is therefore 
expected to increase track mileage and associated 
fuel burn and CO2 impacts compared to an average 
easterly arrival today. 

It is expected that PBN arrivals will achieve improved 
CDO performance compared to the baseline however 
given 89.58% of Gatwick arrivals already achieve a 
CDO in the baseline, any benefits of this are unlikely 
to outweigh the increase in track mileage.

The option therefore is expected to have a negative 
impact to fuel burn and CO2 emissions compared to 
the baseline. 

0 0 1 0.1 Not expected to require 
additional CAS.

No significant GA impacts 
anticipated

This option is not expected to 
offer a benefit or impact to 
capacity/resilience compared 
to the baseline if available 
alongside a RMA (vectoring 
area). 

GA: No impact 
expected to GA 
operations outside 
CAS Commercial 
Airlines: No change 
compared to the 
baseline. 

No training costs 
identified

No other costs 
identified

This option is not anticipated to change 
airport nor ANSP operational costs. It is 
expected that Gatwick will continue to 
require ILS and other ground based 
infrastructure even with the 
implementation of PBN arrival 
procedures.

No 0 0 801 0 0 0 0 801 0 0 47 276 0 0 1 1 0 0 0 0 3 3 0 3 0 0 0 0 0 0 0 0 0 0 1 0.1

EAC (Route from south only - see below for assessment of route from the north)This arrival option offers a PBN route 
from the south that joins the final 
approach at c.9.5nm. When developing 
this option there was a focus on 
meeting DP3 (limit adverse noise 
effects), DP6 (Optimise Use of Aircraft 
Capabilities) and minimising total 
population overflown whilst also 
considering DP1, DP2, DP4, DP5, DP7, 
DP8, DP9 and the AMS.

No IFP design issues are anticipated 
with this option. There is precedent for 
PBN to ILS procedures in the UK. 

No safety concerns with the use of a 
single PBN approach transition onto 
final approach, assuming adequate 
separation from all other routes

Option has potential interactions with 
some departure routes however 
interactions are minimised with those 
departure routes that have been 
evolved to reduce interactions with 
arrivals.

Supports the AMS through the 
implementation of PBN arrivals which 
would be for noise and environmental 
mitigation purposes as set out in the 
Government’s Air Navigation Guidance. 
PBN arrivals are expected to be used in 
conjunction with an RMA as part of 
wider a system design which could 
enable simplification, integration, safety 
and efficiency enhancements.

382 162 730 7260 10919 10919 This option offers a lateral change in approach 
compared to the baseline however large parts of the 
option remain within the baseline swathe including the 
turn onto final approach. 
At night, this option would introduce new overflight 
compared to the baseline as aircraft would join final 
approach under 10nm. 
Compared to the baseline, a single PBN arrival 
transition has the potential to create significant 
concentration. This will be dependent on the level of 
vectoring also required which will be explored in 
further detail as part of Stage 3 should the option 
progress. It is expected that arrivals will achieve 
improved CDO performance which has the potential to 
improve noise.

No 43.6 This PBN arrival option joins final approach within the 
existing arrival swathe. Track mileage is therefore 
expected to remain broadly the same as the baseline 
with the potential for improvements owing to the more 
direct route from the south (subject to integration with 
the airspace above 7000ft).  
It is expected that PBN arrivals will achieve improved 
CDO performance compared to the baseline. 
The option therefore is expected to have a positive 
benefit to fuel burn and CO2 emissions compared to the 
baseline. 

0 0 1 0.1 Not expected to require 
additional CAS.

No significant GA impacts 
anticipated

This option is not expected to 
offer a benefit or impact to 
capacity/resilience compared 
to the baseline if available 
alongside a RMA (vectoring 
area). 

GA: No impact 
expected to GA 
operations outside 
CAS Commercial 
Airlines: No change 
compared to the 
baseline. 

No training costs 
identified

No other costs 
identified

This option is not anticipated to change 
airport nor ANSP operational costs. It is 
expected that Gatwick will continue to 
require ILS and other ground based 
infrastructure even with the 
implementation of PBN arrival 
procedures.

Yes 0 0 801 0 0 0 0 801 0 0 36 115 8 8 1 5 1 1 0 1 5 5 0 6 0 0 0 0 0 0 0 0 0 0 1 0.1

EAF (See below for assessment of route from the north)EAF has the same route from the south 
as EAA. 

EAG This PBN arrival option joins the final 
approach at c.9nm. When developing 
this option there was a focus on 
meeting DP3 (limit adverse noise 
effects) and minimising population 
newly overflown whilst also considering 
DP1, DP2, DP4, DP5, DP7, DP8, DP9 
and the AMS.

No IFP design issues are anticipated 
with this option. There is precedent for 
PBN to ILS procedures in the UK. 

No safety concerns with the use of a 
single PBN approach transition onto 
final approach, assuming adequate 
separation from all other routes

Option has potential interactions with 
some departure routes however 
interactions are minimised with those 
departure routes that have been 
evolved to reduce interactions with 
arrivals. 

Route A and potentially route B are 
highly likely to have significant 
interactions with Farnborough and 
Heathrow. 

Supports the AMS through the 
implementation of PBN arrivals which 
would be for noise and environmental 
mitigation purposes as set out in the 
Government’s Air Navigation Guidance. 
PBN arrivals are expected to be used in 
conjunction with an RMA as part of 
wider a system design which could 
enable simplification, integration, safety 
and efficiency enhancements.

382 162 730 5883 12790 12790 This option is located within the main arrival swathe 
however compared to the baseline a single PBN 
arrival transition has the potential to create significant 
concentration. This will be dependent on the level of 
vectoring also required which will be explored in 
further detail as part of Stage 3 should the option 
progress.
At night, this option would introduce new overflight 
compared to the baseline as aircraft would join final 
approach under 10nm. It is expected that arrivals will 
achieve improved CDO performance which has the 
potential to improve noise. 

No 44.2 This PBN arrival option joins final approach on the 
eastern edge of the existing arrival swathe at c.9nm. 
Track mileage is therefore expected to be slightly 
improved compared to the baseline (subject to 
integration with the airspace above 7000ft).  
It is expected that PBN arrivals will achieve improved 
CDO performance compared to the baseline. 
The option therefore is expected to have a positive 
benefit to fuel burn and CO2 emissions compared to the 
baseline. 

0 0 1 0.1 Not expected to require 
additional CAS.

No significant GA impacts 
anticipated

This option is not expected to 
offer a benefit or impact to 
capacity/resilience compared 
to the baseline if available 
alongside a RMA (vectoring 
area). 

GA: No impact 
expected to GA 
operations outside 
CAS Commercial 
Airlines: No change 
compared to the 
baseline. 

No training costs 
identified

No other costs 
identified

This option is not anticipated to change 
airport nor ANSP operational costs. It is 
expected that Gatwick will continue to 
require ILS and other ground based 
infrastructure even with the 
implementation of PBN arrival 
procedures.

Yes 0 0 801 0 0 0 0 801 0 0 36 52 6 6 1 1 3 3 0 1 7 7 0 6 0.3 0 0 0 0 0 0 0 0 0 1 0.1

EAI This PBN arrival option joins the final 
approach at c.10nm. When developing 
this option there was a focus on 
meeting DP3 (limit adverse noise 
effects), DP6 (Optimise Use of Aircraft 
Capabilities) and minimising population 
newly overflown whilst also considering 
DP1, DP2, DP4, DP5, DP7, DP8, DP9 
and the AMS.

No IFP design issues are anticipated 
with this option. There is precedent for 
PBN to ILS procedures in the UK. 

No safety concerns with the use of a 
single PBN approach transition onto 
final approach, assuming adequate 
separation from all other routes

Option has potential interactions with 
some departure routes however 
interactions are minimised with those 
departure routes that have been 
evolved to reduce interactions with 
arrivals. 

Route A and potentially route B are 
highly likely to have significant 
interactions with Farnborough and 
Heathrow. 

Supports the AMS through the 
implementation of PBN arrivals which 
would be for noise and environmental 
mitigation purposes as set out in the 
Government’s Air Navigation Guidance. 
PBN arrivals are expected to be used in 
conjunction with an RMA as part of 
wider a system design which could 
enable simplification, integration, safety 
and efficiency enhancements.

382 162 730 5346 12368 12368 This option offers a slight lateral change in the early 
parts of the approach compared to the baseline 
however large parts of the option remain within the 
baseline swathe including the turn onto final approach. 
Compared to the baseline, a single PBN arrival 
transition has the potential to create significant 
concentration. This will be dependent on the level of 
vectoring also required which will be explored in 
further detail as part of Stage 3 should the option 
progress. It is expected that arrivals will achieve 
improved CDO performance which has the potential to 
improve noise.

No 44.3 This PBN arrival option joins final approach within the 
existing arrival swathe. Track mileage is therefore 
expected to remain broadly the same as the baseline 
with the potential for improvements owing to the more 
direct route from the south (subject to integration with 
the airspace above 7000ft).  
It is expected that PBN arrivals will achieve improved 
CDO performance compared to the baseline. 
The option therefore is expected to have a positive 
benefit to fuel burn and CO2 emissions compared to the 
baseline. 

0 0 1 0.1 Not expected to require 
additional CAS.

No significant GA impacts 
anticipated

This option is not expected to 
offer a benefit or impact to 
capacity/resilience compared 
to the baseline if available 
alongside a RMA (vectoring 
area). 

GA: No impact 
expected to GA 
operations outside 
CAS Commercial 
Airlines: No change 
compared to the 
baseline. 

No training costs 
identified

No other costs 
identified

This option is not anticipated to change 
airport nor ANSP operational costs. It is 
expected that Gatwick will continue to 
require ILS and other ground based 
infrastructure even with the 
implementation of PBN arrival 
procedures.

Yes 0 0 801 0 0 0 0 801 0 0 113 213 8 8 1 6 2 2 0 1 7 7 0 3 0 0 0 0 0 0 0 0 0 0 1 0.1

EAM This PBN arrival option joins the final 
approach at c.14nm. This option was 
developed following stakeholder 
feedback. When developing this option 
there was a focus on meeting DP3 (limit 
adverse noise effects), whilst balancing 
population overflown against minimising 
population newly overflown. DP1, DP2, 
DP4, DP5, DP7, DP8, DP9 and the 
AMS were also considered. 

No IFP design issues are anticipated 
with this option. There is precedent for 
PBN to ILS procedures in the UK. 

No safety concerns with the use of a 
single PBN approach transition onto 
final approach, assuming adequate 
separation from all other routes

Option is highly likely to have significant 
interactions with Farnborough and 
Heathrow.

Supports the AMS through the 
implementation of PBN arrivals which 
would be for noise  mitigation purposes 
as set out in the Government’s Air 
Navigation Guidance. Environmentally, 
this option could have impacts in terms 
of fuel burn and CO2.PBN arrivals are 
expected to be used in conjunction with 
an RMA as part of a wider system 
design which could enable 
simplification, integration, safety and 
efficiency enhancements.

382 162 730 2936 2616 2616 This option is located outside of the main swathe of 
concentration within the baseline however the 
overflight contour is partially located over some areas 
which are overflown on an infrequent basis. A single 
PBN arrival transition has the potential to create 
significant concentration. This will be dependent on 
the level of vectoring also required which will be 
explored in further detail as part of Stage 3 should the 
option progress. It is expected that arrivals will achieve 
improved CDO performance which has the potential to 
improve noise. 

No 50.3 This PBN arrival option joins final approach to the west 
of the existing arrival swathe at c.14nm and is therefore 
expected to increase track mileage and associated fuel 
burn and CO2 impacts compared to an average easterly 
arrival today. 
It is expected that PBN arrivals will achieve improved 
CDO performance compared to the baseline however 
given 89.58% of Gatwick arrivals already achieve a CDO 
in the baseline, any benefits of this are unlikely to 
outweigh the increase in track mileage.
The option therefore is expected to have a negative 
impact to fuel burn and CO2 emissions compared to the 
baseline. 

0 0 1 0.1 Not expected to require 
additional CAS.

No significant GA impacts 
anticipated

This option is not expected to 
offer a benefit or impact to 
capacity/resilience compared 
to the baseline if available 
alongside a RMA (vectoring 
area). 

GA: No impact 
expected to GA 
operations outside 
CAS Commercial 
Airlines: No change 
compared to the 
baseline. 

No training costs 
identified

No other costs 
identified

This option is not anticipated to change 
airport nor ANSP operational costs. It is 
expected that Gatwick will continue to 
require ILS and other ground based 
infrastructure even with the 
implementation of PBN arrival 
procedures.

No 0 0 801 0 0 0 0 801 0 0 37 207 0 0 1 1 0 0 0 0 3 3 0 3 0 0 0 0 0 0 0 0 0 0 1 0.1

EAN This PBN arrival option joins the final 
approach at c.9.5nm and it was 
developed following stakeholder 
feedback. When developing this option 
there was a focus on meeting DP3 (limit 
adverse noise effects), whilst balancing 
population overflown against minimising 
population newly overflown. DP1, DP2, 
DP4, DP5, DP7, DP8, DP9 and the 
AMS were also considered.

No IFP design issues are anticipated 
with this option. There is precedent for 
PBN to ILS procedures in the UK. 

No safety concerns with the use of a 
single PBN approach transition onto 
final approach, assuming adequate 
separation from all other routes

Option has potential interactions with 
some departure routes however 
interactions are minimised with those 
departure routes that have been 
evolved to reduce interactions with 
arrivals. 

Supports the AMS through the 
implementation of PBN arrivals which 
would be for noise and environmental 
mitigation purposes as set out in the 
Government’s Air Navigation Guidance. 
PBN arrivals are expected to be used in 
conjunction with an RMA as part of 
wider a system design which could 
enable simplification, integration, safety 
and efficiency enhancements.

382 162 730 7260 10919 10919 This option offers a slight lateral change in the early 
parts of the approach compared to the baseline 
however large parts of the option remain within the 
baseline swathe including the turn onto final approach. 
At night, this option would introduce new overflight as 
aircraft would join final approach under 10nm. 
Compared to the baseline, a single PBN arrival 
transition has the potential to create significant 
concentration. This will be dependent on the level of 
vectoring also required which will be explored in 
further detail as part of Stage 3 should the option 
progress. It is expected that arrivals will achieve 
improved CDO performance which has the potential to 
improve noise.

No 43.6 This PBN arrival option joins final approach within the 
existing arrival swathe. Track mileage is therefore 
expected to remain broadly the same as the baseline 
with the potential for improvements owing to the more 
direct route from the south (subject to integration with 
the airspace above 7000ft).  
It is expected that PBN arrivals will achieve improved 
CDO performance compared to the baseline. 
The option therefore is expected to have a positive 
benefit to fuel burn and CO2 emissions compared to the 
baseline. 

0 0 1 0.1 Not expected to require 
additional CAS.

No significant GA impacts 
anticipated

This option is not expected to 
offer a benefit or impact to 
capacity/resilience compared 
to the baseline if available 
alongside a RMA (vectoring 
area). 

GA: No impact 
expected to GA 
operations outside 
CAS Commercial 
Airlines: No change 
compared to the 
baseline. 

No training costs 
identified

No other costs 
identified

This option is not anticipated to change 
airport nor ANSP operational costs. It is 
expected that Gatwick will continue to 
require ILS and other ground based 
infrastructure even with the 
implementation of PBN arrival 
procedures.

Yes 0 0 801 0 0 0 0 801 0 0 36 115 8 8 1 5 1 1 0 1 5 5 0 6 0 0 0 0 0 0 0 0 0 0 1 0.1

EAO This PBN arrival option joins the final 
approach at c.3nm. It aims to follow the 
areas of high road/rail noise as outlined 
on DEFRA’s noise mapping. This option 
was developed following stakeholder 
feedback and aimed to meet DP1, DP2, 
DP3, DP4, DP5, DP7, DP8, DP9 and 
the AMS. 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 these routes 
would need to be operated alongside 
other arrival options.

New safety assurances would be 
required for the RNP-AR arrivals which 
have not yet been implemented in the 
UK. The turn onto final approach is 
close to the regulatory limits and would 
require further investigation as part of 
IFP Design and flyability assessment in 
Stage 3 should this option progress. 

Option has interactions with some 
departure routes that would complex to 
integrate. This is due to the later turn 
onto final approach which results in the 
arrivals being in closer proxity to 
departing traffic where it is difficult to 
main required separation standards 
between routes.

This option is expected to increase 
population experiencing adverse noise 
effects whereas there are other options 
which better align with the AMS 
objectives by performing either similarly 
or better than the baseline in terms of 
population within the indicative partial 
LOAEL. The option could offer some 
Fuel Burn / CO2 savings for those 
aircraft able to operate an RNP-AR 
approach. PBN arrivals are expected to 
be used in conjunction with an RMA as 
part of wider a system design where 
they could enable simplification, 
integration, safety and efficiency 
enhancements.

447 132 7988 29072 42681 42681 This option uses RNP-AR which impacts the 
frequency the option can be operated and therefore 
the amount of benefits/impacts the option can realise. 

Although it has been developed following stakeholder 
feedback regarding ambient noise, there is currently 
no mechanism for assessing ambient noise, and the 
noise metrics required by CAP1616 and government 
policy suggest an increase in the number of people 
adversely affected by noise. 

This option is outside of the existing airspace 
arrangements as it joins final approach closer than 
today, creating areas of new overflight compared to 
the baseline. It is expected that arrivals will achieve 
improved CDO performance. 

No 42.4 This PBN (RNP-AR) arrival option joins final approach 
at c.3nm. Track mileage is therefore expected to be 
improved compared to the baseline although the initial 
part of the arrival track routes indirectly from the east 
rather than from the south. 
It is expected that PBN arrivals will achieve improved 
CDO performance compared to the baseline. 
The option therefore is expected to have a positive 
benefit to fuel burn and CO2 emissions compared to 
the baseline. 

0 1.8 0 0 Not expected to require 
additional CAS.

Because the arrival route 
tracks to a significantly tighter 
final approach distance, 
access arrangements 
(including LOA’s) for traffic 
routing to some small airstrips 
to the southwest (particularly 
Rusper and Valence) MAY 
have to be reviewed

Route joins at c.3nm which 
can only be operated as an 
RNP-AR transition. The 
closer join onto final approach 
is expected to impact arrival 
spacing and runway 
throughput. In order to 
manage this, ATC would 
vector aircraft more frequently 
and this option would also be 
expected to be used 
alongside an alternative PBN 
arrival option available to all 
aircraft

GA: No impact 
expected to GA 
operations outside 
CAS 
Commercial Airlines: 
The capacity 
assessment has 
identified the option 
may impact capacity 
and therefore it is 
expected there would 
be assosiated 
economic impacts as 
a result of reduced 
runway throughout.

The introduction of an 
RNP-AR route could 
result in additional costs 
for airlines not already 
approved. It is 
understood that aircraft 
manufacturer 
approvals/certification 
can be as much as 
$60,000 per aircraft 
frame therefore there 
will be a cost to airlines 
to train crews in order to 
operate the RNP-AR 
route if they are not 
already approved, 
however this route could 
not be mandatory and 
airlines could choose 
whether the benefits of 
the route balance with 
any costs before 
choosing to operate it.

No other costs 
identified

This option is not anticipated to change 
airport nor ANSP operational costs. It is 
expected that Gatwick will continue to 
require ILS and other ground based 
infrastructure even with the 
implementation of PBN arrival 
procedures.

No 236 300 165 87 48 10435 10499 165 87 48 10986 14568 31 31 10 22 12 12 0 10 21 21 3 12 1.3 0.7 1 0 0 0 0 0 0 0 0 0

EAP This PBN arrival option joins the final 
approach at c.3nm. It aims to follow the 
areas of high road/rail noise as outlined 
on DEFRA’s noise mapping. This option 
was developed following stakeholder 
feedback and aimed to meet DP1, DP2, 
DP3, DP4, DP5, DP7, DP8, DP9 and 
the AMS. 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 these routes 
would need to be operated alongside 
other arrival options.

New safety assurances would be 
required for the RNP-AR arrivals which 
have not yet been implemented in the 
UK. The turn onto final approach is 
close to the regulatory limits and would 
require further investigation as part of 
IFP Design and flyability assessment in 
Stage 3 should this option progress. 

Option has interactions with some 
departure routes that would complex to 
integrate. This is due to the later turn 
onto final approach which results in the 
arrivals being in closer proxity to 
departing traffic where it is difficult to 
main required separation standards 
between routes.

Supports the AMS through the 
implementation of PBN arrivals which 
would be for noise and environmental 
mitigation purposes as set out in the 
Government’s Air Navigation Guidance. 
PBN arrivals are expected to be used in 
conjunction with an RMA as part of 
wider a system design which could 
enable simplification, integration, safety 
and efficiency enhancements.

425 132 8125 33376 45530 45530 This option uses RNP-AR which impacts the 
frequency the option can be operated and therefore 
the amount of benefits/impacts the option can realise. 

Although it has been developed following stakeholder 
feedback regarding ambient noise, there is currently 
no mechanism for assessing ambient noise, and the 
noise metrics required by CAP1616 and government 
policy suggest a significant increase in the number of 
people within the N65 and N60 contours.

This option is outside of the existing airspace 
arrangements as it joins final approach closer than 
today, creating areas of new overflight compared to 
the baseline. It is expected that arrivals will achieve 
improved CDO performance

No 36.0 This PBN (RNP-AR) arrival option joins final approach 
at c.3nm. Track mileage is therefore expected to be 
improved compared to the baseline, particularly as the 
arrival would route very directly from the south.
It is expected that PBN arrivals will achieve improved 
CDO performance compared to the baseline. 
The option therefore is expected to have a positive 
benefit to fuel burn and CO2 emissions compared to 
the baseline. 

0 0 0 0 Not expected to require 
additional CAS.

Because the arrival route 
tracks to a significantly tighter 
final approach distance, 
access arrangements 
(including LOA’s) for traffic 
routing to some small airstrips 
to the southwest (particularly 
Rusper and Valence) MAY 
have to be reviewed

Route joins at c.3nm which 
can only be operated as an 
RNP-AR transition. The 
closer join onto final approach 
is expected to impact arrival 
spacing and runway 
throughput. In order to 
manage this, ATC would 
vector aircraft more frequently 
and this option would also be 
expected to be used 
alongside an alternative PBN 
arrival option available to all 
aircraft

GA: No impact 
expected to GA 
operations outside 
CAS 
Commercial Airlines: 
The capacity 
assessment has 
identified the option 
may impact capacity 
and therefore it is 
expected there would 
be assosiated 
economic impacts as 
a result of reduced 
runway throughout.

The introduction of an 
RNP-AR route could 
result in additional costs 
for airlines not already 
approved. It is 
understood that aircraft 
manufacturer 
approvals/certification 
can be as much as 
$60,000 per aircraft 
frame therefore there 
will be a cost to airlines 
to train crews in order to 
operate the RNP-AR 
route if they are not 
already approved, 
however this route could 
not be mandatory and 
airlines could choose 
whether the benefits of 
the route balance with 
any costs before 
choosing to operate it.

No other costs 
identified

This option is not anticipated to change 
airport nor ANSP operational costs. It is 
expected that Gatwick will continue to 
require ILS and other ground based 
infrastructure even with the 
implementation of PBN arrival 
procedures.

No 236 264 240 48 48 10326 10354 240 48 48 33625 33706 30 30 10 24 12 12 0 12 22 22 3 16 2 0.7 0 0 0 0 0 0 0 0 0 0

EAK This option offers two PBN arrivals 
which could be used in a respite 
configuration. The routes join the final 
approach at c.9nm and c.12.5nm. This 
option was developed following 
stakeholder feedback. When 
developing this option, there was a 
focus on DP3, DP7 and balancing total 
population overflown and population 
newly overflown. DP1, DP2, DP4, DP5, 
DP7, DP8, DP9 and the AMS were also 
considered. 

No IFP design issues are anticipated 
with this option.  

The more approaches available. the 
higher the changes of a safety error by 
ATC or Pilots. In order to mitigate this 
risk, additional assurance work would 
be required with a safety argument 
generated. This expected to be 
achievable but would require further 
investigation as part of Stage 3 activity 
should this option progress. 

Feedback from NERL has indicated that 
this option has significant interactions 
with the flows of Farnborough and 
Heathrow traffic within the wider 
airspace and would therefore require 
evolution. This means that the portion 
of the routes from 7000- c.4000ft would 
likely need to be moved laterally, in 
order to integrate with the wider 
airspace network. 

Supports the AMS through the 
implementation of PBN arrivals which 
would be for noise  mitigation purposes 
as set out in the Government’s Air 
Navigation Guidance. Environmentally, 
this option could have impacts in terms 
of fuel burn and CO2. PBN arrivals are 
expected to be used in conjunction with 
an RMA as part of a wider system 
design which could enable 
simplification, integration, safety and 
efficiency enhancements.

382 162 730 2836 5851 5851 The two routes within this option join final approach 
within the existing baseline main swathe of 
concentration however the sections before the join 
offer a lateral change compared to today which is 
outside of the main swathe. 
At night, this option would introduce new overflight 
compared to the baseline as aircraft would join final 
approach under 10nm. 
Compared to the baseline, PBN arrival transitions 
have the potential to create significant concentration 
however this option offers some noise sharing. There 
may also be dispersal around the routes and this will 
be dependent on the level of vectoring required which 
will be explored in further detail as part of Stage 3 
should the option progress. It is expected that arrivals 
will achieve improved CDO performance which has the 
potential to improve noise.

No 53.3 One route in this PBN arrival option joins final 
approach on the eastern edge of the existing arrival 
swathe at c.9nm and the other route joins final 
approach slightly west of the existing arrival swathe at 
c.12.5nm. The marginal increase in joining at c.12.5nm 
is mitigated by the marginal decrease in the other 
route however both routes fly indirectly from the south 
west rather than from the south and are therefore 
expected to increase track mileage compared to an 
average arrival today.    
It is expected that PBN arrivals will achieve improved 
CDO performance compared to the baseline however 
given 89.58% of Gatwick arrivals already achieve a 
CDO in the baseline, any benefits of this are unlikely 
to outweigh the increase in track mileage.
The option therefore is expected to have a negative 
impact to fuel burn and CO2 emissions compared to 
the baseline.  

0 0 1 0.1 Subject to the structure of the 
other departure system and 
arrival options selected (on 
both easterly and westerly 
directions), this option offers 
the possibility of a reduced 
requirement for CAS to the 
South of the Gatwick CTA

No significant GA impacts 
anticipated

This option is not expected to 
offer a benefit or impact to 
capacity/resilience compared 
to the baseline if available 
alongside a RMA (vectoring 
area). 

GA: No impact 
expected to GA 
operations outside 
CAS Commercial 
Airlines: No change 
compared to the 
baseline. 

No training costs 
identified

No other costs 
identified

This option is not anticipated to change 
airport nor ANSP operational costs. It is 
expected that Gatwick will continue to 
require ILS and other ground based 
infrastructure even with the 
implementation of PBN arrival 
procedures.

No 0 0 801 0 0 0 0 801 0 0 2266 1593 4 4 1 2 1 1 0 0 14 14 0 2 3 0 0 0 0 0 0 0 0 0 1 0.1

EAL This option offers two PBN arrivals 
which could be used in a respite 
configuration. The routes join the final 
approach at c.8.0nm and c.11.5nm. 
This option was developed following 
stakeholder feedback. When 
developing this option, there was a 
focus on DP3, DP7 and balancing total 
population overflown and population 
newly overflown. DP1, DP2, DP4, DP5, 
DP7, DP8, DP9 and the AMS were also 
considered. 

No IFP design issues are anticipated 
with this option.  

The more approaches available. the 
higher the changes of a safety error by 
ATC or Pilots. In order to mitigate this 
risk, additional assurance work would 
be required with a safety argument 
generated. This expected to be 
achievable but would require further 
investigation as part of Stage 3 activity 
should this option progress. 

Option has potential interactions with 
some departure routes however 
interactions are minimised with those 
departure routes that have been 
evolved to reduce interactions with 
arrivals. 

Supports the AMS through the 
implementation of PBN arrivals which 
would be for noise and environmental 
mitigation purposes as set out in the 
Government’s Air Navigation Guidance. 
PBN arrivals are expected to be used in 
conjunction with an RMA as part of 
wider a system design which could 
enable simplification, integration, safety 
and efficiency enhancements.

382 162 730 6051 14189 14189 The two routes within this option are located broadly 
within the baseline main swathe of concentration. At 
night, this option would introduce new overflight 
compared to the baseline as aircraft would join final 
approach under 10nm. Compared to the baseline, 
PBN arrival transitions have the potential to create 
significant concentration however this option offers 
some noise sharing. There may also be dispersal 
around the routes and this will be dependent on the 
level of vectoring required which will be explored in 
further detail as part of Stage 3 should the option 
progress. It is expected that arrivals will achieve 
improved CDO performance which has the potential to 
improve noise.

No 44.4 One route in this PBN arrival option joins final 
approach on the eastern edge of the existing arrival 
swathe at c.8nm and the other route joins within the 
existing arrival swathe. 
Track mileage is therefore expected to be slightly 
improved compared to the baseline (subject to 
integration with the airspace above 7000ft).  
It is expected that PBN arrivals will achieve improved 
CDO performance compared to the baseline. 
The option therefore is expected to have a positive 
benefit to fuel burn and CO2 emissions compared to 
the baseline. 

0 0 1 0.1 Not expected to require 
additional CAS.

No significant GA impacts 
anticipated

This option is not expected to 
offer a benefit or impact to 
capacity/resilience compared 
to the baseline if available 
alongside a RMA (vectoring 
area). 

GA: No impact 
expected to GA 
operations outside 
CAS Commercial 
Airlines: No change 
compared to the 
baseline. 

No training costs 
identified

No other costs 
identified

This option is not anticipated to change 
airport nor ANSP operational costs. It is 
expected that Gatwick will continue to 
require ILS and other ground based 
infrastructure even with the 
implementation of PBN arrival 
procedures.

Yes 0 0 801 0 0 0 0 801 0 0 36 2010 12 12 1 6 5 5 0 1 14 14 0 5 1.4 0 0 0 0 0 0 0 0 0 1 0.1

EAE This option offers three PBN arrivals 
which could be used in a respite 
configuration. The routes join the final 
approach at c.14nm, c.11.5nm and 
c.8.0nm.
When developing this option there was 
a focus on meeting DP3 (limit adverse 
noise effects), DP7 (Long term 
predictability and adaptability) and 
minimise total population overflown. As 
the SEL data sits along the final 
approach track, the primary metric used 
to identify the high performing notional 
flight path is the ‘total population 
overflown’ overflight contours. A 
secondary check of Area of AONB 
metrics was also undertaken. Alongside 
the outputs from the Airspace Design 
Database, this option aimed to meet 
DP1, DP2, DP4, DP5, DP7, DP8, DP9 
and the AMS. 

No IFP design issues are anticipated 
with this option.  

The more approaches available. the 
higher the changes of a safety error by 
ATC or Pilots. In order to mitigate this 
risk, additional assurance work would 
be required with a safety argument 
generated. This expected to be 
achievable but would require further 
investigation as part of Stage 3 activity 
should this option progress. 

Option has potential interactions with 
some departure routes however 
interactions are minimised with those 
departure routes that have been 
evolved to reduce interactions with 
arrivals. 

Route A is highly likely to have 
significant interactions with 
Farnborough and Heathrow. 

Supports the AMS through the 
implementation of PBN arrivals which 
would be for noise and environmental 
mitigation purposes as set out in the 
Government’s Air Navigation Guidance. 
PBN arrivals are expected to be used in 
conjunction with an RMA as part of 
wider a system design which could 
enable simplification, integration, safety 
and efficiency enhancements.

382 162 730 4618 15328 15328 The western most route is located outside of the main 
swathe of concentration within the baseline however 
the overflight contour is partially located over some 
areas which are overflown on an infrequent basis. The 
other two routes within this option are located broadly 
within the baseline main swathe of concentration with 
the exception of the earliest parts of the approach.
At night, one route would introduce new overflight 
compared to the baseline as aircraft would join final 
approach under 10nm. Compared to the baseline, 
PBN arrival transitions have the potential to create 
significant concentration however this option offers 
some noise sharing. There may also be dispersal 
around the routes and this will be dependent on the 
level of vectoring required which will be explored in 
further detail as part of Stage 3 should the option 
progress. It is expected that arrivals will achieve 
improved CDO performance which has the potential to 
improve noise.

No 46.3 One route in this PBN arrival option joins final 
approach on the eastern edge of the existing arrival 
swathe at c.8, the centre route is within the existing 
arrival swathe and the other route joins final approach 
west of the existing arrival swathe at c.14nm. This is 
likely to average out as similar to the average baseline 
and track mileage is therefore expected to remain 
broadly the same as the baseline (subject to 
integration with the airspace above 7000ft).  
It is expected that PBN arrivals will achieve improved 
CDO performance compared to the baseline. 
The option therefore is expected to have a positive 
benefit to fuel burn and CO2 emissions compared to 
the baseline. 

0 0 1 0.1 Not expected to require 
additional CAS.

No significant GA impacts 
anticipated

This option is not expected to 
offer a benefit or impact to 
capacity/resilience compared 
to the baseline if available 
alongside a RMA (vectoring 
area). 

GA: No impact 
expected to GA 
operations outside 
CAS Commercial 
Airlines: No change 
compared to the 
baseline. 

No training costs 
identified

No other costs 
identified

This option is not anticipated to change 
airport nor ANSP operational costs. It is 
expected that Gatwick will continue to 
require ILS and other ground based 
infrastructure even with the 
implementation of PBN arrival 
procedures.

No 0 0 801 0 0 0 0 801 0 0 86 2246 12 12 1 5 5 5 0 1 15 15 0 5 1.4 0 0 0 0 0 0 0 0 0 1 0.1

EAD This option offers four PBN arrivals 
which could be used in a respite 
configuration. The routes join the final 
approach at c.13nm, c.8.5nm, c.7.0nm 
and c.6.0nm. 
When developing this option there was 
a focus on meeting DP3 (limit adverse 
noise effects), DP7 (Long term 
predictability and adaptability) and 
minimise total population whilst also 
considering DP1, DP2, DP4, DP5, DP7, 
DP8, DP9 and the AMS.

This option joins final approach at 
c.6.5nm and c.7.5nm which raises IFP 
design issues as a PBN to ILS 
transition.  

The more approaches available. the 
higher the changes of a safety error by 
ATC or Pilots. In order to mitigate this 
risk, additional assurance work would 
be required with a safety argument 
generated. This expected to be 
achievable but would require further 
investigation as part of Stage 3 activity 
should this option progress. 

Feedback from NERL has indicated that 
the two western routes within this option 
have significant interactions with the 
flows of Farnborough and Heathrow 
traffic within the wider airspace and 
would therefore require evolution. This 
means that the portion of the routes 
from 7000- c.4000ft would likely need to 
be moved laterally, in order to integrate 
with the wider airspace network. 

Although some easterly departure 
routes have been evolved to reduce 
interactions with arrivals, due to the 
position of the join onto final approach, 
further investigation would be required 
to resolve the interactions of this option 
with any right turn wrap around easterly 
departures. Options with shorter final 
approaches are more likely to have 
interactions with departures which may 
require resolution through reduced 
CCO/CDO performance. 

Supports the AMS through the 
implementation of PBN arrivals which 
would be for noise  mitigation purposes 
as set out in the Government’s Air 
Navigation Guidance. Environmentally, 
this option could have impacts in terms 
of fuel burn and CO2. PBN arrivals are 
expected to be used in conjunction with 
an RMA as part of a wider system 
design which could enable 
simplification, integration, safety and 
efficiency enhancements.

382 162 693 1794 19604 19604 As two of the four routes cannot be operated as a PBN-
ILS transition, the frequency they could be used is 
reduced and therefore noise benefits and respite 
benefits are unlikely to be realised compared to other 
options where a PBN-ILS transition is available. This 
option is outside of the existing airspace 
arrangements, with routes that join final approach 
closer than today, creating areas of new overflight 
compared to the baseline. All four routes offer a lateral 
change compared to the baseline which is outside of 
existing arrangements.
Compared to the baseline, PBN arrival transitions 
have the potential to create significant concentration 
however this option offers some noise sharing. There 
may also be dispersal around the routes and this will 
be dependent on the level of vectoring required which 
will be explored in further detail as part of Stage 3 
should the option progress. It is expected that arrivals 
will achieve improved CDO performance which has the 
potential to improve noise..

No 49.3 Two routes in this PBN arrival option join final approach 
east of the existing arrival swathe at c.6nm and c.7nm 
and c.8.5nm and the other route joins slightly west at 
c.13nm. Although this would suggest an improvement in 
track mileage, the initial parts of three routes  fly 
indirectly from the south west rather than from the 
south and are therefore expected to increase track 
mileage compared to an average arrival today.   
It is expected that PBN arrivals will achieve improved 
CDO performance compared to the baseline however 
given 89.58% of Gatwick arrivals already achieve a CDO 
in the baseline, any benefits of this are unlikely to 
outweigh the increase in track mileage.
The option therefore is expected to have a negative 
impact to fuel burn and CO2 emissions compared to the 
baseline.  

0 0 1 0.1 Not expected to require 
additional CAS.

No significant GA impacts 
anticipated

The two eastern most routes 
join at c.7.5nm and c.6.5nm 
which is not possible to 
operate as an RNP to ILS 
transition. The closer join 
onto final approach is 
expected to impact arrival 
spacing and runway 
throughput. In order to 
manage this, ATC would 
vector aircraft more 
frequently. 

GA: No impact 
expected to GA 
operations outside 
CAS 
Commercial Airlines: 
The capacity 
assessment has 
identified the option 
may impact capacity 
and therefore it is 
expected there would 
be assosiated 
economic impacts as 
a result of reduced 
runway throughout. 

No training costs 
identified

No other costs 
identified

This option is not anticipated to change 
airport nor ANSP operational costs. It is 
expected that Gatwick will continue to 
require ILS and other ground based 
infrastructure even with the 
implementation of PBN arrival 
procedures.

No 0 0 693 0 0 0 0 693 37 0 10333 12458 20 20 1 1 2 2 0 0 32 32 0 2 4.6 0 0 0 0 0 0 0 0 0 1 0.1

SPA SSSIPlaces of worship Parks and Gardens AONBs & National RAMSAR SACSchools Hospitals

Three/four 
route 
options

Two route 
option

Single 
Route PBN

There will be 
costs 

associated 
with 

deployment 
however there 

is not 
expected to be 

any 
differences 

between the 
options. 

Quantified 
costs in terms 
of operational 
training and 

system 
upgrades will 
be determined 

in Stage 3.

All easterly 
arrival options 
may lead to a 
change in the 

number of 
properties 

eligible for the 
noise 

insulation 
scheme which 
could lead to 
a change in 
operational 

costs. At this 
stage, without 

full system 
options of 

arrivals and 
departure 

routes, it is 
not possible to 

understand 
potential 

benefits or 
impacts to the 

60dBA 
contour 

(which used 
as the basis 
for Gatwick's 

noise 
insulation 
scheme). 
There is 

therefore no 
differentiating 

factor 
between the 

options at this 
stage.



EAJ This option offers four PBN arrivals 
which could be used in a respite 
configuration. The routes join the final 
approach at c.14nm, c.12nm, c.10.5nm 
and c.8.5nm. When developing this 
option there was a focus on meeting 
DP3 (limit adverse noise effects), DP7 
(Long term predictability and 
adaptability) and minimising population 
newly overflown. DP1, DP2, DP4, DP5, 
DP7, DP8, DP9 and the AMS were also 
considered. 

No IFP design issues are anticipated 
with this option.  

The more approaches available. the 
higher the changes of a safety error by 
ATC or Pilots. In order to mitigate this 
risk, additional assurance work would 
be required with a safety argument 
generated. This expected to be 
achievable but would require further 
investigation as part of Stage 3 activity 
should this option progress. 

Route A and potentially route B are 
highly likely to have significant 
interactions with Farnborough and 
Heathrow. 

Supports the AMS through the 
implementation of PBN arrivals which 
would be for noise and environmental 
mitigation purposes as set out in the 
Government’s Air Navigation Guidance. 
PBN arrivals are expected to be used in 
conjunction with an RMA as part of 
wider a system design which could 
enable simplification, integration, safety 
and efficiency enhancements.

382 162 730 2557 22636 22636 The western most route is located outside of the main 
swathe of concentration within the baseline however 
the overflight contour is partially located over some 
areas which are overflown on an infrequent basis. The 
other three routes within this option are located 
broadly within the baseline main swathe of 
concentration. 
The initial sections of the approaches have small 
areas of overlap in the overflight contours which could 
affect respite benefits. Should this option progress this 
could be refined as part of the process of linking the 
designs to the airspace above 7000ft.
At night, one route would introduce new overflight 
compared to the baseline as aircraft would join final 
approach under 10nm. 
Compared to the baseline, PBN arrival transitions 
have the potential to create significant concentration 
however this option offers some noise sharing. There 
may also be dispersal around the routes and this will 
be dependent on the level of vectoring required which 
will be explored in further detail as part of Stage 3 
should the option progress. It is expected that arrivals 
will achieve improved CDO performance which has the 
potential to improve noise.

No 47.0 One route in this PBN arrival option joins final 
approach on the eastern edge of the existing arrival 
swathe at c.8.5nm, the centre two routes are within the 
existing arrival swathe and the other route joins final 
approach west of the existing arrival swathe at 
c.14nm. This is likely to average out as similar to the 
average baseline and track mileage is therefore 
expected to remain broadly the same as the baseline 
(subject to integration with the airspace above 7000ft).  
It is expected that PBN arrivals will achieve improved 
CDO performance compared to the baseline. 
The option therefore is expected to have a positive 
benefit to fuel burn and CO2 emissions compared to 
the baseline. 

0 0 1 0.1 Not expected to require 
additional CAS.

No significant GA impacts 
anticipated

This option is not expected to 
offer a benefit or impact to 
capacity/resilience compared 
to the baseline if available 
alongside a RMA (vectoring 
area). 

GA: No impact 
expected to GA 
operations outside 
CAS Commercial 
Airlines: No change 
compared to the 
baseline. 

No training costs 
identified

No other costs 
identified

This option is not anticipated to change 
airport nor ANSP operational costs. It is 
expected that Gatwick will continue to 
require ILS and other ground based 
infrastructure even with the 
implementation of PBN arrival 
procedures.

Yes 0 0 801 0 0 0 0 801 0 0 47 292 15 15 1 1 4 4 0 0 18 18 0 3 0.8 0 0 0 0 0 0 0 0 0 1 0.1

EAC This arrival option offers a PBN route 
from the north that joins the final 
approach at c.9.5nm. When developing 
this option there was a focus on 
meeting DP3 (limit adverse noise 
effects), DP6 (Optimise Use of Aircraft 
Capabilities) and minimising total 
population overflown whilst also 
considering DP1, DP2, DP4, DP5, DP7, 
DP8, DP9 and the AMS.Note these 
routes are assumed to be available on a 
tactical basis and have been assessed 
with an optimistic 10% of arrivals flying 
them. For more information, please see 
the methodology section of the Step 2B 
IOA document.

No IFP design issues are anticipated 
with this option.  

The more approaches available. the 
higher the changes of a safety error by 
ATC or Pilots. In order to mitigate this 
risk, additional assurance work would 
be required with a safety argument 
generated. This expected to be 
achievable but would require further 
investigation as part of Stage 3 activity 
should this option progress. 

Routes from the north and northwest 
would only be available on a tactical 
basis due to significant interactions with 
Heathrow and Farnborough traffic. 
Further collaborative work with these 
airports would be required to investigate 
this in further detail once shortlists of 
options are known. 

Supports the AMS through the 
implementation of PBN arrivals which 
would be for noise and environmental 
mitigation purposes as set out in the 
Government’s Air Navigation Guidance. 
PBN arrivals are expected to be used in 
conjunction with an RMA as part of 
wider a system design which could 
enable simplification, integration, safety 
and efficiency enhancements.

0 0 0 0 27241 27241 This arrival from the north is expected to be operated 
by a small percentage of traffic and hence they have 
minimal impacts in terms of LOAEL and N60/N65 noise 
metrics. Should these routes progress, at Stage 3 
further investigation will be undertaken around the 
integration of these with the wider airspace network, 
the descent profile expected and the frequency the 
routes are expected to be operated. This information 
would inform further quantitative noise analysis.

No 21.77 This arrival from the north is expected to be available 
on a tactical basis. It would offer a significant reduction 
in track mileage for aircraft arriving from the north, 
however because it would likely only be available on a 
tactical basis, this could not be fuel planned. The 
viability of this route, and the potential fuel burn / CO2 
savings it could offer will be explored in more detail at 
Stage 3 should this option progress. 

0 0 1 0.1 Not expected to require 
additional CAS.

No significant GA impacts 
anticipated

This option is not expected to 
offer a benefit or impact to 
capacity/resilience compared 
to the baseline if available 
alongside a RMA (vectoring 
area). 

GA: No impact 
expected to GA 
operations outside 
CAS Commercial 
Airlines: No change 
compared to the 
baseline. 

No training costs 
identified

No other costs 
identified

This option is not anticipated to change 
airport nor ANSP operational costs. It is 
expected that Gatwick will continue to 
require ILS and other ground based 
infrastructure even with the 
implementation of PBN arrival 
procedures.

Yes 0 0 0 0 0 0 0 0 38 38 26667 26684 25 25 0 0 5 5 0 0 23 23 0 0 1.4 0 1 0 0 0 0 0 0 0 1 0.1

EAF Note these routes are assumed to be 
available on a tactical basis and have 
been assessed with an optimistic 10% 
of arrivals flying them. For more 
information, please see the 
methodology section of the Step 2B IOA 
document. 

No IFP design issues are anticipated 
with this option.  

The more approaches available. the 
higher the changes of a safety error by 
ATC or Pilots. In order to mitigate this 
risk, additional assurance work would 
be required with a safety argument 
generated. This expected to be 
achievable but would require further 
investigation as part of Stage 3 activity 
should this option progress. 

Routes from the north and northwest 
would only be available on a tactical 
basis due to significant interactions with 
Heathrow and Farnborough traffic. 
Further collaborative work with these 
airports would be required to investigate 
this in further detail once shortlists of 
options are known. 

Supports the AMS through the 
implementation of PBN arrivals which 
would be for noise and environmental 
mitigation purposes as set out in the 
Government’s Air Navigation Guidance. 
PBN arrivals are expected to be used in 
conjunction with an RMA as part of 
wider a system design which could 
enable simplification, integration, safety 
and efficiency enhancements.

0 0 0 0 6208 6208 This arrival from the north is expected to be operated 
by a small percentage of traffic and hence they have 
minimal impacts in terms of LOAEL and N60/N65 noise 
metrics. Should these routes progress, at Stage 3 
further investigation will be undertaken around the 
integration of these with the wider airspace network, 
the descent profile expected and the frequency the 
routes are expected to be operated. This information 
would inform further quantitative noise analysis.

No 21.82 This arrival from the north is expected to be available 
on a tactical basis. It would offer a significant reduction 
in track mileage for aircraft arriving from the north, 
however because it would likely only be available on a 
tactical basis, this could not be fuel planned. The 
viability of this route, and the potential fuel burn / CO2 
savings it could offer will be explored in more detail at 
Stage 3 should this option progress. 

0 0 1 0.1 Not expected to require 
additional CAS.

No significant GA impacts 
anticipated

This option is not expected to 
offer a benefit or impact to 
capacity/resilience compared 
to the baseline if available 
alongside a RMA (vectoring 
area). 

GA: No impact 
expected to GA 
operations outside 
CAS Commercial 
Airlines: No change 
compared to the 
baseline. 

No training costs 
identified

No other costs 
identified

This option is not anticipated to change 
airport nor ANSP operational costs. It is 
expected that Gatwick will continue to 
require ILS and other ground based 
infrastructure even with the 
implementation of PBN arrival 
procedures.

Yes 0 0 0 0 0 0 0 0 38 38 5658 5689 9 9 0 0 1 1 0 0 8 8 0 0 3.7 0 1 0 0 0 0 0 0 0 1 0.1

Arrivals 
from the 
north



Option Description Route All - Interdependences, conflicts & trade-
offs

All - Airspace 
Modernisation Strategy

Communities - 
Noise -
Indicative 
Partial 
Population 
Day LOAEL

Communities - 
Noise - 
Indicative 
Partial 
Population 
night LOAEL

Communities - 
Noise - N65 
(20)

Communities - 
Noise - N60 (5)

 Communities - 
Noise -
Population 
Overflight 
(Day) (1)

Communities - 
Noise -
Population 
Overflight 
(Night) (1)

Communities - Noise - Qualitative Communities - 
Air Quality - 
Change below 
1000ft

Wider Society - 
Greenhouse 
Gas Impact  - 
Track Mileage

Wider Society - Fuel Burn & Greenhouse 
Gas Impact  - Qualitative

Wider Society - 
Tranquillity - 
Total Area 
(AONBs & 
National 
Parks) N65 
(20) (km2)

Wider Society - 
Tranquillity - 
Total Area 
(AONBs & 
National 
Parks) 
overflown (20) 
(km2)

Wider Society - 
Biodiversity - 
Number of 
sites overflown 
between 0 - 
1640ft
(RAMSAR, 
SEC, SPA, 
SSSI)

Wider Society - 
Biodiversity - 
Area of sites 
overflown 
between 0 - 
1640ft
(RAMSAR, 
SEC, SPA, 
SSSI)

 General Aviation - Access -
Qualitative Assessment of 
benefits/impacts to GA 
access

Capacity/Resilience Economic Impact from 
increase effective capacity

Commercial 
Airlines - 
Training Costs

Commercial 
Airlines - Other 
Costs

Airport / ANSP 
- Infrastructure 
Costs

Airport / ANSP 
- Operational 
Costs

Airport / ANSP 
- Deployment 
Costs

Taken to 
Stage 3?

Communitie
s - Noise - 
Above 
LOAEL with 
greater than 
3dB 
increase 
(daytime)

Communitie
s - Noise -
Above 
LOAEL with 
greater than 
1dB 
increase 
(daytime)

Communitie
s - Noise -
Negligible 
change (less 
than 1dB)

Communitie
s - Noise - 
Above 
LOAEL with 
greater than 
1dB 
decrease 
(daytime)

Communitie
s - Noise - 
Above 
LOAEL with 
greater than 
3dB 
decrease 
(daytime)

Communitie
s - Noise - 
Above 
LOAEL with 
greater than 
3dB 
increase 
(night-time)

Communitie
s - Noise -
Above 
LOAEL with 
greater than 
1dB 
increase 
(night-time)

Communitie
s - Noise -
Negligible 
change (less 
than 1dB)

Communitie
s - Noise - 
Above 
LOAEL with 
greater than 
1dB 
decrease 
(night-time)

Communitie
s - Noise - 
Above 
LOAEL with 
greater than 
3dB 
decrease 
(night-time)

Communitie
s - Noise -
Population 
Newly 
overflown 
(Day) (1)

Communitie
s - Noise -
Population 
Newly 
overflown 
(Night) (1)

Communitie
s - Noise -
Schools 
Overflight 0-
7000ft
Day (1)

Communitie
s - Noise -
Schools 
Overflight 0-
7000ft
Night (1)

Communitie
s - Noise -
Schools
N65 (20)

Communitie
s - Noise -
Schools
N60 (5)

Communitie
s - Noise -
Hospitals 
Overflight 0-
7000ft
Day (1)

Communitie
s - Noise -
Hospitals 
Overflight 0-
7000ft
Night (1)

Communitie
s - Noise -
Hospitals 
N65 (20)

Communitie
s - Noise -
Hospitals 
N60 (5)

Communitie
s - Noise -
Places of 
worship
Overflight 0-
7000ft
Day (1)

Communitie
s - Noise -
Places of 
worship
Overflight 0-
7000ft
Night (1)

Communitie
s - Noise -
Places of 
worship
N65 day (20)

Communitie
s - Noise -
Places of 
worship
N60 (5)

Wider 
Society - 
Tranquillity - 
Total area of 
Parks & 
Gardens 
Overflown 
(1)

Wider 
Society - 
Tranquillity - 
Total area of 
Parks & 
Gardens 
experiencing 
events of 
more than 
N65 (20)

Wider 
Society - 
Tranquillity - -
Parks and 
Gardens -
Number of 
sites 
overflown 
between 0 - 
7000ft (1)

Wider 
Society - 
Tranquillity - 
Number of 
sites 
experiencing 
N65  at 
RATE 20

Wider 
Society - 
Biodiversity - 
RAMSAR 
Number of 
sites 
overflown 
between 0-
1640ft

Wider 
Society - 
Biodiversity - 
RAMSAR
Area of sites 
overflown 
between 0-
1640ft

Wider 
Society - 
Biodiversity - 
SAC 
Number of 
sites 
overflown 
between
 0-1640ft

Wider 
Society - 
Biodiversity - 
SAC
Area of sites 
overflown 
between 0-
1640ft

Wider 
Society - 
Biodiversity - 
SPA
Number of 
sites 
overflown 
between 0-
1640ft

Wider 
Society - 
Biodiversity - 
SPA
Area of sites 
overflown 
between 0-
1640ft

Wider 
Society - 
Biodiversity - 
SSSI
Number of 
sites 
overflown 
between 0-
1640ft

Wider 
Society - 
Biodiversity - 
SSSI Area 
of sites 
overflown 
between 0-
1640ft

E_DVR 29552 8144 59.5 0.4 72 0 0 N/A N/A 33 11 7 2 30 12 8.1 1 0 0 0 0 0 0 0 0

E_XAMAB 43061 11021 64.6 51.2 0 0 N/A N/A 34 10 7 2 36 14 4.6 1 0 0 0 0 0 0 0 0

E_SAM 64094 25029 76.0 119.7 0 0 N/A N/A 58 22 14 6 51 19 1.8 1 0 0 0 0 0 0 0 0

E_KENET 21543 0 73.6 13.6 0 0 N/A N/A 18 0 6 0 18 0 0.3 1 0 0 0 0 0 0 0 0

E_DAGGA 17480 0 65.1 59.4 0 0 N/A N/A 20 0 3 0 19 0 6 1 0 0 0 0 0 0 0 0

E_TNT 19771 0 149.7 26 0 0 N/A N/A 19 0 3 0 15 0 2.5 1 0 0 0 0 0 0 0 0

E DAGGA Group 4 EDA A No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and London City.

8280 8280 No 56.3 25.9 0 0 8280 8280 7 7 2 2 9 9 0.9 2 0 0 0 0 0 0 0 0

E DAGGA Group 4 EDB A No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and London City.

12369 12369 No 56.1 25.3 0 0 12369 12369 7 7 3 3 12 12 1.5 2 0 0 0 0 0 0 0 0

E DAGGA Group 4 EDC A No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and London City.

5669 5669 No 56.4 23.9 0 0 5669 5669 7 7 2 2 7 7 1 2 0 0 0 0 0 0 0 0

E DAGGA Group 4 EDD A No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and London City.

8150 8150 No 56.3 24.9 0 0 8150 8150 9 9 4 4 13 13 1.5 2 0 0 0 0 0 0 0 0

E DAGGA Group 4 EDG A No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and London City.

5719 5719 No 56.5 24.6 0 0 5719 5719 7 7 2 2 7 7 1.4 2 0 0 0 0 0 0 0 0

E DVR Group 4 EDG B No IFP issues identified Shares interdependencies with Heathrow 
and Biggin Hill

7143 7143 No 62.9 35.2 0 0 6641 7143 8 8 1 1 12 12 0.6 1 0 0 0 0 0 0 0 0

E KENET Group 1 EDN A The first turn at c.0.5nm requires a 
c.1.8nm radius which is below the 
minimum 2nm recommended by PANS 
OPS although precedent does exist 

Shares interdependencies with Heathrow 
and Biggin Hill

29723 0 Potential for 
lateral change 
below 1000ft 
based on 6% 

61.4 8.5 0 0 29723 0 23 23 4 4 22 22 0.5 1 0 0 0 0 0 0 0 0

E SAM Group 1 EDN A The first turn at c.0.5nm requires a 
c.1.8nm radius which is below the 
minimum 2nm recommended by PANS 
OPS although precedent does exist 

Shares interdependencies with Heathrow 
and Biggin Hill

19616 19616 Potential for 
lateral change 
below 1000ft 
based on 6% 

59.4 19.5 0 0 19243 19616 16 16 4 4 16 16 0.5 1 0 0 0 0 0 0 0 0

E TNT Group 4 EDA A No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and London City.

8280 0 No 144.4 25.9 0 0 8280 0 7 7 2 2 9 9 0.9 2 0 0 0 0 0 0 0 0

E TNT Group 4 EDB A No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and London City.

12369 0 No 145.2 25.3 0 0 12369 0 7 7 3 3 12 12 1.5 2 0 0 0 0 0 0 0 0

E TNT Group 4 EDC A No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and London City.

5669 0 No 145.8 23.9 0 0 5669 0 7 7 2 2 7 7 1 2 0 0 0 0 0 0 0 0

E TNT Group 4 EDD A No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and London City.

8150 0 No 145.6 24.9 0 0 8150 0 9 9 4 4 13 13 1.5 2 0 0 0 0 0 0 0 0

E TNT Group 4 EDG A No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and London City.

5719 0 No 144.5 24.6 0 0 5719 0 7 7 2 2 7 7 1.4 2 0 0 0 0 0 0 0 0

E XAMAB Group 2 EDC C First turn at c.0.8nm No interdependencies with other airports 
identified although would share with 
Gatwick arrivals

7527 7527 Potential for 
lateral change 
below 1000ft 
based on 6% 

63.3 37.3 0 0 6354 7527 6 6 2 2 8 8 1.3 1 0 0 0 0 0 0 0 0

E XAMAB Group 2 EDD C First turn at c.0.8nm No interdependencies with other airports 
identified although would share with 
Gatwick arrivals

8283 8283 Potential for 
lateral change 
below 1000ft 
based on 6% 

63.1 38.1 0 0 6379 8283 6 6 2 2 8 8 1.8 1 0 0 0 0 0 0 0 0

E XAMAB Group 2 EDF C No IFP issues identified No interdependencies with other airports 
identified although would share with 
Gatwick arrivals

5799 5799 No 63.9 37.4 0 0 2198 5799 3 3 1 1 7 7 0 1 0 0 0 0 0 0 0 0

E XAMAB Group 2 EDH D No IFP issues identified No interdependencies with other airports 
identified although would share with 
Gatwick arrivals

6775 6775 No 64.1 36.3 0 0 1167 6775 6 6 1 1 11 11 0.2 1 0 0 0 0 0 0 0 0

E XAMAB Group 2 EDI D No IFP issues identified No interdependencies with other airports 
identified although would share with 
Gatwick arrivals

6775 6775 No 64.0 36.2 0 0 1167 6775 6 6 1 1 11 11 0.1 1 0 0 0 0 0 0 0 0

E XAMAB Group 2 EDP C No IFP issues identified No interdependencies with other airports 
identified although would share with 
Gatwick arrivals

5969 5969 No 63.6 37.5 0 0 1544 5969 5 5 1 1 8 8 1.1 1 0 0 0 0 0 0 0 0

E DAGGA Group 3 EDF A No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and London City. 

4127 4127 No 59.3 11.2 0 0 4127 4127 3 3 0 0 5 5 0 1 0 0 0 0 0 0 0 0

E DAGGA Group 3 EDF A 2 No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and London City. 

3789 3789 No 60.9 26.3 0 0 3789 3789 5 5 0 0 5 5 0.4 2 0 0 0 0 0 0 0 0

E DAGGA Group 3 EDH B No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and London City. 

5346 5346 No 59.4 25 0 0 5346 5346 5 5 0 0 5 5 0.4 1 0 0 0 0 0 0 0 0

E DAGGA Group 3 EDI B No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and London City. 

5489 5489 No 56.6 22.9 0 0 5489 5489 6 6 0 0 6 6 0.4 1 0 0 0 0 0 0 0 0

E DAGGA Group 3 EDP A No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and London City. 

4890 4890 No 56.7 24.7 0 0 4890 4890 5 5 2 2 5 5 0.7 2 0 0 0 0 0 0 0 0

E DVR Group 3 EDC B No IFP issues identified Shares interdependencies with Heathrow 
and Biggin Hill

5795 5795 No 59.7 39.3 0 0 5508 5795 3 3 2 2 11 11 0.8 1 0 0 0 0 0 0 0 0

E DVR Group 3 EDD B No IFP issues identified Shares interdependencies with Heathrow 
and Biggin Hill

5704 5704 No 59.7 39.3 0 0 5417 5704 3 3 2 2 11 11 0.8 1 0 0 0 0 0 0 0 0

E DVR Group 3 EDF B No IFP issues identified Shares interdependencies with Heathrow 
and Biggin Hill

5839 5839 No 61.2 39.2 0 0 5596 5839 5 5 1 1 10 10 2.9 1 0 0 0 0 0 0 0 0

E KENET Group 2 EDH A No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and potentially Northolt

29292 0 No 66.1 0 0 0 29292 0 26 26 7 7 22 22 0.5 0 0 0 0 0 0 0 0 0

E KENET Group 2 EDI A No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and potentially Northolt

30698 0 No 64.5 0 0 0 30698 0 26 26 8 8 22 22 0.9 0 0 0 0 0 0 0 0 0

E KENET Group 2 EDQ A No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and potentially Northolt

33453 0 No 63.8 10.4 0 0 33453 0 21 21 4 4 20 20 2.6 1 0 0 0 0 0 0 0 0

E SAM Group 2 EDH A No IFP issues identified Shares interdependencies with Heathrow 
and Biggin Hill

29292 29292 No 60.1 0 0 0 15076 29292 26 26 7 7 22 22 0.5 0 0 0 0 0 0 0 0 0

E SAM Group 2 EDI A No IFP issues identified Shares interdependencies with Heathrow 
and Biggin Hill

28705 28705 No 60.0 0 0 0 14489 28705 25 25 7 7 21 21 0.3 0 0 0 0 0 0 0 0 0

E SAM Group 2 EDQ A No IFP issues identified Shares interdependencies with Heathrow 
and Biggin Hill

63307 63307 No 60.6 1.5 0 0 56108 63307 47 47 11 11 45 45 1.7 1 0 0 0 0 0 0 0 0

E TNT Group 3 EDF A No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill, London City and potentially 
Northolt

4127 0 No 151.7 11.2 0 0 4127 0 3 3 0 0 5 5 0 1 0 0 0 0 0 0 0 0

E TNT Group 3 EDF A 2 No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill, London City and potentially 
Northolt

3789 0 No 153.6 26.3 0 0 3789 0 5 5 0 0 5 5 0.4 2 0 0 0 0 0 0 0 0

E TNT Group 3 EDH B No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill, London City and potentially 
Northolt

5346 0 No 151.0 25 0 0 5346 0 5 5 0 0 5 5 0.4 1 0 0 0 0 0 0 0 0

E TNT Group 3 EDI B No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill, London City and potentially 
Northolt

5489 0 No 144.5 22.9 0 0 5489 0 6 6 0 0 6 6 0.4 1 0 0 0 0 0 0 0 0

E TNT Group 3 EDP A No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill, London City and potentially 
Northolt

4890 0 No 147.5 24.7 0 0 4890 0 5 5 2 2 5 5 0.7 2 0 0 0 0 0 0 0 0

E XAMAB Group 2 EDC C First turn at c.0.8nm No interdependencies with other airports 
identified although would share with 
Gatwick arrivals

7527 7527 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb.

63.3 37.3 0 0 6354 7527 6 6 2 2 8 8 1.3 1 0 0 0 0 0 0 0 0

E XAMAB Group 2 EDD C First turn at c.0.8nm No interdependencies with other airports 
identified although would share with 
Gatwick arrivals

8283 8283 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb.

63.1 38.1 0 0 6379 8283 6 6 2 2 8 8 1.8 1 0 0 0 0 0 0 0 0

E XAMAB Group 2 EDF C No IFP issues identified No interdependencies with other airports 
identified although would share with 
Gatwick arrivals

5799 5799 No 63.9 37.4 0 0 2198 5799 3 3 1 1 7 7 0 1 0 0 0 0 0 0 0 0

E XAMAB Group 2 EDH D No IFP issues identified No interdependencies with other airports 
identified although would share with 
Gatwick arrivals

6775 6775 No 64.1 36.3 0 0 1167 6775 6 6 1 1 11 11 0.2 1 0 0 0 0 0 0 0 0

E XAMAB Group 2 EDI D No IFP issues identified No interdependencies with other airports 
identified although would share with 
Gatwick arrivals

6775 6775 No 64.0 36.2 0 0 1167 6775 6 6 1 1 11 11 0.1 1 0 0 0 0 0 0 0 0

E XAMAB Group 2 EDP C No IFP issues identified No interdependencies with other airports 
identified although would share with 
Gatwick arrivals

5969 5969 No 63.6 37.5 0 0 1544 5969 5 5 1 1 8 8 1.1 1 0 0 0 0 0 0 0 0

E DAGGA Group 5 EDL A First turn at c.0.6nm. Shares interdependencies with Heathrow, 
Biggin Hill and London City. 

18930 18930 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb.

55.8 14.9 0 0 18930 18930 21 21 4 4 21 21 1.4 2 0 0 0 0 0 0 0 0

E DAGGA Group 5 EDM A First turn at c.0.6nm. Shares interdependencies with Heathrow, 
Biggin Hill and London City. 

15406 15406 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb.

56.3 25.1 0 0 15406 15406 18 18 4 4 20 20 1.4 2 0 0 0 0 0 0 0 0

E DVR Group 2 EDN B No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and London City. 

15460 15460 No 60.4 7.4 0 0 14958 15460 13 13 2 2 11 11 0 2 0 0 0 0 0 0 0 0

E DVR Group 2 EDQ B No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and London City. 

15596 15596 No 59.7 4.6 0 0 15193 15596 11 11 3 3 9 9 1.3 2 0 0 0 0 0 0 0 0

E KENET Group 3 EDA C No IFP issues identified Prohibitive interdependencies with 
arrivals which would lead to significant 
constraints on either the departure route 
and/or arrivals. Also, significant issues 
with integration of the departures into the 
network airspace. 

8900 0 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb.

71.6 43.1 0 0 8900 8900 8 8 2 2 9 9 1.5 1 0 0 0 0 0 0 0 0

E KENET Group 3 EDA EDB 
C

No IFP issues identified Evolved from EDA and EDB C to better 
integrate with arrivals and the wider 
airspace network. 

10385 0 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb.

70.4 43.5 0 0 10385 0 9 9 3 3 8 8 1.8 1 0 0 0 0 0 0 0 0

E KENET Group 3 EDG C This route offers an offset departure 

followed by a 270o track change and a 
turn radius close to the defined regulatory 
limits. It would require further IFP 
development and flight testing to 
understand the viability. 

Prohibitive interdependencies with 
arrivals which would lead to significant 
constraints on either the departure route 
and/or arrivals. Also, significant issues 
with integration of the departures into the 
network airspace. 

9378 0 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb.

66.8 42 0 0 9378 0 16 16 2 2 10 10 0.3 1 0 0 0 0 0 0 0 0

E KENET Group 3 EDG C 2 This route offers an offset departure 

followed by a 270o track change and a 
turn radius close to the defined regulatory 
limits. It would require further IFP 
development and flight testing to 
understand the viability. 

Evolved from EDG C to better integrate 
with arrivals and the wider airspace 
network. 

12463 0 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb.

68.9 40.3 0 0 12463 0 17 17 3 3 9 9 0.8 1 0 0 0 0 0 0 0 0

E KENET Group 3 EDL C First turn at c.0.7nm followed by 180o 

track change and a further two turns 
shortly after. This is achievable in IFP 
design however  may be more flyable 
without the middle section adjusted to 
remove the turn to the south; this could be 
explored should this route progress to 
Stage 3. 

Prohibitive interdependencies with 
arrivals which would lead to significant 
constraints on either the departure route 
and/or arrivals. Also, significant issues 
with integration of the departures into the 
network airspace. 

10080 0 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb.

68.2 41.7 0 0 10080 0 10 10 2 2 14 14 0.4 1 0 0 0 0 0 0 0 0

E KENET Group 3 EDL C 2 No IFP issues identified Evolved from EDL C to better integrate 
with arrivals and the wider airspace 
network. 

12835 0 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb.

69.2 41.2 0 0 12835 0 13 13 2 2 12 12 0.8 1 0 0 0 0 0 0 0 0

E SAM Group 3 EDA C No IFP issues identified Prohibitive interdependencies with 
arrivals which would lead to significant 
constraints on either the departure route 
and/or arrivals. Also, significant issues 
with integration of the departures into the 
network airspace. 

8900 8900 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb.

58.5 43.1 0 0 8683 8900 8 8 2 2 9 9 1.5 1 0 0 0 0 0 0 0 0

E SAM Group 3 EDA C 2 No IFP issues identified Evolved from EDA and EDB C to better 
integrate with arrivals and the wider 
airspace network. 

10385 10385 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb.

58.9 43.5 0 0 10168 10385 9 9 3 3 8 8 1.8 1 0 0 0 0 0 0 0 0

E SAM Group 3 EDB C Turn at c.0.9nm followed by 180o turn. Prohibitive interdependencies with 
arrivals which would lead to significant 
constraints on either the departure route 
and/or arrivals. Also, significant issues 
with integration of the departures into the 
network airspace. 

8900 8900 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb.

58.7 43.1 0 0 8683 8900 8 8 2 2 9 9 1.5 1 0 0 0 0 0 0 0 0

E SAM Group 3 EDG C This route offers an offset departure 
followed by a 270o track change and a 
turn radius close to the defined regulatory 
limits. It would require further IFP 
development and flight testing to 
understand the viability.

Prohibitive interdependencies with 
arrivals which would lead to significant 
constraints on either the departure route 
and/or arrivals. Also, significant issues 
with integration of the departures into the 
network airspace. 

8669 8669 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb.

55.9 43.2 0 0 8622 8669 14 14 2 2 10 10 0.8 1 0 0 0 0 0 0 0 0

E SAM Group 3 EDG C 2 This route offers an offset departure 

followed by a 270o track change and a 
turn radius close to the defined regulatory 
limits. It would require further IFP 
development and flight testing to 
understand the viability. 

Evolved from EDG C to better integrate 
with arrivals and the wider airspace 
network. 

12463 12463 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb.

55.6 40.3 0 0 12416 12463 17 17 3 3 9 9 0.8 1 0 0 0 0 0 0 0 0

E SAM Group 3 EDL C First turn at c.0.7nm followed by 180o 

track change and a further two turns 
shortly after. This is achievable in IFP 
design however  may be more flyable 
without the middle section adjusted to 
remove the turn to the south; this could be 
explored should this route progress to 
Stage 3. 

Prohibitive interdependencies with 
arrivals which would lead to significant 
constraints on either the departure route 
and/or arrivals. Also, significant issues 
with integration of the departures into the 
network airspace. 

10432 10432 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb.

56.5 40.9 0 0 10324 10432 11 11 2 2 14 14 0.4 1 0 0 0 0 0 0 0 0

E SAM Group 3 EDL C 2 No IFP issues identified Evolved from EDL C to better integrate 
with arrivals and the wider airspace 
network. 

12835 12835 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb.

57.2 41.2 0 0 12727 12835 13 13 2 2 12 12 0.8 1 0 0 0 0 0 0 0 0

E TNT Group 5 EDL A First turn at c.0.6nm. Shares interdependencies with Heathrow, 
Biggin Hill, London City and potentially 
Northolt

18924 0 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb.

143.6 14.9 0 0 18924 0 21 21 4 4 21 21 1.4 2 0 0 0 0 0 0 0 0

E TNT Group 5 EDM A First turn at c.0.6nm. Shares interdependencies with Heathrow, 
Biggin Hill, London City and potentially 
Northolt

15406 0 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb.

144.4 25.1 0 0 15406 0 18 18 4 4 20 20 1.4 2 0 0 0 0 0 0 0 0

E XAMAB Group 5 EDK C First turn at 0.5nm No interdependencies with other airports 
identified although would share with 
Gatwick arrivals

32521 32521 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb.

64.6 37.5 0 0 30408 32521 23 23 7 7 21 21 0.7 1 0 0 0 0 0 0 0 0

E XAMAB Group 5 EDN C First turn at 0.5nm No interdependencies with other airports 
identified although would share with 
Gatwick arrivals

32575 32575 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb.

64.5 37.4 0 0 30462 32575 23 23 7 7 20 20 0.7 1 0 0 0 0 0 0 0 0

E DAGGA Group 4 EDA A No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and London City. 

8280 8280 No 56.3 25.9 0 0 8280 8280 7 7 2 2 9 9 0.9 2 0 0 0 0 0 0 0 0

Routes to/from Gatwick shares 
interdependencies with Heathrow, Biggin 
Hill, Southampton, Farnborough, London 
City, Southend and Northolt. Without 
changes to Gatwick's routes, 
enhancements to the wider LTMA could 
be constrained. 

All - Safety

Within the 
baseline, 
Gatwick 
arrivals/depart
ures do not 
directly overfly 
any AQMAs 
below 1000ft. 
There are 
however 2 
AQMA nearby 
Gatwick which 
are applicable 
for Easterly 
Departures 
and Westerly 
Arrivals. These 
are Reigate 
and Banstead 
Borough 
Council AQMA 
No.3 to the 
north, and 

17693

At the current traffic levels there are no safety concerns however 
future traffic growth could lead to increased complexity and 
workload for ATC and Pilots. This could lead to traffic levels within 
the LTMA being capped or increased ground holding, in order to 
maintain safety. 

No significant safety 
concerns raised at this 
stage although new / 
revised safety 
assurances may be 
required. An 
acceptable safety 
argument is envisaged 
to be achievable 
subject to further 
investigation should 
this option progress. 

The SAM/KENET, DAGGA/TNT and XAMAB 
departures turn earlier than in the baseline and this 
reduces the cumulative affects for those communities 
currently living under the westerly final approach and the 
straight ahead sections of the easterly departures 
however it does introduce overflight over areas not 
regularly overflown in the baseline. The earlier turns 
would require changes to Gatwick's existing NPRs. 
In the baseline, the vast majority of easterly departures fly 
a PBN route however some vectoring does occur. This 
option therefore may result in greater concentration 
along routes. 

 It is expected that departures will achieve improved 
CCO performance although this is subject to integration 
with neighbouring airports and the network airspace 
above 7000ft.

The option is expected to offer similar 
track mileage, or possibly improvements 
to SAM/KENET departures, compared 
to the baseline. 

 It is anticipated that departures will 
achieve improved CCO performance, 
subject to integration with the wider 
airspace. 

Therefore the option has the potential to 
improve Fuel Burn and CO2 emissions 
compared to the baseline.

The SAM/KENET, DAGGA/TNT and XAMAB 
departures turn earlier than in the baseline and this 
reduces the cumulative affects for those communities 
currently living under the westerly final approach and the 
straight ahead sections of the easterly departures 
however it does introduce overflight over areas not 
regularly overflown in the baseline. The earlier turns 
would require changes to Gatwick's existing NPRs. 
The SAM/KENET departures turning right means that the 
communities to the north of Gatwick currently overflown 
by easterly and westerly departures, may have reduced 
overflight depending on the westerly departure option 
chosen. This does however  mean that communities to 
the south of Gatwick, not typically overflown by easterly 
departures in the baseline, would be overflown. 
In the baseline, the vast majority of easterly departures fly 
a PBN route however some vectoring does occur. This 
option therefore may result in greater concentration 
along routes. 
 It is expected that departures will achieve improved 
CCO performance although this is subject to integration 
with neighbouring airports and the network airspace 
above 7000ft.

The option is expected to offer similar 
track mileage, or possibly improvements 
to SAM departures, compared to the 
baseline. 

 It is anticipated that departures will 
achieve improved CCO performance, 
subject to integration with the wider 
airspace. 

Therefore the option has the potential to 
improve Fuel Burn and CO2 emissions 
compared to the baseline.

This option is expected 
to increase population 
experiencing adverse 
noise effects whereas 
there are other options 
which better align with 
the AMS objectives by 
performing either 
similarly or better than 
the baseline in terms of 
population within the 
indicative partial 
LOAEL. PBN 
departures are 
however expected to 
be used as part of 
wider a system design 
where they could 
enable simplification, 
integration, safety and 
efficiency 
enhancements. 

1.4

Current ‘wrap-around’ SIDs 
are removed from the 
north/northwest. This would 

3,891 3,088

The 
implementatio
n of PBN SIDs 
for the northern 

and main 
runway 

removes 
dependency 

on 
conventional 

ground-based 
navigation 
equipment 

(VORs), which 
contributes to 
a reduction in 

NERL’s 
operational 
costs as it 

enables VOR 
rationalisation.

All departure 
options may 

lead to a 
change in the 

number of 
properties 

eligible for the 
noise 

insulation 
scheme which 
could lead to a 

change in 
operational 

costs. At this 
stage, without 

full system 
options of 

arrivals and 
departure 

routes, it is not 
possible to 
understand 

potential 
benefits or 

impacts to the 
60dBA contour 
(which used as 

the basis for 
Gatwick's 

noise 
insulation 
scheme). 
There is 

therefore no 
differentiating 
factor between 
the options at 

this stage.

There will be 
costs 

associated 
with 

deployment 
however there 
is not expected 

to be any 
differences 
between the 

options. 
Quantified 

costs in terms 
of operational 
training and 

system 
upgrades will 

be determined 
in Stage 3.

GA: This option may offer the 
opportunity to release CAS 
and therefore there could be a 

No training 
costs identified

No other costs 
identified

Option may 
require re-
location and/or 

776 599This option is expected 
to increase population 
experiencing adverse 

NoThe SAM/KENET, DAGGA/TNT and XAMAB 
departures turn earlier than in the baseline and this 
reduces the cumulative affects for those communities 

The option is expected to offer similar 
track mileage, or possibly improvements 
to SAM departures, compared to the 

Not expected to require 
additional CAS. Systemised 
SIDs are expected to require 
less tactical intervention and 
alongside improved CCO lead 
to positive benefits in terms of 
the overall LTMA airspace 
volume

No significant safety 
concerns raised at this 
stage although new / 
revised safety 
assurances may be 
required. An 
acceptable safety 
argument is envisaged 
to be achievable 
subject to further 
investigation should 
this option progress. 

This option removes 
the left turn 
SAM/KENET SIDs. 
This would potentially 
reduce proximity of 
Gatwick departures 
with GA in the Redhill-
Dorking area. 

18955 0.1 1751 1681 656 479 22 17

No training 
costs identified

No other costs 
identified

Option may 
require re-
location and/or 
addition of  
Noise 
Monitoring 
Terminals.

No 19662 4791737 2 1 10 11

1 0 9 10

10603132 1959

Not expected to require 
additional CAS. Systemised 
SIDs are expected to require 
less tactical intervention and 
alongside improved CCO lead 
to positive benefits in terms of 
the overall LTMA airspace 
volume

No significant GA impacts 
anticipated.

Expected to improve capacity compared to the 'do nothing' due to improved 
departure separations. 

00.1

0.1 1

899 1764 100 103 0 1 815

851 599 453 700 24

1 7 8 0.1 01959 1043 415 12 14 1

20 16In the baseline, the SAM/KENET departures turn left 
which creates some cumulative overflight over areas 
which are also overflown by westerly DVR/DAGGA/TNT 
departures. The XAMAB, DVR, DAGGA/TNT departures 
all fly straight ahead along the extended runway 
centreline for 2.5nm/3.5nm before turning which creates 
some cumulative impacts for those living under the 
westerly final approach. 

The SAM/KENET, DAGGA/TNT and XAMAB 
departures turn earlier than in the baseline and this 
reduces the cumulative affects for those communities 
currently living under the westerly final approach and the 
straight ahead sections of the easterly departures 
however it does introduce overflight over areas not 
regularly overflown in the baseline. The earlier turns 
would require changes to Gatwick's existing NPRs. 
In the baseline, the vast majority of easterly departures fly 
a PBN route however some vectoring does occur. This 
option therefore may result in greater concentration 
along routes 

 It is expected that departures will achieve improved 
CCO performance although this is subject to integration 
with neighbouring airports and the network airspace 
above 7000ft.

YesGA: This option may offer the 
opportunity to release CAS 
and therefore there could be a 
small positive economic effect 
on GA operations outside 
CAS. Commercial Airlines: 
The capacity assessment 
suggests there may be an 
overall benefit in comparison 
to the baseline. 

No training 
costs identified

No other costs 
identified

Option may 
require re-
location and/or 
addition of  
Noise 
Monitoring 
Terminals.

0 921 166 120

N/A N/A

463 0 3552748Not expected to require 
additional CAS. Systemised 
SIDs are expected to require 
less tactical intervention and 
alongside improved CCO lead 
to positive benefits in terms of 
the overall LTMA airspace 
volume

Westbound routes turn earlier 
than current routes. 
Reconfiguration of Redhill 
LOA may be required. 

As this system has the 
eastbound SIDs further to the 
southeast it is possible that 
requests for access above 
3500’ above Headcorn 
aerodrome for parachuting are 
more likely to be available

Expected to improve capacity compared to the 'do nothing' due to improved 
departure separations. 

No

0.1

131 1764

2

This option is expected 
to increase population 
experiencing adverse 
noise effects whereas 
there are other options 
which better align with 
the AMS objectives by 
performing either 
similarly or better than 
the baseline in terms of 
population within the 
indicative partial 
LOAEL. PBN 
departures are 
however expected to 
be used as part of 
wider a system design 
where they could 
enable simplification, 
integration, safety and 
efficiency 
enhancements. 

12089 14156

1 12 10N/A N/ADoing nothing with 
easterly departures will 
not align with the AMS. 
It will not enable any 
environmental benefits, 
increase airspace 
capacity, reduce noise 
impacts or maximise 
benefits from NERL’s 
re-design of the LTMA. 
No change and 
therefore no ACP 
submission will not 
enable enhancements 
to safety, enhance 
integration or 
reductions in the 
volume of controlled 
airspace.

13762 15593 N/ADo nothing will not change 
effective capacity

No change No change

Do nothing will not change capacity or resilience. The above table shows a 
simplistic view of the baseline 'do nothing' departure splits between the 
existing procedures. 

No change N/A

The option is expected to offer similar 
track mileage, or possibly improvements 
to SAM/KENET departures, compared 
to the baseline. 

 It is anticipated that departures will 
achieve improved CCO performance, 
subject to integration with the wider 
airspace. 

Therefore the option has the potential to 
improve Fuel Burn and CO2 emissions 
compared to the baseline.

N/A 13,429 3,190

6,292 3,293

3,121 2,788

4,096 3,099

10116 14292

19547 17621

0

0

Do nothing will not change 
CAS

Do nothing will not change GA 
access

No change No deployment 
costs

N/A N/A N/An/aNo change

GA: This option may offer the 
opportunity to release CAS 
and therefore there could be a 
small positive economic effect 
on GA operations outside 
CAS. Commercial Airlines: 
The capacity assessment 
suggests there may be an 
overall benefit in comparison 
to the baseline. 

No training 
costs identified

No other costs 
identified

Option may 
require re-
location and/or 
addition of  
Noise 
Monitoring 
Terminals.

1052 1327 1737

1052 1402 1681 504

Expected to improve capacity compared to the 'do nothing' due to improved 
departure separations although there is the potential for some impacts to 
XAMAB/SAM/KENET departures (leading and following)

GA: This option may offer the 
opportunity to release CAS 
and therefore there could be a 
small positive economic effect 
on GA operations outside 
CAS. Commercial Airlines: 
The capacity assessment 
suggests there may be an 
overall benefit in comparison 
to the baseline. 

Easterly Departure Baseline SAM/KENET departures fly straight 
ahead for 3.5nm before turning left 
and wrapping around towards the 
west. 
TNT departures fly straight ahead 
for 3.7nm before turning north east. 
Owing to integrating traffic within the 
LTMA, these departures are 
routinely vectored beyond the initial 
straight ahead segment and may 
not immediately turn to the north 
east after the NPR.
DAGGA departures fly straight 
ahead for 3.5nm before turning left 
to intercepting a radial from DVR. 
XAMAB departures fly straight 
ahead for 2.5nm before turning right 
(south)

SAM KENET departures would turn 
left earlier than in the baseline and 
aircraft would fly further north before 
turning west. XAMAB departures 
turn right earlier than the baseline. 
DVR departures would initially fly a 
similar track before turning south at 
around 8.5nm. DAGGA/TNT 
departures would turn left earlier 
than the baseline.  

SAM KENET departures would turn 
left earlier than in the baseline. 
XAMAB departures turn right earlier 
than the baseline. DVR departures, 
rather than flying straight ahead, 
would turn towards the south east 
before routing east. DAGGA/TNT 
departures would turn left earlier 
than the baseline.  

SAM KENET departures would turn 
right before wrapping around and 
routing to the west/north west 
whereas today these departures 
turn left.
XAM departures would turn earlier 
than today, tracking towards the 
south east before turning south. 
DVR departures would fly straight 
ahead before turning north and then 
routing towards the east.  
DAGGA/TNT departures would turn 
earlier today and route north east. 

SAM KENET departures would turn 
right before wrapping around and 
routing to the west/north west 

Easterly System 3

Easterly System 1

Easterly System 2 No significant safety 
concerns raised at this 
stage although new / 
revised safety 
assurances may be 
required. An 
acceptable safety 
argument is envisaged 
to be achievable 
subject to further 
investigation should 
this option progress. 

Supports the AMS 
through the 
implementation of PBN 
departures which 
would be for noise and 
environmental 
mitigation purposes as 
set out in the 
Government’s Air 
Navigation Guidance. 
PBN departures are 
expected to be used in 
conjunction with 
arrivals as part of wider 
a system design which 
could enable 
simplification, 
integration, safety and 
efficiency 
enhancements.

Not expected to require 
additional CAS. Systemised 
SIDs are expected to require 

1.4Easterly System 4 No significant safety 
concerns raised at this 
stage although new / 

Current ‘wrap-around’ SIDs 
are removed from the 
north/northwest. This would 
potentially reduce proximity of 
Gatwick departures with GA in 
the Redhill-Dorking area 
providing mitigation to any 
infringement events.



E DAGGA Group 4 EDB A No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and London City. 

12369 12369 No 56.1 25.3 0 0 12369 12369 7 7 3 3 12 12 1.5 2 0 0 0 0 0 0 0 0

E DAGGA Group 4 EDC A No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and London City. 

5669 5669 No 56.4 23.9 0 0 5669 5669 7 7 2 2 7 7 1 2 0 0 0 0 0 0 0 0

E DAGGA Group 4 EDD A No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and London City. 

8150 8150 No 56.3 24.9 0 0 8150 8150 9 9 4 4 13 13 1.5 2 0 0 0 0 0 0 0 0

E DAGGA Group 4 EDG A No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and London City. 

5719 5719 No 56.5 24.6 0 0 5719 5719 7 7 2 2 7 7 1.4 2 0 0 0 0 0 0 0 0

E DVR Group 5 EDA B No IFP issues identified Shares interdependencies with Biggin 
Hill. 

6624 6624 No 59.3 34.8 0 0 6181 6624 11 11 1 1 9 9 3.7 1 0 0 0 0 0 0 0 0

E DVR Group 5 EDB B No IFP issues identified Shares interdependencies with Biggin 
Hill. 

6476 6476 No 59.3 34.6 0 0 6033 6476 11 11 1 1 9 9 3.8 1 0 0 0 0 0 0 0 0

E DVR Group 5 EDH C No IFP issues identified Shares interdependencies with Biggin 
Hill. 

7467 7467 No 59.3 34.8 0 0 6965 7467 9 9 2 2 10 10 1.7 1 0 0 0 0 0 0 0 0

E DVR Group 5 EDI C No IFP issues identified Shares interdependencies with Biggin 
Hill. 

7467 7467 No 59.3 34.8 0 0 6965 7467 9 9 2 2 10 10 1.7 1 0 0 0 0 0 0 0 0

E DVR Group 5 EDL B No IFP issues identified Shares interdependencies with Biggin 
Hill. 

7811 7811 No 59.4 33.9 0 0 7309 7811 8 8 1 1 8 8 1.2 1 0 0 0 0 0 0 0 0

E DVR Group 5 EDM B No IFP issues identified Shares interdependencies with Biggin 
Hill. 

8238 8238 No 59.6 34.7 0 0 7736 8238 8 8 1 1 10 10 1.1 1 0 0 0 0 0 0 0 0

E DVR Group 5 EDP B No IFP issues identified Shares interdependencies with Biggin 
Hill. 

5882 5882 No 59.2 36.7 0 0 5572 5882 3 3 1 1 7 7 2 1 0 0 0 0 0 0 0 0

E KENET Group 3 EDA C No IFP issues identified Prohibitive interdependencies with 
arrivals which would lead to significant 
constraints on either the departure route 
and/or arrivals. Also, significant issues 
with integration of the departures into the 
network airspace. 

8900 0 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb.

71.6 43.1 0 0 8900 0 8 8 2 2 9 9 1.5 1 0 0 0 0 0 0 0 0

E KENET Group 3 EDA EDB 
C

No IFP issues identified Evolved from EDA and EDB C to better 
integrate with arrivals and the wider 
airspace network. 

10385 0 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb.

70.4 43.5 0 0 10385 0 9 9 3 3 8 8 1.8 1 0 0 0 0 0 0 0 0

E KENET Group 3 EDG C This route offers an offset departure 

followed by a 270o track change and a 
turn radius close to the defined regulatory 
limits. It would require further IFP 
development and flight testing to 
understand the viability. 

Prohibitive interdependencies with 
arrivals which would lead to significant 
constraints on either the departure route 
and/or arrivals. Also, significant issues 
with integration of the departures into the 
network airspace. 

9378 0 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb.

66.8 42 0 0 9378 0 16 16 2 2 10 10 0.3 1 0 0 0 0 0 0 0 0

E KENET Group 3 EDG C 2 This route offers an offset departure 

followed by a 270o track change and a 
turn radius close to the defined regulatory 
limits. It would require further IFP 
development and flight testing to 
understand the viability. 

Evolved from EDG C to better integrate 
with arrivals and the wider airspace 
network. 

12463 0 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb.

68.9 40.3 0 0 12463 0 17 17 3 3 9 9 0.8 1 0 0 0 0 0 0 0 0

E KENET Group 3 EDL C First turn at c.0.7nm followed by 180o 

track change and a further two turns 
shortly after. This is achievable in IFP 
design however  may be more flyable 
without the middle section adjusted to 
remove the turn to the south; this could be 
explored should this route progress to 
Stage 3. 

Prohibitive interdependencies with 
arrivals which would lead to significant 
constraints on either the departure route 
and/or arrivals. Also, significant issues 
with integration of the departures into the 
network airspace. 

10080 0 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb.

68.2 41.7 0 0 10080 0 10 10 2 2 14 14 0.4 1 0 0 0 0 0 0 0 0

E KENET Group 3 EDL C 2 No IFP issues identified Evolved from EDL C to better integrate 
with arrivals and the wider airspace 
network. 

12835 0 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb.

69.2 41.2 0 0 12835 0 13 13 2 2 12 12 0.8 1 0 0 0 0 0 0 0 0

E SAM Group 3 EDA C No IFP issues identified Prohibitive interdependencies with 
arrivals which would lead to significant 
constraints on either the departure route 
and/or arrivals. Also, significant issues 
with integration of the departures into the 
network airspace. 

8900 8900 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb.

58.5 43.1 0 0 8683 8900 8 8 2 2 9 9 1.5 1 0 0 0 0 0 0 0 0

E SAM Group 3 EDA C 2 No IFP issues identified Evolved from EDA and EDB C to better 
integrate with arrivals and the wider 
airspace network. 

10385 10385 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb.

58.9 43.5 0 0 10168 10385 9 9 3 3 8 8 1.8 1 0 0 0 0 0 0 0 0

E SAM Group 3 EDB C Turn at c.0.9nm followed by 180o turn. Prohibitive interdependencies with 
arrivals which would lead to significant 
constraints on either the departure route 
and/or arrivals. Also, significant issues 
with integration of the departures into the 
network airspace. 

8900 8900 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb.

58.7 43.1 0 0 8683 8900 8 8 2 2 9 9 1.5 1 0 0 0 0 0 0 0 0

E SAM Group 3 EDG C This route offers an offset departure 
followed by a 270o track change and a 
turn radius close to the defined regulatory 
limits. It would require further IFP 
development and flight testing to 
understand the viability.

Prohibitive interdependencies with 
arrivals which would lead to significant 
constraints on either the departure route 
and/or arrivals. Also, significant issues 
with integration of the departures into the 
network airspace. 

8669 8669 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb.

55.9 43.2 0 0 8622 8669 14 14 2 2 10 10 0.8 1 0 0 0 0 0 0 0 0

E SAM Group 3 EDG C 2 This route offers an offset departure 

followed by a 270o track change and a 
turn radius close to the defined regulatory 
limits. It would require further IFP 
development and flight testing to 
understand the viability. 

Evolved from EDG C to better integrate 
with arrivals and the wider airspace 
network. 

12463 12463 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb.

55.6 40.3 0 0 12416 12463 17 17 3 3 9 9 0.8 1 0 0 0 0 0 0 0 0

E SAM Group 3 EDL C First turn at c.0.7nm followed by 180o 

track change and a further two turns 
shortly after. This is achievable in IFP 
design however  may be more flyable 
without the middle section adjusted to 
remove the turn to the south; this could be 
explored should this route progress to 
Stage 3. 

Prohibitive interdependencies with 
arrivals which would lead to significant 
constraints on either the departure route 
and/or arrivals. Also, significant issues 
with integration of the departures into the 
network airspace. 

10432 10432 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb.

56.5 40.9 0 0 10324 10432 11 11 2 2 14 14 0.4 1 0 0 0 0 0 0 0 0

E SAM Group 3 EDL C 2 No IFP issues identified Evolved from EDL C to better integrate 
with arrivals and the wider airspace 
network. 

12835 12835 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb.

57.2 41.2 0 0 12727 12835 13 13 2 2 12 12 0.8 1 0 0 0 0 0 0 0 0

E TNT Group 4 EDA A No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill, London City and potentially 
Northolt

8280 0 No 144.4 25.9 0 0 8280 0 7 7 2 2 9 9 0.9 2 0 0 0 0 0 0 0 0

E TNT Group 4 EDB A No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill, London City and potentially 
Northolt

12369 0 No 145.2 25.3 0 0 12369 0 7 7 3 3 12 12 1.5 2 0 0 0 0 0 0 0 0

E TNT Group 4 EDC A No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill, London City and potentially 
Northolt

5669 0 No 145.8 23.9 0 0 5669 0 7 7 2 2 7 7 1 2 0 0 0 0 0 0 0 0

E TNT Group 4 EDD A No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill, London City and potentially 
Northolt

8150 0 No 145.6 24.9 0 0 8150 0 9 9 4 4 13 13 1.5 2 0 0 0 0 0 0 0 0

E TNT Group 4 EDG A No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill, London City and potentially 
Northolt

5719 0 No 144.5 24.6 0 0 5719 0 7 7 2 2 7 7 1.4 2 0 0 0 0 0 0 0 0

E XAMAB Group 5 EDK C First turn at 0.5nm No interdependencies with other airports 
identified although would share with 
Gatwick arrivals

32521 32521 No 64.6 37.5 0 0 30408 32521 23 23 7 7 21 21 0.7 1 0 0 0 0 0 0 0 0

E XAMAB Group 5 EDN C First turn at 0.5nm No interdependencies with other airports 
identified although would share with 
Gatwick arrivals

32575 32575 No 64.5 37.4 0 0 30462 32575 23 23 7 7 20 20 0.7 1 0 0 0 0 0 0 0 0

E DAGGA Group 3 EDF A No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and London City. 

4127 4127 No 59.3 11.2 0 0 4127 4127 3 3 0 0 5 5 0 1 0 0 0 0 0 0 0 0

E DAGGA Group 3 EDF A 2 No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and London City. 

3789 3789 No 60.9 26.3 0 0 3789 3789 5 5 0 0 5 5 0.4 2 0 0 0 0 0 0 0 0

E DAGGA Group 3 EDH B No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and London City. 

5346 5346 No 59.4 25 0 0 5346 5346 5 5 0 0 5 5 0.4 1 0 0 0 0 0 0 0 0

E DAGGA Group 3 EDH B No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and London City. 

5346 5346 No 59.4 25 0 0 5346 5346 5 5 0 0 5 5 0.4 1 0 0 0 0 0 0 0 0

E DAGGA Group 3 EDI B No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and London City. 

5489 5489 No 56.6 22.9 0 0 5489 5489 6 6 0 0 6 6 0.4 1 0 0 0 0 0 0 0 0

E DAGGA Group 3 EDP A No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and London City. 

4890 4890 No 56.7 24.7 0 0 4890 4890 5 5 2 2 5 5 0.7 2 0 0 0 0 0 0 0 0

E DVR Group 3 EDD B No IFP issues identified Shares interdependencies with Heathrow 
and Biggin Hill

5704 5704 No 59.7 39.3 0 0 5417 5704 3 3 2 2 11 11 0.8 1 0 0 0 0 0 0 0 0

E DVR Group 3 EDF B No IFP issues identified Shares interdependencies with Heathrow 
and Biggin Hill

5839 5839 No 61.2 39.2 0 0 5596 5839 5 5 1 1 10 10 2.9 1 0 0 0 0 0 0 0 0

E KENET Group 2 EDH A No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and potentially Northolt

29292 0 No 66.1 0 0 0 29292 0 26 26 7 7 22 22 0.5 0 0 0 0 0 0 0 0 0

E KENET Group 2 EDI A No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and potentially Northolt

30698 0 No 64.5 0 0 0 30698 0 26 26 8 8 22 22 0.9 0 0 0 0 0 0 0 0 0

E KENET Group 2 EDQ A No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and potentially Northolt

33453 0 No 63.8 10.4 0 0 33453 0 21 21 4 4 20 20 2.6 1 0 0 0 0 0 0 0 0

E SAM Group 2 EDH A No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and potentially Northolt

29292 29292 No 60.1 0 0 0 15076 29292 26 26 7 7 22 22 0.5 0 0 0 0 0 0 0 0 0

E SAM Group 2 EDI A No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and potentially Northolt

28705 28705 No 60.0 0 0 0 14489 28705 25 25 7 7 21 21 0.3 0 0 0 0 0 0 0 0 0

E SAM Group 2 EDQ A No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and potentially Northolt

63307 63307 No 60.6 1.5 0 0 56108 63307 47 47 11 11 45 45 1.7 1 0 0 0 0 0 0 0 0

E TNT Group 3 EDF A No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and London City. 

4127 0 No 151.7 11.2 0 0 4127 0 3 3 0 0 5 5 0 1 0 0 0 0 0 0 0 0

E TNT Group 3 EDF A 2 No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and London City. 

3789 0 No 153.6 26.3 0 0 3789 0 5 5 0 0 5 5 0.4 2 0 0 0 0 0 0 0 0

E TNT Group 3 EDH B No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and London City. 

5346 0 No 151.0 25 0 0 5346 0 5 5 0 0 5 5 0.4 1 0 0 0 0 0 0 0 0

E TNT Group 3 EDI B No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and London City. 

5489 0 No 144.5 22.9 0 0 5489 0 6 6 0 0 6 6 0.4 1 0 0 0 0 0 0 0 0

E TNT Group 3 EDP A No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and London City. 

4890 0 No 147.5 24.7 0 0 4890 0 5 5 2 2 5 5 0.7 2 0 0 0 0 0 0 0 0

E XAMAB Group 1 EDA C No IFP issues identified Prohibitive interdependencies with 
arrivals which would lead to significant 
constraints on either the departure route 
and/or arrivals. Also, significant issues 
with integration of the departures into the 
network airspace. 

8900 8900 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

70.9 43.1 0 0 8666 8900 8 8 2 2 9 9 1.5 1 0 0 0 0 0 0 0 0

E XAMAB Group 1 EDB C No IFP issues identified Prohibitive interdependencies with 
arrivals which would lead to significant 
constraints on either the departure route 
and/or arrivals. Also, significant issues 
with integration of the departures into the 
network airspace. 

8900 8900 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

70.7 43.1 0 0 8666 8900 8 8 2 2 9 9 1.5 1 0 0 0 0 0 0 0 0

E XAMAB Group 1 EDL C First turn at 0.7nm followed by 180o turn. Prohibitive interdependencies with 
arrivals which would lead to significant 
constraints on either the departure route 
and/or arrivals. Also, significant issues 
with integration of the departures into the 
network airspace. 

12535 12535 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

65.1 38.3 0 0 12422 12535 12 12 2 2 16 16 0.1 1 0 0 0 0 0 0 0 0

E XAMAB Group 1 EDM C First turn at 0.7nm followed by 180o turn. Prohibitive interdependencies with 
arrivals which would lead to significant 
constraints on either the departure route 
and/or arrivals. Also, significant issues 
with integration of the departures into the 
network airspace. 

9297 9297 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

66.0 42.2 0 0 9184 9297 9 9 1 1 12 12 0.3 1 0 0 0 0 0 0 0 0

E DAGGA (KENET Group 3) 
Group 6 EDA EDB C

No IFP issues identified 8900 8900 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

87.3 43.1 0 0 8900 8900 8 8 2 2 9 9 1.5 1 0 0 0 0 0 0 0 0

E DAGGA (KENET Group 3) 
Group 6 EDG C

This route offers an offset departure 

followed by a 270o track change and a 
turn radius close to the defined regulatory 
limits. It would require further IFP 
development and flight testing to 
understand the viability. 

9378 9378 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

86.2 42 0 0 9378 9378 16 16 2 2 10 10 0.3 1 0 0 0 0 0 0 0 0

E DAGGA (KENET Group 3) 
Group 6 EDL C

First turn at c.0.7nm followed by 180o 

track change and a further two turns 
shortly after. This is achievable in IFP 
design however  may be more flyable 
without the middle section adjusted to 
remove the turn to the south; this could be 
explored should this route progress to 
Stage 3. 

10080 10080 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

86.1 41.7 0 0 10080 10080 10 10 2 2 14 14 0.4 1 0 0 0 0 0 0 0 0

E DAGGA (SAM Group 3) 
Group 6 EDA C

No IFP issues identified 8900 8900 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

92.7 43.1 0 0 8900 8900 8 8 2 2 9 9 1.5 1 0 0 0 0 0 0 0 0

E DAGGA (SAM Group 3) 
Group 6 EDB C

Turn at c.0.9nm followed by 180o turn. 8900 8900 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

92.8 43.1 0 0 8900 8900 8 8 2 2 9 9 1.5 1 0 0 0 0 0 0 0 0

E DAGGA (SAM Group 3) 
Group 6 EDG C

This route offers an offset departure 

followed by a 270o track change and a 
turn radius close to the defined regulatory 
limits. It would require further IFP 
development and flight testing to 
understand the viability.

8669 8669 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

92.9 43.2 0 0 8669 8669 14 14 2 2 10 10 0.8 1 0 0 0 0 0 0 0 0

E DAGGA (SAM Group 3) 
Group 6 EDL C

First turn at c.0.7nm followed by 180o 

track change and a further two turns 
shortly after. This is achievable in IFP 
design however  may be more flyable 
without the middle section adjusted to 
remove the turn to the south; this could be 
explored should this route progress to 
Stage 3. 

10432 10432 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

93.0 40.9 0 0 10432 10432 11 11 2 2 14 14 0.4 1 0 0 0 0 0 0 0 0

E DVR Group 5 EDA B No IFP issues identified Shares interdependencies with Heathrow 
and Biggin Hill

6624 6624 No 59.3 34.8 0 0 6181 6624 11 11 1 1 9 9 3.7 1 0 0 0 0 0 0 0 0

E DVR Group 5 EDB B No IFP issues identified Shares interdependencies with Heathrow 
and Biggin Hill

6476 6476 No 59.3 34.6 0 0 6033 6476 11 11 1 1 9 9 3.8 1 0 0 0 0 0 0 0 0

E DVR Group 5 EDH C No IFP issues identified Shares interdependencies with Heathrow 
and Biggin Hill

7467 7467 No 59.3 34.8 0 0 6965 7467 9 9 2 2 10 10 1.7 1 0 0 0 0 0 0 0 0

E DVR Group 5 EDI C No IFP issues identified Shares interdependencies with Heathrow 
and Biggin Hill

7467 7467 No 59.3 34.8 0 0 6965 7467 9 9 2 2 10 10 1.7 1 0 0 0 0 0 0 0 0

E DVR Group 5 EDL B No IFP issues identified Shares interdependencies with Heathrow 
and Biggin Hill

7811 7811 No 59.4 33.9 0 0 7309 7811 8 8 1 1 8 8 1.2 1 0 0 0 0 0 0 0 0

E DVR Group 5 EDM B No IFP issues identified Shares interdependencies with Heathrow 
and Biggin Hill

8238 8238 No 59.6 34.7 0 0 7736 8238 8 8 1 1 10 10 1.1 1 0 0 0 0 0 0 0 0

E DVR Group 5 EDP B No IFP issues identified Shares interdependencies with Heathrow 
and Biggin Hill

5882 5882 No 59.2 36.7 0 0 5572 5882 3 3 1 1 7 7 2 1 0 0 0 0 0 0 0 0

E KENET Group 1 EDN A The first turn at c.0.5nm requires a 
c.1.8nm radius which is below the 
minimum 2nm recommended by PANS 
OPS although precedent does exist 
within the UK. 

Shares prohibitive interdependencies 
with Heathrow and Biggin and would not 
integrate into the wider network airspace 
above 7000ft.

29723 0 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

61.4 8.5 0 0 29723 0 23 23 4 4 22 22 0.5 1 0 0 0 0 0 0 0 0

E SAM Group 1 EDN A The first turn at c.0.5nm requires a 
c.1.8nm radius which is below the 
minimum 2nm recommended by PANS 
OPS although precedent does exist 
within the UK. 

Shares prohibitive interdependencies 
with Heathrow and Biggin and would not 
integrate into the wider network airspace 
above 7000ft.

19616 19616 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

59.4 19.5 0 0 19243 19616 16 16 4 4 16 16 0.5 1 0 0 0 0 0 0 0 0

E TNT (KENET Group 3) 
Group 6 EDA EDB C

No IFP issues identified 8900 0 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

151.6 43.1 0 0 8900 0 8 8 2 2 9 9 1.5 1 0 0 0 0 0 0 0 0

E TNT (KENET Group 3) 
Group 6 EDG C

This route offers an offset departure 

followed by a 270o track change and a 
turn radius close to the defined regulatory 
limits. It would require further IFP 
development and flight testing to 
understand the viability. 

9378 0 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

147.6 42 0 0 9378 0 16 16 2 2 10 10 0.3 1 0 0 0 0 0 0 0 0

E TNT (KENET Group 3) 
Group 6 EDL C

First turn at c.0.7nm followed by 180o 

track change and a further two turns 
shortly after. This is achievable in IFP 
design however  may be more flyable 
without the middle section adjusted to 
remove the turn to the south; this could be 
explored should this route progress to 
Stage 3. 

10080 0 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

147.5 41.7 0 0 10080 0 10 10 2 2 14 14 0.4 1 0 0 0 0 0 0 0 0

E TNT (SAM Group 3) Group 
6 EDG C

This route offers an offset departure 

followed by a 270o track change and a 
turn radius close to the defined regulatory 
limits. It would require further IFP 
development and flight testing to 
understand the viability.

8669 0 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

154.8 43.2 0 0 8669 0 14 14 2 2 10 10 0.8 1 0 0 0 0 0 0 0 0

E TNT (SAM Group 3) Group 
6 EDL C

First turn at c.0.7nm followed by 180o 

track change and a further two turns 
shortly after. This is achievable in IFP 
design however  may be more flyable 
without the middle section adjusted to 
remove the turn to the south; this could be 
explored should this route progress to 
Stage 3. 

10432 0 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

152.7 40.9 0 0 10432 0 11 11 2 2 14 14 0.4 1 0 0 0 0 0 0 0 0

E XAMAB Group 5 EDK C First turn at 0.5nm No interdependencies with other airports 
identified although would share with 
Gatwick arrivals

32521 32521 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

64.6 37.5 0 0 30408 32521 23 23 7 7 21 21 0.7 1 0 0 0 0 0 0 0 0

15688 14706 0.5

016952 17083 The SAM/KENET, DAGGA/TNT and XAMAB 
departures turn earlier than in the baseline and this 
reduces the cumulative affects for those communities 
currently living under the westerly final approach and the 
straight ahead sections of the easterly departures 
however it does introduce overflight over areas not 
regularly overflown in the baseline. The earlier turns 
would require changes to Gatwick's existing NPRs. 
The DAGGA/TNT turning right means that communities 
to the south of Gatwick, not typically overflown by easterly 
departures in the baseline, would be overflown. 
In the baseline, the vast majority of easterly departures fly 
a PBN route however some vectoring does occur. This 
option therefore may result in greater concentration 
along routes. 
 It is expected that departures will achieve improved 
CCO performance although this is subject to integration 
with neighbouring airports and the network airspace 
above 7000ft.

The option is expected to offer similar 
track mileage for DVR, XAM and TNT 
departures. It has the potential to 
improve track mileage for SAM/KENET 
departures however the 
right turn DAGGA departures would 
increase track mileage significantly 
compared to the baseline with c.21nm - 
28nm increase. These departures may 
experience improved climb performance 
due to reduced interactions with traffic to 
the north of Gatwick (subject to 
integration in Stage 3) however this is 
unlikely to outweigh the impacts of an 
additional 20+nm. 

Overall it is anticipated that departures 
will achieve improved CCO 
performance, subject to integration with 
the wider airspace. 

Therefore the option has mixed 
performance with the potential to impact 
Fuel Burn and CO2 emissions compared 
to the baseline. 

Left turn SAM/KENET 
and the right turn 
DAGGA/TNT 
departures introduce 
cross over tracks at 
similar altitudes. 
Further safety work 
would be required in 
order to ensure these 
could be operated in a 
way that safely 
deconflicts the 
departures. 

This option is expected 
to increase population 
experiencing adverse 
noise effects whereas 
there are other options 
which better align with 
the AMS objectives by 
performing either 
similarly or better than 
the baseline in terms of 
population within the 
indicative partial 
LOAEL. PBN 
departures are 
however expected to 
be used as part of 
wider a system design 
where they could 
enable simplification, 
integration, safety and 
efficiency 
enhancements. 

The right turn DAGGA/TNT departures 
introduce prohibitive interdependencies 
with arrivals which would lead to 
significant constraints on either the 
departure route and/or arrivals. 
It may be possible to evolve the 
DAGGA/TNT routes within this option to 
better integrate with arrivals as seen with 
some of the right turn SAM/KENET routes 
in other options. This could be explored in 
further detail at Stage 3 should the 
outcomes of the IOA suggest it would be 
beneficial to do so. 

A right turn DAGGA departure allows 
aircraft to climb higher, reducing 
interdependencies with other LTMA 
airports however NERL have noted 
significant issues with integration of the 
departures into the network airspace.

The right turn DAGGA/TNT departures 
introduce prohibitive interdependencies 
with arrivals which would lead to 
significant constraints on either the 
departure route and/or arrivals. 
It may be possible to evolve the 
DAGGA/TNT routes within this option to 
better integrate with arrivals as seen with 
some of the right turn SAM/KENET routes 
in other options. This could be explored in 
further detail at Stage 3 should the 
outcomes of the IOA suggest it would be 
beneficial to do so. 

A right turn DAGGA departure allows 
aircraft to climb higher, reducing 
interdependencies with other LTMA 
airports however NERL have noted 
significant issues with integration of the 
departures into the network airspace.

north/northwest. This would 
potentially reduce proximity of 
Gatwick departures with GA in 
the Redhill-Dorking area 
providing mitigation to any 
infringement events. Expected to improve capacity compared to the 'do nothing' due to improved 

departure separations although there is the potential for some impacts to 
XAMAB/SAM/KENET departures (leading and following)

4,052 3,049 1083 1485 1850 670 0 1 9 10 0.1 0539 20 19

1 1 11 10

405512

13 197 1881

and therefore there could be a 
small positive economic effect 
on GA operations outside 
CAS. Commercial Airlines: 
The capacity assessment 
suggests there may be an 
overall benefit in comparison 
to the baseline. 

location and/or 
addition of  
Noise 
Monitoring 
Terminals.

No other costs 
identified

Option may 
require re-
location and/or 
addition of  
Noise 
Monitoring 
Terminals.

1850 681 450

experiencing adverse 
noise effects whereas 
there are other options 
which better align with 
the AMS objectives by 
performing either 
similarly or better than 
the baseline in terms of 
population within the 
indicative partial 
LOAEL. PBN 
departures are 
however expected to 
be used as part of 
wider a system design 
where they could 
enable simplification, 
integration, safety and 
efficiency 
enhancements. 

reduces the cumulative affects for those communities 
currently living under the westerly final approach and the 
straight ahead sections of the easterly departures 
however it does introduce overflight over areas not 
regularly overflown in the baseline. The earlier turns 
would require changes to Gatwick's existing NPRs. 
The SAM/KENET departures turning right means that the 
communities to the north of Gatwick currently overflown 
by easterly and westerly departures, may have reduced 
overflight depending on the westerly departure option 
chosen. This does however  mean that communities to 
the south of Gatwick, not typically overflown by easterly 
departures in the baseline, would be overflown. 
In the baseline, the vast majority of easterly departures fly 
a PBN route however some vectoring does occur. This 
option therefore may result in greater concentration 
along routes. 
 It is expected that departures will achieve improved 
CCO performance although this is subject to integration 
with neighbouring airports and the network airspace 
above 7000ft.

to SAM departures, compared to the 
baseline. 

 It is anticipated that departures will 
achieve improved CCO performance, 
subject to integration with the wider 
airspace. 

Therefore the option has the potential to 
improve Fuel Burn and CO2 emissions 
compared to the baseline.

0.1 1187 1881 782 479 16 16NoThe SAM/KENET, DVR, DAGGA/TNT and XAMAB 
departures turn earlier than in the baseline and this 
reduces the cumulative affects for those communities 
currently living under the westerly final approach and the 
straight ahead sections of the easterly departures 
however it does introduce overflight over areas not 
regularly overflown in the baseline. The earlier turns 
would require changes to Gatwick's existing NPRs. 
In the baseline, the vast majority of easterly departures fly 
a PBN route however some vectoring does occur. This 
option therefore may result in greater concentration 
along routes. 
It is expected that departures will achieve improved 
CCO performance although this is subject to integration 
with neighbouring airports and the network airspace 
above 7000ft.

The option is expected to offer similar 
track mileage, or possibly improvements 
to SAM departures, compared to the 
baseline. 

 It is anticipated that departures will 
achieve improved CCO performance, 
subject to integration with the wider 
airspace. 

Therefore the option has the potential to 
improve Fuel Burn and CO2 emissions 
compared to the baseline.

Not expected to require 
additional CAS. Systemised 
SIDs are expected to require 
less tactical intervention and 
alongside improved CCO lead 
to positive benefits in terms of 
the overall LTMA airspace 
volume

GA: This option may offer the 
opportunity to release CAS 
and therefore there could be a 
small positive economic effect 
on GA operations outside 
CAS. Commercial Airlines: 
The capacity assessment 
suggests there may be an 
overall benefit in comparison 
to the baseline. 

No training 
costs identified

916 0 37No significant GA impacts 
anticipated.

Expected to improve capacity compared to the 'do nothing' due to improved 
departure separations. 

3,196 2,799

Expected to improve capacity compared to the 'do nothing' due to improved 
departure separations although there is the potential for some impacts to 
XAMAB/TNT/CLN departures (leading and following). 

GA: This option may offer the 
opportunity to release CAS 
and therefore there could be a 
small positive economic effect 
on GA operations outside 
CAS. Commercial Airlines: 
The capacity assessment 
suggests there may be an 
overall benefit in comparison 
to the baseline. 

No training 
costs identified

No other costs 
identified

Option may 
require re-
location and/or 
addition of  
Noise 
Monitoring 
Terminals.

NoNot expected to require 
additional CAS. Systemised 
SIDs are expected to require 
less tactical intervention and 
alongside improved CCO lead 
to positive benefits in terms of 
the overall LTMA airspace 
volume

A westbound route that initially 
turns left towards the north 
turns earlier than current 
routes. Reconfiguration of 
Redhill LOA may be required

routing to the west/north west 
whereas today these departures 
turn left.
XAM departures would turn earlier 
than today, tracking towards the 
south east before turning south. 
DVR departures would fly broadly 
the same as today.   
DAGGA/TNT departures would turn 
earlier today and route north east. 

SAM KENET departures would turn 
left earlier than in the baseline.  
DVR departures, rather than flying 
straight ahead, would turn towards 
the south east before routing east. 
DAGGA/TNT departures would turn 
left earlier than the baseline. 
XAMAB departures turn right earlier 
than the baseline and route towards 
the south west before turning south. 

SAM KENET departures would turn 
left earlier than in the baseline and 
aircraft would fly further north before 
turning west. XAM departures would 
turn earlier than today, tracking 
towards the south east before 
turning south. DVR departures 
would fly broadly the same as today. 
DAGGA/TNT departures would turn 
right before wrapping around 
towards the north, this is different 
from today where the departures fly 
straight ahead before turning to the 
north east.  

Easterly System 6

SIDs are expected to require 
less tactical intervention and 
alongside improved CCO lead 
to positive benefits in terms of 
the overall LTMA airspace 
volume

Easterly System 5 No significant safety 
concerns raised at this 
stage although new / 
revised safety 
assurances may be 
required. An 
acceptable safety 
argument is envisaged 
to be achievable 
subject to further 
investigation should 
this option progress. 

Supports the AMS 
through the 
implementation of PBN 
departures which 
would be for noise and 
environmental 
mitigation purposes as 
set out in the 
Government’s Air 
Navigation Guidance. 
PBN departures are 
expected to be used in 
conjunction with 
arrivals as part of wider 
a system design which 
could enable 
simplification, 
integration, safety and 
efficiency 
enhancements.

stage although new / 
revised safety 
assurances may be 
required. An 
acceptable safety 
argument is envisaged 
to be achievable 
subject to further 
investigation should 
this option progress. 



E XAMAB Group 5 EDN C First turn at 0.5nm No interdependencies with other airports 
identified although would share with 
Gatwick arrivals

32575 32575 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

64.5 37.4 0 0 30462 32575 23 23 7 7 20 20 0.7 1 0 0 0 0 0 0 0 0

Easterly System 6.2 As above As above As above As above As above As above 4,470 3,030 18080 16900 As above As above As above As above As above As above 0 As above As above As above As above As above As above As above As above As above As above As above 1561 2234 1729 732 560 420 689 1729 681 498 As above As above As above As above 20 17 As above As above 0 1 As above As above 9 10 As above 0.1 As above 0 As above As above As above As above As above As above As above As above
E DAGGA Group 3 EDF A No IFP issues identified Shares interdependencies with Heathrow, 

Biggin Hill and London City. 
4127 4127 No 59.3 11.2 0 0 4127 4127 3 3 0 0 5 5 0 1 0 0 0 0 0 0 0 0

E DAGGA Group 3 EDF A 2 No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and London City. 

3789 3789 No 60.9 26.3 0 0 3789 3789 5 5 0 0 5 5 0.4 2 0 0 0 0 0 0 0 0

E DAGGA Group 3 EDH B No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and London City. 

5346 5346 No 59.4 25 0 0 5346 5346 5 5 0 0 5 5 0.4 1 0 0 0 0 0 0 0 0

E DAGGA Group 3 EDH B No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and London City. 

5346 5346 No 59.4 25 0 0 5346 5346 5 5 0 0 5 5 0.4 1 0 0 0 0 0 0 0 0

E DAGGA Group 3 EDI B No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and London City. 

5489 5489 No 56.6 22.9 0 0 5489 5489 6 6 0 0 6 6 0.4 1 0 0 0 0 0 0 0 0

E DAGGA Group 3 EDP A No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and London City. 

4890 4890 No 56.7 24.7 0 0 4890 4890 5 5 2 2 5 5 0.7 2 0 0 0 0 0 0 0 0

E DVR Group 4 EDG B No IFP issues identified Shares interdependencies with Biggin 
Hill. 

7143 7143 No 62.9 35.2 0 0 6641 7143 8 8 1 1 12 12 0.6 1 0 0 0 0 0 0 0 0

E DVR Group 5 EDA B No IFP issues identified Shares interdependencies with Biggin 
Hill. 

6624 6624 No 59.3 34.8 0 0 6181 6624 11 11 1 1 9 9 3.7 1 0 0 0 0 0 0 0 0

E DVR Group 5 EDB B No IFP issues identified Shares interdependencies with Biggin 
Hill. 

6476 6476 No 59.3 34.6 0 0 6033 6476 11 11 1 1 9 9 3.8 1 0 0 0 0 0 0 0 0

E DVR Group 5 EDH C No IFP issues identified Shares interdependencies with Biggin 
Hill. 

7467 7467 No 59.3 34.8 0 0 6965 7467 9 9 2 2 10 10 1.7 1 0 0 0 0 0 0 0 0

E DVR Group 5 EDI C No IFP issues identified Shares interdependencies with Biggin 
Hill. 

7467 7467 No 59.3 34.8 0 0 6965 7467 9 9 2 2 10 10 1.7 1 0 0 0 0 0 0 0 0

E DVR Group 5 EDL B No IFP issues identified Shares interdependencies with Biggin 
Hill. 

7811 7811 No 59.4 33.9 0 0 7309 7811 8 8 1 1 8 8 1.2 1 0 0 0 0 0 0 0 0

E DVR Group 5 EDM B No IFP issues identified Shares interdependencies with Biggin 
Hill. 

8238 8238 No 59.6 34.7 0 0 7736 8238 8 8 1 1 10 10 1.1 1 0 0 0 0 0 0 0 0

E DVR Group 5 EDP B No IFP issues identified Shares interdependencies with Biggin 
Hill. 

5882 5882 No 59.2 36.7 0 0 5572 5882 3 3 1 1 7 7 2 1 0 0 0 0 0 0 0 0

E KENET Group 1 EDN A The first turn at c.0.5nm requires a 
c.1.8nm radius which is below the 
minimum 2nm recommended by PANS 
OPS although precedent does exist 
within the UK. 

Shares prohibitive interdependencies 
with Heathrow and Biggin and would not 
integrate into the wider network airspace 
above 7000ft.

29723 0 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

61.4 8.5 0 0 29723 0 23 23 4 4 22 22 0.5 1 0 0 0 0 0 0 0 0

E SAM Group 1 EDN A The first turn at c.0.5nm requires a 
c.1.8nm radius which is below the 
minimum 2nm recommended by PANS 
OPS although precedent does exist 
within the UK. 

Shares prohibitive interdependencies 
with Heathrow and Biggin and would not 
integrate into the wider network airspace 
above 7000ft.

19616 19616 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

59.4 19.5 0 0 19243 19616 16 16 4 4 16 16 0.5 1 0 0 0 0 0 0 0 0

E TNT Group 3 EDF A No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and London City. 

4127 0 No 151.7 11.2 0 0 4127 0 3 3 0 0 5 5 0 1 0 0 0 0 0 0 0 0

E TNT Group 3 EDF A 2 No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and London City. 

3789 0 No 153.6 26.3 0 0 3789 0 5 5 0 0 5 5 0.4 2 0 0 0 0 0 0 0 0

E TNT Group 3 EDH B No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and London City. 

5346 0 No 151.0 25 0 0 5346 0 5 5 0 0 5 5 0.4 1 0 0 0 0 0 0 0 0

E TNT Group 3 EDI B No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and London City. 

5489 0 No 144.5 22.9 0 0 5489 0 6 6 0 0 6 6 0.4 1 0 0 0 0 0 0 0 0

E TNT Group 3 EDP A No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and London City. 

4890 0 No 147.5 24.7 0 0 4890 0 5 5 2 2 5 5 0.7 2 0 0 0 0 0 0 0 0

E XAMAB Group 2 EDC C First turn at c.0.8nm No interdependencies with other airports 
identified although would share with 
Gatwick arrivals

7527 7527 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

63.3 37.3 0 0 6354 7527 6 6 2 2 8 8 1.3 1 0 0 0 0 0 0 0 0

E XAMAB Group 2 EDD C First turn at c.0.8nm No interdependencies with other airports 
identified although would share with 
Gatwick arrivals

8283 8283 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

63.1 38.1 0 0 6379 8283 6 6 2 2 8 8 1.8 1 0 0 0 0 0 0 0 0

E XAMAB Group 2 EDF C No IFP issues identified No interdependencies with other airports 
identified although would share with 
Gatwick arrivals

5799 5799 No 63.9 37.4 0 0 2198 5799 3 3 1 1 7 7 0 1 0 0 0 0 0 0 0 0

E XAMAB Group 2 EDH D No IFP issues identified No interdependencies with other airports 
identified although would share with 
Gatwick arrivals

6775 6775 No 64.1 36.3 0 0 1167 6775 6 6 1 1 11 11 0.2 1 0 0 0 0 0 0 0 0

E XAMAB Group 2 EDI D No IFP issues identified No interdependencies with other airports 
identified although would share with 
Gatwick arrivals

6775 6775 No 64.0 36.2 0 0 1167 6775 6 6 1 1 11 11 0.1 1 0 0 0 0 0 0 0 0

E XAMAB Group 2 EDP C No IFP issues identified No interdependencies with other airports 
identified although would share with 
Gatwick arrivals

5969 5969 No 63.6 37.5 0 0 1544 5969 5 5 1 1 8 8 1.1 1 0 0 0 0 0 0 0 0

E XAMAB Group 4 EDG B No IFP issues identified No interdependencies with other airports 
identified although would share with 
Gatwick arrivals

7143 7143 No 70.6 35.2 0 0 6581 7143 8 8 1 1 12 12 0.6 1 0 0 0 0 0 0 0 0

E EDH A KENET No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and potentially Northolt

29292 0 No 66.1 0 0 0 29292 0 26 26 7 7 22 22 0.5 0 0 0 0 0 0 0 0 0

E EDH A SAM No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and potentially Northolt

29292 29292 No 60.1 0 0 0 15076 29292 26 26 7 7 22 22 0.5 0 0 0 0 0 0 0 0 0

E EDH B DAGGA No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and London City. 

5346 5346 No 59.4 25 0 0 5346 5346 5 5 0 0 5 5 0.4 1 0 0 0 0 0 0 0 0

E EDH B TNT No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill, London City and potentially 
Northolt

5346 0 No 151.0 25 0 0 5346 0 5 5 0 0 5 5 0.4 1 0 0 0 0 0 0 0 0

E EDH C DVR No IFP issues identified Shares interdependencies with Biggin 
Hill. 

7467 7467 No 59.3 34.8 0 0 6965 7467 9 9 2 2 10 10 1.7 1 0 0 0 0 0 0 0 0

E EDH D XAM No IFP issues identified No interdependencies with other airports 
identified although would share with 
Gatwick arrivals

6775 6775 No 64.1 36.3 0 0 1167 6775 6 6 1 1 11 11 0.2 1 0 0 0 0 0 0 0 0

E EDI A KENET No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and potentially Northolt

30698 0 No 64.5 0 0 0 30698 0 26 26 8 8 22 22 0.9 0 0 0 0 0 0 0 0 0

E EDI A SAM No IFP issues identified Shares interdependencies with Heathrow 
and Biggin Hill

28705 28705 No 60.0 0 0 0 14489 28705 25 25 7 7 21 21 0.3 0 0 0 0 0 0 0 0 0

E EDI B DAGGA No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and London City. 

5489 5489 No 56.6 22.9 0 0 5489 5489 6 6 0 0 6 6 0.4 1 0 0 0 0 0 0 0 0

E EDI B TNT No IFP issues identified Shares interdependencies with Heathrow, 
Biggin Hill and London City and 
potentially Northolt

5489 0 No 144.5 22.9 0 0 5489 0 6 6 0 0 6 6 0.4 1 0 0 0 0 0 0 0 0

E EDI C DVR No IFP issues identified Shares interdependencies with Biggin 
Hill. 

7467 7467 No 59.3 34.8 0 0 6965 7467 9 9 2 2 10 10 1.7 1 0 0 0 0 0 0 0 0

E EDI D XAM No IFP issues identified No interdependencies with other airports 
identified although would share with 
Gatwick arrivals

6775 6775 No 64.0 36.2 0 0 1167 6775 6 6 1 1 11 11 0.1 1 0 0 0 0 0 0 0 0

In the baseline, the vast majority of easterly departures fly 
a PBN route however some vectoring does occur. This 
option therefore may result in greater concentration 
along routes. 
 It is expected that departures will achieve improved 
CCO performance although this is subject to integration 
with neighbouring airports and the network airspace 
above 7000ft.

The option is expected to offer similar 
track mileage, or possibly improvements 
to SAM/KENET departures, compared 
to the baseline. 

 It is anticipated that departures will 
achieve improved CCO performance, 
subject to integration with the wider 
airspace. 

Therefore the option has the potential to 
improve Fuel Burn and CO2 emissions 
compared to the baseline..

12099 14436 0

No other costs 
identified

9467 14749Supports the AMS 
through the 
implementation of PBN 
departures which 
would be for noise and 
environmental 
mitigation purposes as 
set out in the 
Government’s Air 
Navigation Guidance. 
PBN departures are 
expected to be used in 
conjunction with 
arrivals as part of wider 
a system design which 
could enable 

0 10 0.1 0Yes 1700 951

951 0 0

0 129

0

2624 3159 2060 1060 415

1115

0

120 13 15 0 1103 1700

13

Easterly System 9

1

0 0Option may 
require re-
location and/or 
addition of  
Noise 
Monitoring 
Terminals 
located 
beyond the 
existing Noise 
Preferred 
Routes.

No other costs 
identified

Option may 
require re-
location and/or 
addition of  
Noise 
Monitoring 
Terminals 
located 
beyond the 
existing Noise 
Preferred 
Routes.

15103

3,324 2,832 Not expected to require 
additional CAS. Systemised 
SIDs are expected to require 
less tactical intervention and 
alongside improved CCO lead 
to positive benefits in terms of 
the overall LTMA airspace 
volume

No significant GA impacts 
anticipated.

Option offers the same capacity as the baseline

GA: This option may offer the 
opportunity to release CAS 
and therefore there could be a 
small positive economic effect 
on GA operations outside 
CAS. Commercial Airlines: 
The capacity assessment 
suggests this would offer 
similar capacity to the 
baseline. 

No training 
costs identified

120Easterly System 8 No significant safety 
concerns raised at this 
stage although new / 
revised safety 
assurances may be 
required. An 
acceptable safety 
argument is envisaged 
to be achievable 
subject to further 
investigation should 
this option progress. 

Supports the AMS 
through the 
implementation of PBN 
departures which 
would be for noise and 
environmental 
mitigation purposes as 
set out in the 
Government’s Air 
Navigation Guidance. 
PBN departures are 
expected to be used in 
conjunction with 
arrivals as part of wider 
a system design which 
could enable 
simplification, 

0129 1700

Option offers the same capacity as the baseline

GA: This option may offer the 
opportunity to release CAS 
and therefore there could be a 
small positive economic effect 
on GA operations outside 
CAS. Commercial Airlines: 
The capacity assessment 
suggests this would offer 
similar capacity to the 
baseline. 

No training 
costs identified

2,832

This option is based on the 
baseline RNAV1 centrelines 
however beyond 4000ft aircraft fly 
directly to the network exit points

Easterly System 7 No significant safety 
concerns raised at this 
stage although new / 
revised safety 
assurances may be 
required. An 
acceptable safety 
argument is envisaged 
to be achievable 
subject to further 
investigation should 
this option progress. 

This option is expected 
to increase population 
experiencing adverse 
noise effects whereas 
there are other options 
which better align with 
the AMS objectives by 
performing either 
similarly or better than 
the baseline in terms of 
population within the 
indicative partial 
LOAEL. PBN 
departures are 
however expected to 
be used as part of 
wider a system design 
where they could 
enable simplification, 
integration, safety and 
efficiency 
enhancements. 

GA: This option may offer the 
opportunity to release CAS 
and therefore there could be a 
small positive economic effect 
on GA operations outside 
CAS. Commercial Airlines: 
The capacity assessment 
suggests there may be an 
overall benefit in comparison 
to the baseline. 

No training 
costs identified

Not expected to require 
additional CAS. Systemised 
SIDs are expected to require 
less tactical intervention and 
alongside improved CCO lead 
to positive benefits in terms of 
the overall LTMA airspace 
volume

SAM KENET departures would turn 
left earlier than in the baseline and 
aircraft would fly further north before 
turning west. There are two groups 
of XAM departures; the first turns 
earlier than today and tracks south, 
the second flies straight ahead for 
longer than the baseline before 
turning south.
The majority of the DVR routes are 
broadly similar to today however 
there is one route which turns 
towards the south east before 
tracking east.  DAGGA/TNT are 
broadly similar today however there 
are some routes which turn at 
different distances compared to the 
baseline.

The option is expected to offer similar 
track mileage, or possibly improvements 
to SAM/KENET departures, compared 
to the baseline. 

 It is anticipated that departures will 
achieve improved CCO performance, 
subject to integration with the wider 
airspace. 

Therefore the option has the potential to 
improve Fuel Burn and CO2 emissions 
compared to the baseline.

9467 14749This option is based on the 
baseline RNAV1 centrelines from 0-
7000ft. 

*Option offers tactical XAM during busy periods. This could reduce the 
separation required between each XAM departure.

Expected to improve capacity compared to the 'do nothing' due to improved 
departure separations. 

A westbound route that initially 
turns left towards the north 
turns earlier than current 
routes. Reconfiguration of 
Redhill LOA may be required

The SAM/KENET, DAGGA/TNT and the majority of 
XAMAB departures turn earlier than in the baseline and 
this reduces the cumulative affects for those 
communities currently living under the westerly final 
approach and the straight ahead sections of the easterly 
departures however it does introduce overflight over 
areas not regularly overflown in the baseline. The earlier 
turns would require changes to Gatwick's existing NPRs. 
The additional route to XAM offers a tactical option for 
busy periods and therefore may provide a small amount 
of noise relief for those under the XAM route however 
this does route along the extended centreline. 
In the baseline, the vast majority of easterly departures fly 
a PBN route however some vectoring does occur. This 
option therefore may result in greater concentration 
along routes.It is expected that departures will achieve 
improved CCO performance although this is subject to 
integration with neighbouring airports and the network 
airspace above 7000ft.

The option is expected to offer similar 
track mileage, or possibly improvements 
to SAM departures, compared to the 
baseline. 

 It is anticipated that departures will 
achieve improved CCO performance, 
subject to integration with the wider 
airspace. 

Therefore the option has the potential to 
improve Fuel Burn and CO2 emissions 
compared to the baseline.

In the baseline, the vast majority of easterly departures fly 
a PBN route however some vectoring does occur. This 
option therefore may result in greater concentration 
along routes. 
 It is expected that departures will achieve improved 
CCO performance although this is subject to integration 
with neighbouring airports and the network airspace 
above 7000ft.

6,193 3,268

3,324 0 Not expected to require 
additional CAS. Systemised 
SIDs are expected to require 
less tactical intervention and 
alongside improved CCO lead 
to positive benefits in terms of 
the overall LTMA airspace 
volume

No significant GA impacts 
anticipated.

0.1 0228 2060 1043 479 12 14

Yes

7

7 10 0.1 01700 1115

No other costs 
identified

Option may 
require re-
location and/or 
addition of  
Noise 
Monitoring 
Terminals.

No 1 1 8 9

No significant safety 
concerns raised at this 
stage although new / 
revised safety 
assurances may be 
required. An 
acceptable safety 
argument is envisaged 
to be achievable 
subject to further 
investigation should 
this option progress. 



Option Description All - Safety All Interdependences, conflicts & 
trade-offs

All - Airspace Modernisation 
Strategy

Communitie
s - Noise -
Indicative 
Partial 
Population 
Day 
LOAEL

Communitie
s - Noise - 
Indicative 
Partial 
Population 
night 
LOAEL

Communiti
es - Noise 
- N65 (20)

Communiti
es - Noise 
- N60 (5)

Communiti
es - Noise 
-
Population 
Overflight 
(Day) (1)

Communiti
es - Noise 
-
Population 
Overflight 
(Night) (1)

Communities - Noise - Qualitative Communities - 
Air Quality -
Change below 
1000ft

Wider Society - Fuel Burn & 
Greenhouse Gas Impact  - Qualitative

Wider 
Society - 
Tranquillity 
- Total 
Area 
(AONBs & 
National 
Parks) 
LaMax 

Wider 
Society - 
Tranquillity 
- Total 
Area 
(AONBs & 
National 
Parks) 
overflown 

Wider 
Society - 
Biodiversit
y - 
Number of 
sites 
overflown 
between 0 
- 1640ft

Wider 
Society - 
Biodiversit
y - Area of 
sites 
overflown 
between 0 
- 1640ft
(RAMSAR

General Aviation - 
Access - CAS 
(Better or worse 
than baseline)

General Aviation - 
Access -
Qualitative 
Assessment of 
benefits/impacts 
to GA access

Capacity/Resilience Economic Impact 
from increase 
effective capacity

Commerci
al Airlines - 
Training 
Costs

Commerci
al Airlines - 
Other 
Costs

Airport / 
ANSP - 
Infrastructur
e Costs

Airport / ANSP - Operational Costs Airport / ANSP - Deployment Costs Taken to 
Stage 3?

Above 
LOAEL 
with 
greater 
than 3dB 
increase 
(daytime)

Above 
LOAEL 
with 
greater 
than 1dB 
increase 
(daytime)

Negligible 
change 
(less than 
1dB)

Above 
LOAEL 
with 
greater 
than 1dB 
decrease 
(daytime)

Above 
LOAEL 
with 
greater 
than 3dB 
decrease 
(daytime)

Above 
LOAEL 
with 
greater 
than 3dB 
increase 
(night-
time)

Above 
LOAEL 
with 
greater 
than 1dB 
increase 
(night-
time)

Negligible 
change 
(less than 
1dB)

Above 
LOAEL 
with 
greater 
than 1dB 
decrease 
(night-
time)

Above 
LOAEL 
with 
greater 
than 3dB 
decrease 
(night-
time)

Population 
Newly 
overflown 
(Day) (1)

Population 
Newly 
overflown 
(Night) (1)

Overflight 
0-7000ft
Day (1)

Overflight 
0-7000ft
Night (1)

LAMax 
65dB day 
(20)

LAMax 
60dB (5)

Overflight 
0-7000ft
Day (1)

Overflight 
0-7000ft
Night (1)

LAMax 
65dB day 
(20)

LAMax 
60dB (5)

Overflight 
0-7000ft
Day (1)

Overflight 
0-7000ft
Night (1)

LAMax 
65dB day 
(20)

LAMax 
60dB (5)

Total area 
of Parks & 
Gardens 
Overflown 
at RATE 1

Total area 
of Parks & 
Gardens 
experienci
ng events 
of more 
than N65 
at RATE 
20

Number of 
sites 
overflown 
between 0 
- 7000ft 
(1)

Number of 
sites 
experienci
ng N65 
(20)

Number of 
sites 
overflown 
between 0-
1640ft

Area of 
sites 
overflown 
between 0-
1640ft

Number of 
sites 
overflown 
between
 0-1640ft

Area of 
sites 
overflown 
between 0-
1640ft

Number of 
sites 
overflown 
between 0-
1640ft

Area of 
sites 
overflown 
between 0-
1640ft

Number of 
sites 
overflown 
between 0-
1640ft

Area of 
sites 
overflown 
between 0-
1640ft

West 
Baseline

West_BL 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. 
For more information, please see 
Gatwick's Stage 2A document

At the current traffic levels there 
are no safety concerns however 
future traffic growth could lead to 
increased complexity and 
workload for ATC and Pilots. 
This could lead to traffic levels 
within the LTMA being capped or 
increased ground holding, in 
order to maintain safety. 

Some Gatwick arrivals share 
interdependencies with Heathrow 
and Biggin Hill however this 
mostly occurs above 7000ft 
within the network airspace. In 
the baseline scenarios, 
Gatwick's arrivals constrain 
Gatwick's SIDs - particularly the 
westerly left turn WIZAD SID 
which can only be used on a 
tactical basis. 

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.

7244 3635 5955 11819 399727 340417 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. Between 23.30 and 06.00, aircraft 
shall not join final approach (join the centre-line) below 
3,000ft or closer than 10nm from touchdown. 
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. 

N/A Today westerly arrivals are vectored 
onto final approach, creating a broad 
swathe of traffic and variations in the 
track mileage beyond the holds. 
Between 06:00 - 2330, aircraft join 
final approach from 8nm and beyond. 
Between 2330-0600 aircraft join from 
10nm and beyond.

2.2 906.9 0 0 Do nothing will 
not change CAS

Do nothing will 
not change GA 
access

Do nothing will not change 
capacity

No change No change No change No change No change n/a n/a N/A N/A N/A N/A N/A N/A N/A N/A N/A N/A N/A N/A 331 275 11 18 117 95 1 3 331 252 9 12 44.1 0.6 1 1 0 0 0 0 0 0 0 0

W_8-12 Aircraft would be vectored, similar to 
the baseline, however they would only 
join the approach between 8nm and 
12nm. 

No IFP design issues are 
anticipated with this option as it 
relies on vectoring onto the ILS. 
Although new or revised safety 
assurances may be
needed, an acceptable safety 
argument is envisaged to be
achievable.  

Option has potential interactions 
with some departure routes 
however interactions are 
minimised with those departure 
routes that have been evolved to 
reduce interactions with arrivals. 

Supports the AMS through the 
most expeditious flow of traffic, 
accommodating demand and 
improving system resilience to 
the benefit of airspace users, 
where a sole reliance on PBN 
Arrivals is not expected to 
achieve this. 

An RMA is expected to be used 
in conjunction with PBN arrivals 
as part of a wider system design 
which could enable simplification, 
integration, safety and efficiency 
enhancements.

7176 3097 5446 14544 37701 26373 During the day, aircraft would be vectored to join final 
approach in an area broadly within the existing swathe of 
concentration however as the joining area has been 
constrained to a 4nm band, there will be greater 
concentration of vectored tracks in this area compared 
to the baseline. At nighttime, Gatwick currently has a 
minimum joining point of 10nm between 2330 and 0600 
and therefore this option would result in overflight of new 
areas between 8nm and 10nm at night. 
It is expected that arrivals will achieve improved CDO 
performance which has the potential to improve noise.

No Aircraft would join final approach 
within the western part of the existing 
arrival swathe. At night aircraft would 
join closer than in the baseline. Track 
mileage is therefore expected to 
improve compared to the baseline 
(subject to integration with the 
airspace above 7000ft).  
It is expected that a reconfigured 
RMA would achieve improved CDO 
performance compared to the 
baseline. 
The option therefore is expected to 
have a positive benefit to fuel burn and 
CO2 emissions compared to the 
baseline. 

1.8 181.5 0 0 Not expected to 
require additional 
CAS.

No significant GA 
impacts 
anticipated

A vectoring area with a 4nm 
joining area is currently untested 
and any impacts to capacity and 
landing rate will require further 
investigation as part of detailed 
design work at Stage 3. 

GA: No impact 
expected to GA 
operations outside 
CAS Commercial 
Airlines: Expected to 
have no change 
compared to the 
baseline subject to 
further investigation in 
Stage 3 

No training 
costs 
identified

No other 
costs 
identified

This option is 
not 
anticipated 
to change 
airport nor 
ANSP 
operational 
costs. It is 
expected 
that Gatwick 
will continue 
to require 
ILS within a 
modernised 
airspace. 

This option may lead to a change in the 
number of properties eligible for the 
noise insulation scheme which could lead 
to a change in operational costs. At this 
stage, without full system options of 
arrivals and departure routes, it is not 
possible to understand potential benefits 
or impacts to the 60dBA contour (which 
used as the basis for Gatwick's noise 
insulation scheme). There is therefore no 
differentiating factor between the 
options at this stage.

There will be costs associated with 
deployment however there is not 
expected to be any differences between 
the options. Quantified costs in terms of 
operational training and system upgrades 
will be determined in Stage 3.

Yes 0 30 8910 0 0 381 805 8910 0 0 125 222 38 29 11 20 13 11 1 7 42 32 9 18 9.6 0 1 1 0 0 0 0 0 0 0 0

W_9-13 Aircraft would be vectored, similar to 
the baseline, however they would only 
join the approach between 9nm and 
13nm. 

No IFP design issues are 
anticipated with this option as it 
relies on vectoring onto the ILS. 
Although new or revised safety 
assurances may be
needed, an acceptable safety 
argument is envisaged to be
achievable.  

Option has potential interactions 
with some departure routes 
however interactions are 
minimised with those departure 
routes that have been evolved to 
reduce interactions with arrivals. 

Supports the AMS through the 
most expeditious flow of traffic, 
accommodating demand and 
improving system resilience to 
the benefit of airspace users, 
where a sole reliance on PBN 
Arrivals is not expected to 
achieve this. 

An RMA is expected to be used 
in conjunction with PBN arrivals 
as part of a wider system design 
which could enable simplification, 
integration, safety and efficiency 
enhancements.

7324 3097 5820 19002 83346 65272 During the day, aircraft would be vectored to join final 
approach in an area broadly within the existing swathe of 
concentration however as the joining area has been 
constrained to a 4nm band, there will be greater 
concentration of vectored tracks in this area compared 
to the baseline. At nighttime, Gatwick currently has a 
minimum joining point of 10nm between 2330 and 0600 
and therefore this option would result in overflight of new 
areas between 9nm and 10nm at night. 

No Aircraft would join final approach 
within the existing arrival swathe. At 
night aircraft would join closer than in 
the baseline. Track mileage is 
therefore expected to improve 
compared to the baseline (subject to 
integration with the airspace above 
7000ft).  
It is expected that PBN arrivals will 
achieve improved CDO performance 
compared to the baseline. 
The option therefore is expected to 
have a positive benefit to fuel burn and 
CO2 emissions compared to the 
baseline. 

2.2 160.3 0 0 No additional 
CAS required

No significant GA 
impacts 
anticipated

A vectoring area with a 4nm 
joining area is currently untested 
and any impacts to capacity and 
landing rate will require further 
investigation as part of detailed 
design work at Stage 3. 

GA: No impact 
expected to GA 
operations outside 
CAS Commercial 
Airlines: Expected to 
have no change 
compared to the 
baseline subject to 
further investigation in 
Stage 3 

No training 
costs 
identified

No other 
costs 
identified

This option is 
not 
anticipated 
to change 
airport nor 
ANSP 
operational 
costs. It is 
expected 
that Gatwick 
will continue 
to require 
ILS within a 
modernised 
airspace. 

This option may lead to a change in the 
number of properties eligible for the 
noise insulation scheme which could lead 
to a change in operational costs. At this 
stage, without full system options of 
arrivals and departure routes, it is not 
possible to understand potential benefits 
or impacts to the 60dBA contour (which 
used as the basis for Gatwick's noise 
insulation scheme). There is therefore no 
differentiating factor between the 
options at this stage.

There will be costs associated with 
deployment however there is not 
expected to be any differences between 
the options. Quantified costs in terms of 
operational training and system upgrades 
will be determined in Stage 3.

Yes 0 137 8920 0 0 349 833 8920 0 0 125 173 75 67 11 24 26 22 1 6 63 56 9 19 11.9 0.6 1 1 0 0 0 0 0 0 0 0

W_10-14 Aircraft would be vectored, similar to 
the baseline, however they would only 
join the approach between 10nm and 
14nm. 

No IFP design issues are 
anticipated with this option as it 
relies on vectoring onto the ILS. 
Although new or revised safety 
assurances may be
needed, an acceptable safety 
argument is envisaged to be
achievable.  

Option has potential interactions 
with some departure routes 
however interactions are 
minimised with those departure 
routes that have been evolved to 
reduce interactions with arrivals. 

Supports the AMS through the 
most expeditious flow of traffic, 
accommodating demand and 
improving system resilience to 
the benefit of airspace users, 
where a sole reliance on PBN 
Arrivals is not expected to 
achieve this. 

An RMA is expected to be used 
in conjunction with PBN arrivals 
as part of a wider system design 
which could enable simplification, 
integration, safety and efficiency 
enhancements.

7318 3146 5820 21652 102079 94429 Aircraft would be vectored to join final approach in an 
area broadly within the existing swathe of concentration 
however as the joining area has been constrained to a 
4nm band, there will be greater concentration of 
vectored tracks in this area compared to the baseline.
It is expected that arrivals will achieve improved CDO 
performance which has the potential to improve noise.

No Aircraft would join final approach 
within the eastern part of the existing 
arrival swathe. Track mileage is 
therefore expected to remain broadly 
the same compared to the baseline 
(subject to integration with the 
airspace above 7000ft).  
It is expected that a reconfigured 
RMA would achieve improved CDO 
performance compared to the 
baseline. 
The option therefore is expected to 
have a positive benefit to fuel burn and 
CO2 emissions compared to the 
baseline. 

2.4 143.9 0 0 No additional 
CAS required

No significant GA 
impacts 
anticipated

A vectoring area with a 4nm 
joining area is currently untested 
and any impacts to capacity and 
landing rate will require further 
investigation as part of detailed 
design work at Stage 3. 

GA: No impact 
expected to GA 
operations outside 
CAS Commercial 
Airlines: Expected to 
have no change 
compared to the 
baseline subject to 
further investigation in 
Stage 3 

No training 
costs 
identified

No other 
costs 
identified

This option is 
not 
anticipated 
to change 
airport nor 
ANSP 
operational 
costs. It is 
expected 
that Gatwick 
will continue 
to require 
ILS within a 
modernised 
airspace. 

This option may lead to a change in the 
number of properties eligible for the 
noise insulation scheme which could lead 
to a change in operational costs. At this 
stage, without full system options of 
arrivals and departure routes, it is not 
possible to understand potential benefits 
or impacts to the 60dBA contour (which 
used as the basis for Gatwick's noise 
insulation scheme). There is therefore no 
differentiating factor between the 
options at this stage.

There will be costs associated with 
deployment however there is not 
expected to be any differences between 
the options. Quantified costs in terms of 
operational training and system upgrades 
will be determined in Stage 3.

Yes 14 172 8887 0 0 242 581 8887 0 0 125 173 100 88 11 27 34 29 1 6 66 63 9 21 13.2 0.8 1 1 0 0 0 0 0 0 0 0

W_11-15 Aircraft would be vectored, similar to 
the baseline, however they would only 
join the approach between 11nm and 
15nm.

No IFP design issues are 
anticipated with this option as it 
relies on vectoring onto the ILS. 
Although new or revised safety 
assurances may be
needed, an acceptable safety 
argument is envisaged to be
achievable.  

Beyond c.14nm the RMA would 
share interdependences and 
require refinement in order to 
integrate with the network 
airspace above 7000ft; this 
would require further 
investigation should this option 
progress. 

Supports the AMS through the 
most expeditious flow of traffic, 
accommodating demand and 
improving system resilience to 
the benefit of airspace users, 
where a sole reliance on PBN 
Arrivals is not expected to 
achieve this. In this case of this 
joining band, the option may 
however have impacts in terms 
of fuel burn and CO2 emissions. 

An RMA is expected to be used 
in conjunction with PBN arrivals 
as part of a wider system design 
which could enable simplification, 
integration, safety and efficiency 
enhancements.

7127 3146 5904 21272 117965 107765 Aircraft would be vectored to join final approach east of 
the existing swathe of concentration and this would 
introduce new overflight on a regular basis for some 
areas.
It is expected that arrivals will achieve improved CDO 
performance which has the potential to improve noise.

No Aircraft would join final approach east 
of the existing arrival swathe. Track 
mileage is therefore expected to 
increase compared to the baseline 
(subject to integration with the 
airspace above 7000ft).  
It is expected that a reconfigured 
RMA  will achieve improved CDO 
performance compared to the 
baseline however given 89.58% of 
Gatwick arrivals already achieve a 
CDO in the baseline, any benefits of 
this are unlikely to outweigh the 
increase in track mileage.

The option therefore is expected to 
have a negative impact to fuel burn 
and CO2 emissions compared to the 
baseline. 

2.4 125.1 0 0 No additional 
CAS required

No significant GA 
impacts 
anticipated

A vectoring area with a 4nm 
joining area is currently untested 
and any impacts to capacity and 
landing rate will require further 
investigation as part of detailed 
design work at Stage 3. 

GA: No impact 
expected to GA 
operations outside 
CAS Commercial 
Airlines: Expected to 
have no change 
compared to the 
baseline subject to 
further investigation in 
Stage 3 

No training 
costs 
identified

No other 
costs 
identified

This option is 
not 
anticipated 
to change 
airport nor 
ANSP 
operational 
costs. It is 
expected 
that Gatwick 
will continue 
to require 
ILS within a 
modernised 
airspace. 

This option may lead to a change in the 
number of properties eligible for the 
noise insulation scheme which could lead 
to a change in operational costs. At this 
stage, without full system options of 
arrivals and departure routes, it is not 
possible to understand potential benefits 
or impacts to the 60dBA contour (which 
used as the basis for Gatwick's noise 
insulation scheme). There is therefore no 
differentiating factor between the 
options at this stage.

There will be costs associated with 
deployment however there is not 
expected to be any differences between 
the options. Quantified costs in terms of 
operational training and system upgrades 
will be determined in Stage 3.

No 66 176 8937 0 0 944 1214 8937 0 0 125 173 107 101 11 31 37 33 1 3 73 67 9 22 14 0.8 1 1 0 0 0 0 0 0 0 0

W_12-16 Aircraft would be vectored, similar to 
the baseline, however they would only 
join the approach between 12nm and 
16nm.

No IFP design issues are 
anticipated with this option as it 
relies on vectoring onto the ILS. 
Although new or revised safety 
assurances may be
needed, an acceptable safety 
argument is envisaged to be
achievable.  

Beyond c.14nm the RMA would 
share interdependences and 
require refinement in order to 
integrate with the network 
airspace above 7000ft; this 
would require further 
investigation should this option 
progress. 

Supports the AMS through the 
most expeditious flow of traffic, 
accommodating demand and 
improving system resilience to 
the benefit of airspace users, 
where a sole reliance on PBN 
Arrivals is not expected to 
achieve this. In this case of this 
joining band, the option may 
however have impacts in terms 
of fuel burn and CO2 emissions. 

An RMA is expected to be used 
in conjunction with PBN arrivals 
as part of a wider system design 
which could enable simplification, 
integration, safety and efficiency 
enhancements.

7193 3237 5904 21302 127551 115941 Aircraft would be vectored to join final approach east of 
the existing swathe of concentration and this would 
introduce new overflight on a regular basis for some 
areas.
It is expected that arrivals will achieve improved CDO 
performance which has the potential to improve noise.

No Aircraft would join final approach east 
of the existing arrival swathe. Track 
mileage is therefore expected to 
increase compared to the baseline 
(subject to integration with the 
airspace above 7000ft).  
It is expected that a reconfigured 
RMA  will achieve improved CDO 
performance compared to the 
baseline however given 89.58% of 
Gatwick arrivals already achieve a 
CDO in the baseline, any benefits of 
this are unlikely to outweigh the 
increase in track mileage.

The option therefore is expected to 
have a negative impact to fuel burn 
and CO2 emissions compared to the 
baseline. 

2.3 105.9 0 0 No additional 
CAS required

No significant GA 
impacts 
anticipated

A vectoring area with a 4nm 
joining area is currently untested 
and any impacts to capacity and 
landing rate will require further 
investigation as part of detailed 
design work at Stage 3. 

GA: No impact 
expected to GA 
operations outside 
CAS Commercial 
Airlines: Expected to 
have no change 
compared to the 
baseline subject to 
further investigation in 
Stage 3 

No training 
costs 
identified

No other 
costs 
identified

This option is 
not 
anticipated 
to change 
airport nor 
ANSP 
operational 
costs. It is 
expected 
that Gatwick 
will continue 
to require 
ILS within a 
modernised 
airspace. 

This option may lead to a change in the 
number of properties eligible for the 
noise insulation scheme which could lead 
to a change in operational costs. At this 
stage, without full system options of 
arrivals and departure routes, it is not 
possible to understand potential benefits 
or impacts to the 60dBA contour (which 
used as the basis for Gatwick's noise 
insulation scheme). There is therefore no 
differentiating factor between the 
options at this stage.

There will be costs associated with 
deployment however there is not 
expected to be any differences between 
the options. Quantified costs in terms of 
operational training and system upgrades 
will be determined in Stage 3.

No 243 356 8941 0 0 1967 2200 8941 0 0 362 173 117 107 11 27 40 34 2 3 75 68 9 15 13 0.8 1 1 0 0 0 0 0 0 0 0

East 
Baseline

East_BL 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. 
For more information, please see 
Gatwick's Stage 2A document

At the current traffic levels there 
are no safety concerns however 
future traffic growth could lead to 
increased complexity and 
workload for ATC and Pilots. 
This could lead to traffic levels 
within the LTMA being capped or 
increased ground holding, in 
order to maintain safety. 

Some Gatwick arrivals share 
interdependencies with Heathrow 
and Farnborough however this 
mostly occurs above 7000ft 
within the network airspace.  

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.

390 173 799 2798 226349 113504 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. Between 23.30 and 06.00, aircraft 
shall not join final approach (join the centre-line) below 
3,000ft or closer than 10nm from touchdown. 
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. 

N/A Today easterly arrivals are vectored 
onto final approach, creating a broad 
swathe of traffic and variations in the 
track mileage beyond the holds. 
Between 06:00 - 2330, aircraft join 
final approach from 8nm and beyond. 
Between 2330-0600 aircraft join from 
10nm and beyond.

0 389.8 0.1 0.1 Do nothing will 
not change CAS

Do nothing will 
not change GA 
access

Do nothing will not change 
capacity

No change No change No change No change No change n/a n/a N/A N/A N/A N/A N/A N/A N/A N/A N/A N/A N/A N/A 181 90 1 2 54 27 0 0 190 95 0 3 13.5 0 1 0 0 0 0 0 0 0 1 0.1

E_8-12 Aircraft would be vectored, similar to 
the baseline, however they would only 
join the approach between 8nm and 
12nm. 

No IFP design issues are 
anticipated with this option as it 
relies on vectoring onto the ILS. 
Although new or revised safety 
assurances may be
needed, an acceptable safety 
argument is envisaged to be
achievable.  

Option has potential interactions 
with some departure routes 
however interactions are 
minimised with those departure 
routes that have been evolved to 
reduce interactions with arrivals. 

Supports the AMS through the 
most expeditious flow of traffic, 
accommodating demand and 
improving system resilience to 
the benefit of airspace users, 
where a sole reliance on PBN 
Arrivals is not expected to 
achieve this. 

An RMA is expected to be used 
in conjunction with PBN arrivals 
as part of a wider system design 
which could enable simplification, 
integration, safety and efficiency 
enhancements.

382 162 730 4502 34284 28400 During the day, aircraft would be vectored to join final 
approach in an area broadly within the existing swathe of 
concentration however as the joining area has been 
constrained to a 4nm band, there will be greater 
concentration of vectored tracks in this area compared 
to the baseline. At nighttime, Gatwick currently has a 
minimum joining point of 10nm between 2330 and 0600 
and therefore this option would result in overflight of new 
areas between 8nm and 10nm at night. 
It is expected that arrivals will achieve improved CDO 
performance which has the potential to improve noise.

No Aircraft would join final approach 
within the eastern part of the existing 
arrival swathe. At night aircraft would 
join closer than in the baseline. Track 
mileage is therefore expected to 
improve compared to the baseline 
(subject to integration with the 
airspace above 7000ft).  
It is expected that a reconfigured 
RMA would achieve improved CDO 
performance compared to the 
baseline. 
The option therefore is expected to 
have a positive benefit to fuel burn and 
CO2 emissions compared to the 
baseline. 

0 1.9 1 0.1 No additional 
CAS required

No significant GA 
impacts 
anticipated

A vectoring area with a 4nm 
joining area is currently untested 
and any impacts to capacity and 
landing rate will require further 
investigation as part of detailed 
design work at Stage 3. 

GA: No impact 
expected to GA 
operations outside 
CAS Commercial 
Airlines: Expected to 
have no change 
compared to the 
baseline subject to 
further investigation in 
Stage 3 

No training 
costs 
identified

No other 
costs 
identified

This option is 
not 
anticipated 
to change 
airport nor 
ANSP 
operational 
costs. It is 
expected 
that Gatwick 
will continue 
to require 
ILS within a 
modernised 
airspace. 

This option may lead to a change in the 
number of properties eligible for the 
noise insulation scheme which could lead 
to a change in operational costs. At this 
stage, without full system options of 
arrivals and departure routes, it is not 
possible to understand potential benefits 
or impacts to the 60dBA contour (which 
used as the basis for Gatwick's noise 
insulation scheme). There is therefore no 
differentiating factor between the 
options at this stage.

There will be costs associated with 
deployment however there is not 
expected to be any differences between 
the options. Quantified costs in terms of 
operational training and system upgrades 
will be determined in Stage 3.

Yes 0 0 814 0 0 0 0 814 0 0 36 36 35 24 1 4 6 5 0 1 21 17 0 5 2 0 0 0 0 0 0 0 0 0 1 0.1

E_9-13 Aircraft would be vectored, similar to 
the baseline, however they would only 
join the approach between 9nm and 
13nm. 

No IFP design issues are 
anticipated with this option as it 
relies on vectoring onto the ILS. 
Although new or revised safety 
assurances may be
needed, an acceptable safety 
argument is envisaged to be
achievable.  

Option has potential interactions 
with some departure routes 
however interactions are 
minimised with those departure 
routes that have been evolved to 
reduce interactions with arrivals. 

Supports the AMS through the 
most expeditious flow of traffic, 
accommodating demand and 
improving system resilience to 
the benefit of airspace users, 
where a sole reliance on PBN 
Arrivals is not expected to 
achieve this. 

An RMA is expected to be used 
in conjunction with PBN arrivals 
as part of a wider system design 
which could enable simplification, 
integration, safety and efficiency 
enhancements.

382 162 730 3731 29608 19737 During the day, aircraft would be vectored to join final 
approach in an area broadly within the existing swathe of 
concentration however as the joining area has been 
constrained to a 4nm band, there will be greater 
concentration of vectored tracks in this area compared 
to the baseline. At nighttime, Gatwick currently has a 
minimum joining point of 10nm between 2330 and 0600 
and therefore this option would result in overflight of new 
areas between 9nm and 10nm at night. 

No Aircraft would join final approach 
within the existing arrival swathe. At 
night aircraft would join closer than in 
the baseline. Track mileage is 
therefore expected to improve 
compared to the baseline (subject to 
integration with the airspace above 
7000ft).  
It is expected that PBN arrivals will 
achieve improved CDO performance 
compared to the baseline. 
The option therefore is expected to 
have a positive benefit to fuel burn and 
CO2 emissions compared to the 
baseline. 

0 0 1 0.1 No additional 
CAS required

No significant GA 
impacts 
anticipated

A vectoring area with a 4nm 
joining area is currently untested 
and any impacts to capacity and 
landing rate will require further 
investigation as part of detailed 
design work at Stage 3. 

GA: No impact 
expected to GA 
operations outside 
CAS Commercial 
Airlines: Expected to 
have no change 
compared to the 
baseline subject to 
further investigation in 
Stage 3 

No training 
costs 
identified

No other 
costs 
identified

This option is 
not 
anticipated 
to change 
airport nor 
ANSP 
operational 
costs. It is 
expected 
that Gatwick 
will continue 
to require 
ILS within a 
modernised 
airspace. 

This option may lead to a change in the 
number of properties eligible for the 
noise insulation scheme which could lead 
to a change in operational costs. At this 
stage, without full system options of 
arrivals and departure routes, it is not 
possible to understand potential benefits 
or impacts to the 60dBA contour (which 
used as the basis for Gatwick's noise 
insulation scheme). There is therefore no 
differentiating factor between the 
options at this stage.

There will be costs associated with 
deployment however there is not 
expected to be any differences between 
the options. Quantified costs in terms of 
operational training and system upgrades 
will be determined in Stage 3.

Yes 0 0 801 0 0 0 0 801 0 0 47 142 24 15 1 2 5 2 0 0 18 16 0 3 1.2 0 0 0 0 0 0 0 0 0 1 0.1

West

East



E_10-14 Aircraft would be vectored, similar to 
the baseline, however they would only 
join the approach between 10nm and 
14nm. 

No IFP design issues are 
anticipated with this option as it 
relies on vectoring onto the ILS. 
Although new or revised safety 
assurances may be
needed, an acceptable safety 
argument is envisaged to be
achievable.  

Option has potential interactions 
with some departure routes 
however interactions are 
minimised with those departure 
routes that have been evolved to 
reduce interactions with arrivals. 

Supports the AMS through the 
most expeditious flow of traffic, 
accommodating demand and 
improving system resilience to 
the benefit of airspace users, 
where a sole reliance on PBN 
Arrivals is not expected to 
achieve this. In this case of this 
joining band, the option may 
however have impacts in terms 
of fuel burn and CO2 emissions. 

An RMA is expected to be used 
in conjunction with PBN arrivals 
as part of a wider system design 
which could enable simplification, 
integration, safety and efficiency 
enhancements.

382 162 730 3020 21870 15116 Aircraft would be vectored to join final approach slightly 
west of the existing swathe of concentration. For some 
areas, this would introduce new overflight on a regular 
basis which is not seen in the baseline and, owing to the 
4nm joining band, the areas which are overflown in the 
baseline would see an increase in frequency of flights. 
It is expected that arrivals will achieve improved CDO 
performance. 

No Aircraft would join final approach 
slightly west of the existing arrival 
swathe. Depending on the location of 
the arrival delay mechanism above 
7000ft this option may marginally 
increase track mileage compared to 
the baseline. 
It is expected that a reconfigured 
RMA  will achieve improved CDO 
performance compared to the 
baseline however given 89.58% of 
Gatwick arrivals already achieve a 
CDO in the baseline, any benefits of 
this are unlikely to outweigh the 
increase in track mileage.

The option therefore is expected to 
have a negative impact to fuel burn 
and CO2 emissions compared to the 
baseline. 

0 0 1 0.1 No additional 
CAS required

No significant GA 
impacts 
anticipated

A vectoring area with a 4nm 
joining area is currently untested 
and any impacts to capacity and 
landing rate will require further 
investigation as part of detailed 
design work at Stage 3. 

GA: No impact 
expected to GA 
operations outside 
CAS Commercial 
Airlines: Expected to 
have no change 
compared to the 
baseline subject to 
further investigation in 
Stage 3 

No training 
costs 
identified

No other 
costs 
identified

This option is 
not 
anticipated 
to change 
airport nor 
ANSP 
operational 
costs. It is 
expected 
that Gatwick 
will continue 
to require 
ILS within a 
modernised 
airspace. 

This option may lead to a change in the 
number of properties eligible for the 
noise insulation scheme which could lead 
to a change in operational costs. At this 
stage, without full system options of 
arrivals and departure routes, it is not 
possible to understand potential benefits 
or impacts to the 60dBA contour (which 
used as the basis for Gatwick's noise 
insulation scheme). There is therefore no 
differentiating factor between the 
options at this stage.

There will be costs associated with 
deployment however there is not 
expected to be any differences between 
the options. Quantified costs in terms of 
operational training and system upgrades 
will be determined in Stage 3.

Yes 0 0 801 0 0 0 0 801 0 0 1540 265 17 11 1 3 2 1 0 0 19 14 0 4 0.7 0 0 0 0 0 0 0 0 0 1 0.1

E_11-15 Aircraft would be vectored, similar to 
the baseline, however they would only 
join the approach between 11nm and 
15nm.

No IFP design issues are 
anticipated with this option as it 
relies on vectoring onto the ILS. 
Although new or revised safety 
assurances may be
needed, an acceptable safety 
argument is envisaged to be
achievable.  

Feedback from NERL has 
indicated that this option has 
significant interactions with the 
flows of Farnborough and 
Heathrow traffic within the wider 
airspace. 

Supports the AMS through the 
most expeditious flow of traffic, 
accommodating demand and 
improving system resilience to 
the benefit of airspace users, 
where a sole reliance on PBN 
Arrivals is not expected to 
achieve this. In this case of this 
joining band, the option may 
however have impacts in terms 
of fuel burn and CO2 emissions. 

An RMA is expected to be used 
in conjunction with PBN arrivals 
as part of a wider system design 
which could enable simplification, 
integration, safety and efficiency 
enhancements.

382 162 730 2880 18189 6987 Aircraft would be vectored to join final approach west of 
the existing swathe of concentration and this would 
introduce new overflight on a regular basis for areas not 
overflown in the baseline.
It is expected that arrivals will achieve improved CDO 
performance. 

No Aircraft would join final approach west 
of the existing arrival swathe. Track 
mileage is therefore expected to 
increase compared to the baseline 
(subject to integration with the 
airspace above 7000ft).  
It is expected that a reconfigured 
RMA  will achieve improved CDO 
performance compared to the 
baseline however given 89.58% of 
Gatwick arrivals already achieve a 
CDO in the baseline, any benefits of 
this are unlikely to outweigh the 
increase in track mileage.

The option therefore is expected to 
have a negative impact to fuel burn 
and CO2 emissions compared to the 
baseline. 

0 0.8 1 0.1 No additional 
CAS required

No significant GA 
impacts 
anticipated

A vectoring area with a 4nm 
joining area is currently untested 
and any impacts to capacity and 
landing rate will require further 
investigation as part of detailed 
design work at Stage 3. 

GA: No impact 
expected to GA 
operations outside 
CAS Commercial 
Airlines: Expected to 
have no change 
compared to the 
baseline subject to 
further investigation in 
Stage 3 

No training 
costs 
identified

No other 
costs 
identified

This option is 
not 
anticipated 
to change 
airport nor 
ANSP 
operational 
costs. It is 
expected 
that Gatwick 
will continue 
to require 
ILS within a 
modernised 
airspace. 

This option may lead to a change in the 
number of properties eligible for the 
noise insulation scheme which could lead 
to a change in operational costs. At this 
stage, without full system options of 
arrivals and departure routes, it is not 
possible to understand potential benefits 
or impacts to the 60dBA contour (which 
used as the basis for Gatwick's noise 
insulation scheme). There is therefore no 
differentiating factor between the 
options at this stage.

There will be costs associated with 
deployment however there is not 
expected to be any differences between 
the options. Quantified costs in terms of 
operational training and system upgrades 
will be determined in Stage 3.

No 0 0 801 0 0 0 0 801 0 0 3029 784 13 5 1 1 1 0 0 0 23 8 0 3 3.2 0 0 0 0 0 0 0 0 0 1 0.1

E_12-16 Aircraft would be vectored, similar to 
the baseline, however they would only 
join the approach between 12nm and 
16nm.

No IFP design issues are 
anticipated with this option as it 
relies on vectoring onto the ILS. 
Although new or revised safety 
assurances may be
needed, an acceptable safety 
argument is envisaged to be
achievable. 

Feedback from NERL has 
indicated that this option has 
significant interactions with the 
flows of Farnborough and 
Heathrow traffic within the wider 
airspace. 

Supports the AMS through the 
most expeditious flow of traffic, 
accommodating demand and 
improving system resilience to 
the benefit of airspace users, 
where a sole reliance on PBN 
Arrivals is not expected to 
achieve this. In this case of this 
joining band, the option may 
however have impacts in terms 
of fuel burn and CO2 emissions. 

An RMA is expected to be used 
in conjunction with PBN arrivals 
as part of a wider system design 
which could enable simplification, 
integration, safety and efficiency 
enhancements.

382 162 730 2838 9431 5657 Aircraft would be vectored to join final approach west of 
the existing swathe of concentration and this would 
introduce new overflight on a regular basis for areas not 
overflown in the baseline.
It is expected that arrivals will achieve improved CDO 
performance. 

No Aircraft would join final approach west 
of the existing arrival swathe. Track 
mileage is therefore expected to 
increase compared to the baseline 
(subject to integration with the 
airspace above 7000ft).  
It is expected that a reconfigured 
RMA  will achieve improved CDO 
performance compared to the 
baseline however given 89.58% of 
Gatwick arrivals already achieve a 
CDO in the baseline, any benefits of 
this are unlikely to outweigh the 
increase in track mileage.

The option therefore is expected to 
have a negative impact to fuel burn 
and CO2 emissions compared to the 
baseline. 

0 3.7 1 0.1 No additional 
CAS required

No significant GA 
impacts 
anticipated

A vectoring area with a 4nm 
joining area is currently untested 
and any impacts to capacity and 
landing rate will require further 
investigation as part of detailed 
design work at Stage 3. 

GA: No impact 
expected to GA 
operations outside 
CAS Commercial 
Airlines: Expected to 
have no change 
compared to the 
baseline subject to 
further investigation in 
Stage 3 

No training 
costs 
identified

No other 
costs 
identified

This option is 
not 
anticipated 
to change 
airport nor 
ANSP 
operational 
costs. It is 
expected 
that Gatwick 
will continue 
to require 
ILS within a 
modernised 
airspace. 

This option may lead to a change in the 
number of properties eligible for the 
noise insulation scheme which could lead 
to a change in operational costs. At this 
stage, without full system options of 
arrivals and departure routes, it is not 
possible to understand potential benefits 
or impacts to the 60dBA contour (which 
used as the basis for Gatwick's noise 
insulation scheme). There is therefore no 
differentiating factor between the 
options at this stage.

There will be costs associated with 
deployment however there is not 
expected to be any differences between 
the options. Quantified costs in terms of 
operational training and system upgrades 
will be determined in Stage 3.

No 0 0 801 0 0 0 0 801 0 0 3984 1595 5 2 1 1 0 0 0 0 16 12 0 3 3.9 0 1 0 0 0 0 0 0 0 1 0.1



Option Description All - Safety All - Interdependences, conflicts & 
trade-offs

All - Airspace Modernisation Strategy Communities - 
Noise -
Indicative 
Partial 
Population 
Day LOAEL

Communities - 
Noise - 
Indicative 
Partial 
Population 
night LOAEL

Communities - 
Noise - N65 
(20)

Communities - 
Noise - N60 
(5)

Communities - 
Noise -
Population 
Overflight 
(Day) (1)

Communities - 
Noise -
Population 
Overflight 
(Night) (1)

Communities - Noise - Qualitative Communities - 
Air Quality -
Change 
below 1000ft

Wider Society 
- Greenhouse 
Gas Impact  - 
Track 
Mileage

Wider Society - Fuel Burn & Greenhouse Gas Impact  - 
Qualitative

Wider Society 
- Tranquillity - 
Total Area 
(AONBs & 
National 
Parks) N65 
(20) (km2)

Wider Society 
- Tranquillity - 
Total Area 
(AONBs & 
National 
Parks) 
overflown 
(20) (km2)

Wider Society 
- Biodiversity - 
Number of 
sites 
overflown 
between 0 - 
1640ft
(RAMSAR, 
SEC, SPA, 
SSSI)

Wider Society 
- Biodiversity - 
Area of sites 
overflown 
between 0 - 
1640ft
(RAMSAR, 
SEC, SPA, 
SSSI)

General Aviation - Access - 
CAS (Better or worse than 
baseline)

General 
Aviation - 
Access -
Qualitative 
Assessment 
of 
benefits/impa
cts to GA 
access

Capacity/Resilience Economic Impact from 
increase effective capacity

Commercial Airlines - 
Training Costs

Commercial 
Airlines - 
Other Costs

Airport / ANSP - Infrastructure Costs Airport / ANSP - 
Operational 
Costs

Airport / ANSP 
- Deployment 
Costs

Taken to 
Stage 3?

Communities - 
Noise -Above 
LOAEL with 
greater than 
3dB increase 
(daytime)

Communities - 
Noise -Above 
LOAEL with 
greater than 
1dB increase 
(daytime)

Communities - 
Noise -
Negligible 
change (less 
than 1dB)

Communities - 
Noise -Above 
LOAEL with 
greater than 
1dB decrease 
(daytime)

Communities - 
Noise -Above 
LOAEL with 
greater than 
3dB decrease 
(daytime)

Communities - 
Noise -Above 
LOAEL with 
greater than 
3dB increase 
(night-time)

Communities - 
Noise -Above 
LOAEL with 
greater than 
1dB increase 
(night-time)

Communities - 
Noise -
Negligible 
change (less 
than 1dB)

Communities - 
Noise -Above 
LOAEL with 
greater than 
1dB decrease 
(night-time)

Communities - 
Noise -Above 
LOAEL with 
greater than 
3dB decrease 
(night-time)

Communities - 
Noise -
Population 
Newly 
overflown 
(Day) (1)

Communities - 
Noise -
Population 
Newly 
overflown 
(Night) (1)

Communities - 
Noise -Schools 
Overflight 0-
7000ft
Day (1)

Communities - 
Noise -Schools 
Overflight 0-
7000ft
Night (1)

Communities - 
Noise -Schools
LAMax 65dB 
day (20)

Communities - 
Noise -Schools
LAMax 60dB (5)

Communities - 
Noise -
Hospitals 
Overflight 0-
7000ft
Day (1)

Communities - 
Noise -
Hospitals 
Overflight 0-
7000ft
Night (1)

Communities - 
Noise -
HospitalsLAMa
x 65dB day (20)

Communities - 
Noise -
HospitalsLAMa
x 60dB (5)

Communities - 
Noise -Places 
of worship
Overflight 0-
7000ft
Day (1)

Communities - 
Noise -Places 
of worship
Overflight 0-
7000ft
Night (1)

Communities - 
Noise -Places 
of worship
LAMax 65dB 
day (20)

Communities - 
Noise -Places 
of worship
LAMax 60dB (5)

Wider Society - 
Tranquillity - 
Total area of 
Parks & 
Gardens 
Overflown (1)

Wider Society - 
Tranquillity - 
Total area of 
Parks & 
Gardens 
experiencing 
events of more 
than N65 (20)

Wider Society - 
Tranquillity - -
Parks and 
Gardens -
Number of 
sites overflown 
between 0 - 
7000ft (1)

Wider Society - 
Tranquillity - 
Number of 
sites 
experiencing 
N65 (20)

Wider Society - 
Biodiversity - 
RAMSAR 
Number of 
sites overflown 
between 0-
1640ft

Wider Society - 
Biodiversity - 
RAMSAR
Area of sites 
overflown 
between 0-
1640ft

Wider Society - 
Biodiversity - 
SAC Number of 
sites overflown 
between
 0-1640ft

Wider Society - 
Biodiversity - 
SAC
Area of sites 
overflown 
between 0-
1640ft

Wider Society - 
Biodiversity - 
SPA
Number of 
sites overflown 
between 0-
1640ft

Wider Society - 
Biodiversity - 
SPA
Area of sites 
overflown 
between 0-
1640ft

Wider Society - 
Biodiversity - 
SSSI
Number of 
sites overflown 
between 0-
1640ft

Wider Society - 
Biodiversity - 
SSSI Area of 
sites overflown 
between 0-
1640ft

Baseline WA_BL 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. 
For more information, please see 
Gatwick's Stage 2A document

At the current traffic levels there are no 
safety concerns however future traffic 
growth could lead to increased 
complexity and workload for ATC and 
Pilots. This could lead to traffic levels 
within the LTMA being capped or 
increased ground holding, in order to 
maintain safety. 

Some Gatwick arrivals share 
interdependencies with Heathrow and 
Biggin Hill however this mostly occurs 
above 7000ft within the network airspace. 
In the baseline scenarios, Gatwick's 
arrivals constrain Gatwick's SIDs - 
particularly the westerly left turn WIZAD 
SID which can only be used on a tactical 
basis. 

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.

7244 3635 5955 11819 399727 340417 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. Between 23.30 and 06.00, aircraft shall 
not join final approach (join the centre-line) below 3,000ft 
or closer than 10nm from touchdown. Before landing at 
the aerodrome aircraft maintain as high an altitude as 
practicable and shall not fly over the congested areas of 
Crawley, East Grinstead, Horley and Horsham at an 
altitude of less than 3000ft nor over the congested area of 
Lingfield at an altitude of less than 2000ft. 
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. 

No change Quantified 
comparison 
against the 
baseline will be 
undertaken in 
Stage 3 
following 
integration with 
the network 
airspace 
above 7000ft.

Today westerly arrivals are vectored onto final approach, creating 
a broad swathe of traffic and variations in the track mileage 
beyond the holds. Between 06:00 - 2330, aircraft join final 
approach from 8nm and beyond. Between 2330-0600 aircraft join 
from 10nm and beyond.

2.2 906.9 0 0 Do nothing will not change 
CAS

Do nothing will 
not change GA 
access

Do nothing will not change 
capacity

No change No change No change No change No change Not required n/a N/A N/A N/A N/A N/A N/A N/A N/A N/A N/A N/A N/A 331 275 11 18 117 95 1 3 331 252 9 12 44.1 0.6 1 1 0 0 0 0 0 0 0 0

WAA This PBN arrival option joins the final 
approach at c.10nm. When developing 
this option there was a focus on meeting 
DP3 (limit adverse noise effects) and 
minimising total population overflown also 
considering DP1, DP2, DP5, DP7, DP8, 
DP9 and the AMS. 

No IFP design issues are anticipated with 
this option. There is precedent for PBN to 
ILS procedures in the UK. 

No safety concerns with the use of a 
single PBN approach transition onto final 
approach, assuming adequate separation 
from all other routes

Option has potential interactions with 
some departure routes however 
interactions are minimised with those 
departure routes that have been evolved 
to reduce interactions with arrivals. 

Supports the AMS through the 
implementation of PBN arrivals which 
would be for noise and environmental 
mitigation purposes as set out in the 
Government’s Air Navigation Guidance. 
PBN arrivals are expected to be used in 
conjunction with an RMA as part of a 
wider system design where they could 
enable simplification, integration, safety 
and efficiency enhancements.

7533 3146 6064 11140 7280 7280 This option is located within the main arrival swathe 
however compared to the baseline a single PBN arrival 
transition has the potential to create significant 
concentration. This will be dependent on the level of 
vectoring also required which will be explored in further 
detail as part of Stage 3 should the option progress. It is 
expected that arrivals will achieve improved CDO 
performance which has the potential to improve noise. 

No 43.6 This PBN arrival option joins final approach within the existing 
arrival swathe. Track mileage is therefore expected to remain 
broadly the same as the baseline with the potential for 
improvements owing to the more direct route from the south 
(subject to integration with the airspace above 7000ft).  
It is expected that PBN arrivals will achieve improved CDO 
performance compared to the baseline. 
The option therefore is expected to have a positive benefit to fuel 
burn and CO2 emissions compared to the baseline. 

4.3 62.4 0 0 Not expected to require 
additional CAS.

No significant 
GA impacts 
anticipated

This option is not expected to 
offer a benefit or impact to 
capacity/resilience compared 
to the baseline if available 
alongside a RMA (vectoring 
area). 

GA: No impact expected to GA 
operations outside CAS 
Commercial Airlines: No 
change compared to the 
baseline. 

No training costs identified No other costs 
identified

This option is not anticipated to change 
airport nor ANSP operational costs. It is 
expected that Gatwick will continue to 
require ILS and other ground based 
infrastructure even with the 
implementation of PBN arrival 
procedures.

Yes 202 373 8910 0 0 926 1132 8910 0 0 125 173 9 9 12 16 3 3 2 2 13 13 9 14 3.6 0.1 1 1 0 0 0 0 0 0 0 0

WAC This PBN arrival option joins the final 
approach at c.6.5nm. When developing 
this option there was a focus on meeting 
DP3 (limit adverse noise effects), DP6 
(Optimise Use of Aircraft Capabilities) 
and minimising total population overflown 
whilst also considering DP1, DP2, DP4, 
DP5, DP7, DP8, DP9 and the AMS.

This option joins final approach at 
c.6.5nm  which raises IFP design issues 
as a PBN to ILS transition.  

No safety concerns with the use of a 
single PBN approach transition onto final 
approach, assuming adequate separation 
from all other routes

Although some westerly departure routes 
have been evolved to reduce interactions 
with arrivals, due to the position of the join 
onto final approach, further investigation 
would be required to resolve the 
interactions of this option with any left 
turn wrap around westerly departures. 
Options with shorter final approaches are 
more likely to have interactions with 
departures which may require resolution 
through reduced CCO/CDO 
performance. 

Supports the AMS through the 
implementation of PBN arrivals which 
would be for noise and environmental 
mitigation purposes as set out in the 
Government’s Air Navigation Guidance. 
PBN arrivals are expected to be used in 
conjunction with an RMA as part of wider 
a system design which could enable 
simplification, integration, safety and 
efficiency enhancements.

6872 3237 5615 11787 19393 19393 As this option cannot be operated as a PBN-ILS transition, 
the frequency it could be used is reduced and therefore 
noise benefits are unlikely to be realised compared to 
other options where a PBN-ILS transition is available. This 
option is outside of the existing airspace arrangements as 
it joins final approach closer than today, creating areas of 
new overflight compared to the baseline. 
It is expected that arrivals will achieve improved CDO 
performance which has the potential to improve noise. 

No 39.7 This PBN arrival option joins final approach to the west of the 
existing arrival swathe at c.6.5nm. Track mileage is therefore 
expected to be improved compared to the baseline (subject to 
integration with the airspace above 7000ft).  
It is expected that PBN arrivals will achieve improved CDO 
performance compared to the baseline. 
The option therefore is expected to have a positive benefit to fuel 
burn and CO2 emissions compared to the baseline. 

9.7 43.4 0 0 Not expected to require 
additional CAS.

No significant 
GA impacts 
anticipated

Route joins at c.6.5nm which 
is not possible to operate as an 
RNP to ILS transition. 
The closer join onto final 
approach is expected to 
impact arrival spacing and 
runway throughput. In order to 
manage this, ATC would 
vector aircraft more frequently. 

GA: No impact expected to GA 
operations outside CAS 
Commercial Airlines: The 
capacity assessment has 
identified the option may 
impact capacity and therefore 
it is expected there would be 
assosiated economic impacts 
as a result of reduced runway 
throughput.  

No training costs identified No other costs 
identified

This option is not anticipated to change 
airport nor ANSP operational costs. It is 
expected that Gatwick will continue to 
require ILS and other ground based 
infrastructure even with the 
implementation of PBN arrival 
procedures.

No 561 656 7474 320 0 1565 1706 7474 78 24 280 519 18 18 10 17 6 6 1 2 18 18 8 12 0.6 0 1 1 0 0 0 0 0 0 0 0

WAF This PBN arrival option joins the final 
approach at c.11.5nm. When developing 
this option there was a focus on meeting 
DP3 (limit adverse noise effects) and 
minimising population newly overflown 
whilst also considering DP1, DP2, DP4, 
DP5, DP7, DP8, DP9 and the AMS.

No IFP design issues are anticipated with 
this option. There is precedent for PBN to 
ILS procedures in the UK. 

No safety concerns with the use of a 
single PBN approach transition onto final 
approach, assuming adequate separation 
from all other routes

Option has potential interactions with 
some departure routes however 
interactions are minimised with those 
departure routes that have been evolved 
to reduce interactions with arrivals. 

Supports the AMS through the 
implementation of PBN arrivals which 
would be for noise and environmental 
mitigation purposes as set out in the 
Government’s Air Navigation Guidance. 
PBN arrivals are expected to be used in 
conjunction with an RMA as part of a 
wider system design where they could 
enable simplification, integration, safety 
and efficiency enhancements.

7386 3146 5923 15094 15779 15779 This option is located within the main arrival swathe 
however compared to the baseline a single PBN arrival 
transition has the potential to create significant 
concentration. This will be dependent on the level of 
vectoring also required which will be explored in further 
detail as part of Stage 3 should the option progress. It is 
expected that arrivals will achieve improved CDO 
performance which has the potential to improve noise. 

No 45.8 This PBN arrival option joins final approach within the existing 
arrival swathe. Track mileage is therefore expected to remain 
broadly the same as the baseline (subject to integration with the 
airspace above 7000ft).  
It is expected that PBN arrivals will achieve improved CDO 
performance compared to the baseline. 
The option therefore is expected to have a positive benefit to fuel 
burn and CO2 emissions compared to the baseline. 

2.6 63.9 0 0 Not expected to require 
additional CAS.

No significant 
GA impacts 
anticipated

This option is not expected to 
offer a benefit or impact to 
capacity/resilience compared 
to the baseline if available 
alongside a RMA (vectoring 
area). 

GA: No impact expected to GA 
operations outside CAS 
Commercial Airlines: No 
change compared to the 
baseline. 

No training costs identified No other costs 
identified

This option is not anticipated to change 
airport nor ANSP operational costs. It is 
expected that Gatwick will continue to 
require ILS and other ground based 
infrastructure even with the 
implementation of PBN arrival 
procedures.

Yes 166 340 8963 0 0 1682 2033 8963 0 0 125 173 18 18 11 23 9 9 2 6 18 18 9 20 5.2 0.8 1 1 0 0 0 0 0 0 0 0

WAH This PBN arrival option joins the final 
approach at c.9.5nm. When developing 
this option there was a focus on meeting 
DP3 (limit adverse noise effects), DP6 
(Optimise Use of Aircraft Capabilities) 
and minimising population newly 
overflown whilst also considering DP1, 
DP2, DP4, DP5, DP7, DP8, DP9 and the 
AMS.

No IFP design issues are anticipated with 
this option. There is precedent for PBN to 
ILS procedures in the UK. 

No safety concerns with the use of a 
single PBN approach transition onto final 
approach, assuming adequate separation 
from all other routes

Option has potential interactions with 
some departure routes however 
interactions are minimised with those 
departure routes that have been evolved 
to reduce interactions with arrivals. 

Supports the AMS through the 
implementation of PBN arrivals which 
would be for noise and environmental 
mitigation purposes as set out in the 
Government’s Air Navigation Guidance. 
PBN arrivals are expected to be used in 
conjunction with an RMA as part of a 
wider system design where they could 
enable simplification, integration, safety 
and efficiency enhancements.

7389 3069 5589 11052 7696 7696 This option offers a lateral change in approach compared 
to the baseline however large parts of the option remain 
within the baseline swathe including the turn onto final 
approach. 
At night, this option would introduce some new overflight 
compared to the baseline as aircraft would join final 
approach under 10nm. 

Compared to the baseline, a single PBN arrival transition 
has the potential to create significant concentration. This 
will be dependent on the level of vectoring also required 
which will be explored in further detail as part of Stage 3 
should the option progress. It is expected that arrivals will 
achieve improved CDO performance which has the 
potential to improve noise.

No 43.0 This PBN arrival option joins final approach within the existing 
arrival swathe. Track mileage is therefore expected to remain 
broadly the same as the baseline with the potential for 
improvements owing to the more direct route from the south 
(subject to integration with the airspace above 7000ft).  
It is expected that PBN arrivals will achieve improved CDO 
performance compared to the baseline. 
The option therefore is expected to have a positive benefit to fuel 
burn and CO2 emissions compared to the baseline. 

4.6 58.8 0 0 Not expected to require 
additional CAS.

No significant 
GA impacts 
anticipated

This option is not expected to 
offer a benefit or impact to 
capacity/resilience compared 
to the baseline if available 
alongside a RMA (vectoring 
area). 

GA: No impact expected to GA 
operations outside CAS 
Commercial Airlines: No 
change compared to the 
baseline. 

No training costs identified No other costs 
identified

This option is not anticipated to change 
airport nor ANSP operational costs. It is 
expected that Gatwick will continue to 
require ILS and other ground based 
infrastructure even with the 
implementation of PBN arrival 
procedures.

Yes 144 315 8813 0 0 868 1111 8813 43 0 125 173 11 11 12 16 3 3 1 2 14 14 9 13 3 0 1 1 0 0 0 0 0 0 0 0

WAK This PBN arrival option joins the final 
approach at c.8.0nm. This option was 
developed following stakeholder feedback 
where there was a request for an option 
that joins the final approach between 7 – 
9nm. When developing this option, there 
was a focus on DP3 and balancing total 
population overflown and population newly 
overflown as this also formed part of the 
same feedback. DP1, DP2, DP4, DP5, 
DP7, DP8, DP9 and the AMS were also 
considered. 

No IFP design issues are anticipated with 
this option. There is precedent for PBN to 
ILS procedures in the UK. 

No safety concerns with the use of a 
single PBN approach transition onto final 
approach, assuming adequate separation 
from all other routes

Option has potential interactions with 
some departure routes however 
interactions are minimised with those 
departure routes that have been evolved 
to reduce interactions with arrivals. 

Supports the AMS through the 
implementation of PBN arrivals which 
would be for noise and environmental 
mitigation purposes as set out in the 
Government’s Air Navigation Guidance. 
PBN arrivals are expected to be used in 
conjunction with an RMA as part of a 
wider system design where they could 
enable simplification, integration, safety 
and efficiency enhancements.

7405 3237 6065 11569 12885 12885 This option is located slightly west of the main swathe of 
concentration within the baseline however it is within an 
area overflown today. At night, this option would introduce 
new overflight compared to the baseline as aircraft would 
join final approach under 10nm.
A single PBN arrival transition has the potential to create 
significant concentration. This will be dependent on the 
level of vectoring also required which will be explored in 
further detail as part of Stage 3 should the option 
progress. It is expected that arrivals will achieve improved 
CDO performance which has the potential to improve 
noise. 

No 41.9 This PBN arrival option joins final approach on the western edge 
of the existing arrival swathe at c.8nm. Track mileage is therefore 
expected to be improved compared to the baseline (subject to 
integration with the airspace above 7000ft).  
It is expected that PBN arrivals will achieve improved CDO 
performance compared to the baseline. 
The option therefore is expected to have a positive benefit to fuel 
burn and CO2 emissions compared to the baseline. 

7 47.9 0 0 Not expected to require 
additional CAS.

No significant 
GA impacts 
anticipated

This option is not expected to 
offer a benefit or impact to 
capacity/resilience compared 
to the baseline if available 
alongside a RMA (vectoring 
area). 

GA: No impact expected to GA 
operations outside CAS 
Commercial Airlines: No 
change compared to the 
baseline. 

No training costs identified No other costs 
identified

This option is not anticipated to change 
airport nor ANSP operational costs. It is 
expected that Gatwick will continue to 
require ILS and other ground based 
infrastructure even with the 
implementation of PBN arrival 
procedures.

Yes 883 995 7759 15 0 2366 2478 7759 87 0 125 583 15 15 11 16 4 4 1 2 14 14 10 14 0 0 1 1 0 0 0 0 0 0 0 0

WAL This PBN arrival option joins the final 
approach at c.8.0nm. This option was 
developed following stakeholder feedback 
where there was a request for an option 
that joins the final approach between 7 – 
9nm. When developing this option, there 
was a focus on DP3, DP6 and balancing 
total population overflown and population 
newly overflown as this also formed part 
of the same feedback. DP1, DP2, DP4, 
DP5, DP7, DP8, DP9 and the AMS were 
also considered.

No IFP design issues are anticipated with 
this option. There is precedent for PBN to 
ILS procedures in the UK. 

No safety concerns with the use of a 
single PBN approach transition onto final 
approach, assuming adequate separation 
from all other routes

Option has potential interactions with 
some departure routes however 
interactions are minimised with those 
departure routes that have been evolved 
to reduce interactions with arrivals. 

Supports the AMS through the 
implementation of PBN arrivals which 
would be for noise and environmental 
mitigation purposes as set out in the 
Government’s Air Navigation Guidance. 
PBN arrivals are expected to be used in 
conjunction with an RMA as part of wider 
a system design which could enable 
simplification, integration, safety and 
efficiency enhancements.

7344 3237 6089 11293 7760 7760 This option is located slightly west of the main swathe of 
concentration within the baseline however it is within an 
area overflown today
A single PBN arrival transition has the potential to create 
significant concentration. This will be dependent on the 
level of vectoring also required which will be explored in 
further detail as part of Stage 3 should the option 
progress. It is expected that arrivals will achieve improved 
CDO performance which has the potential to improve 
noise. 

No 40.9 This PBN arrival option joins final approach on the western edge 
of the existing arrival swathe at c.8nm and the option route 
relatively directly from the south. Track mileage is therefore 
expected to be improved compared to the baseline (subject to 
integration with the airspace above 7000ft).  
It is expected that PBN arrivals will achieve improved CDO 
performance compared to the baseline. 
The option therefore is expected to have a positive benefit to fuel 
burn and CO2 emissions compared to the baseline. 

7 62.3 0 0 Not expected to require 
additional CAS.

No significant 
GA impacts 
anticipated

This option is not expected to 
offer a benefit or impact to 
capacity/resilience compared 
to the baseline if available 
alongside a RMA (vectoring 
area). 

GA: No impact expected to GA 
operations outside CAS 
Commercial Airlines: No 
change compared to the 
baseline. 

No training costs identified No other costs 
identified

This option is not anticipated to change 
airport nor ANSP operational costs. It is 
expected that Gatwick will continue to 
require ILS and other ground based 
infrastructure even with the 
implementation of PBN arrival 
procedures.

Yes 910 1022 7759 49 0 2221 2333 7759 87 0 125 583 10 10 11 17 2 2 1 2 11 11 10 14 2.1 0 1 1 0 0 0 0 0 0 0 0

WAO This PBN arrival option joins the final 
approach at c.7.0nm and it was 
developed following stakeholder 
feedback. When developing this option 
there was a focus on meeting DP3 and 
DP6 whilst balancing population 
overflown against minimising population 
newly overflown DP1, DP2, DP4, DP5, 
DP7, DP8, DP9 and the AMS were also 
considered. 

This option joins final approach at c.7nm  
which raises IFP design issues as a PBN 
to ILS transition.  
 
No safety concerns with the use of a 
single PBN approach transition onto final 
approach, assuming adequate separation 
from all other routes

Although some westerly departure routes 
have been evolved to reduce interactions 
with arrivals, due to the position of the join 
onto final approach, further investigation 
would be required to resolve the 
interactions of this option with any left 
turn wrap around westerly departures. 
Options with shorter final approaches are 
more likely to have interactions with 
departures which may require resolution 
through reduced CCO/CDO 
performance. 

Supports the AMS through the 
implementation of PBN arrivals which 
would be for noise and environmental 
mitigation purposes as set out in the 
Government’s Air Navigation Guidance. 
PBN arrivals are expected to be used in 
conjunction with an RMA as part of wider 
a system design which could enable 
simplification, integration, safety and 
efficiency enhancements.

6594 3237 5737 11247 7303 7303 As this option cannot be operated as a PBN-ILS transition, 
the frequency it could be used is reduced and therefore 
noise benefits are unlikely to be realised compared to 
other options where a PBN-ILS transition is available. This 
option is outside of the existing airspace arrangements as 
it joins final approach closer than today, creating areas of 
new overflight compared to the baseline. It is expected 
that arrivals will achieve improved CDO performance. 

No 39.6 This PBN arrival option joins final approach to the west of the 
existing arrival swathe at c.7nm. Track mileage is therefore 
expected to be improved compared to the baseline (subject to 
integration with the airspace above 7000ft).  
It is expected that PBN arrivals will achieve improved CDO 
performance compared to the baseline. 
The option therefore is expected to have a positive benefit to fuel 
burn and CO2 emissions compared to the baseline. 

8.7 43.6 0 0 Not expected to require 
additional CAS.

No significant 
GA impacts 
anticipated

Route joins at c.7nm which is 
not possible to operate as an 
RNP to ILS transition. The 
closer join onto final approach 
is expected to impact arrival 
spacing and runway 
throughput. In order to manage 
this, ATC would vector aircraft 
more frequently. 

GA: No impact expected to GA 
operations outside CAS 
Commercial Airlines: The 
capacity assessment has 
identified the option may 
impact capacity and therefore 
it is expected there would be 
assosiated economic impacts 
as a result of reduced runway 
throughput. 

No training costs identified No other costs 
identified

This option is not anticipated to change 
airport nor ANSP operational costs. It is 
expected that Gatwick will continue to 
require ILS and other ground based 
infrastructure even with the 
implementation of PBN arrival 
procedures.

No 366 498 7442 53 0 1473 1564 7442 215 73 250 557 8 8 10 15 1 1 1 1 10 10 8 14 0.1 0 1 1 0 0 0 0 0 0 0 0

WAP This PBN arrival option joins the final 
approach at c.3nm. It aims to follow the 
areas of high road/rail noise as outlined 
on DEFRA’s noise mapping. This option 
was developed following stakeholder 
feedback and aimed to meet DP1, DP2, 
DP3, DP4, DP5, DP7, DP8, DP9 and the 
AMS. 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 these routes would need to 
be operated alongside other arrival 
options.

New safety assurances would be 
required for the RNP-AR arrivals which 
have not yet been implemented in the UK. 
The turn onto final approach is close to 
the regulatory limits and would require 
further investigation as part of IFP Design 
and flyability assessment in Stage 3 
should this option progress. 

Option has interactions with some 
departure routes that would be complex 
to integrate. This is due to the later turn 
onto final approach which results in the 
arrivals being in closer proxity to 
departing traffic where it is difficult to 
main required separation standards 
between routes.

This option is expected to increase 
population experiencing adverse noise 
effects whereas there are other options 
which better align with the AMS 
objectives by performing either similarly 
or better than the baseline in terms of 
population within the indicative partial 
LOAEL. The option could offer some Fuel 
Burn / CO2 savings for those aircraft able 
to operate an RNP-AR approach. PBN 
arrivals are expected to be used in 
conjunction with an RMA as part of wider 
a system design where they could enable 
simplification, integration, safety and 
efficiency enhancements.

25822 3933 21341 49176 36252 36252 This option uses RNP-AR which impacts the frequency 
the option can be operated and therefore the amount of 
benefits/impacts the option can realise. 

Although it has been developed following stakeholder 
feedback regarding ambient noise, there is currently no 
mechanism for assessing ambient noise, and the noise 
metrics required by CAP1616 and government policy 
suggest a significant increase in the number of people 
adversely affected by noise. 

This option is outside of the existing airspace 
arrangements as it joins final approach closer than today, 
creating areas of new overflight compared to the baseline. 
It is expected that arrivals will achieve improved CDO 
performance. 

No 36.6 This PBN (RNP AR) arrival option joins final approach to the west 
of the existing arrival swathe at c.3nm. Track mileage is therefore 
expected to be improved compared to the baseline (subject to 
integration with the airspace above 7000ft).  
It is expected that PBN arrivals will achieve improved CDO 
performance compared to the baseline. 
The option therefore is expected to have a positive benefit to fuel 
burn and CO2 emissions compared to the baseline. 

11.7 24.9 0 0 Not expected to require 
additional CAS.

No significant 
GA impacts 
anticipated

Route joins at c.3nm which 
can only be operated as an 
RNP-AR transition. The closer 
join onto final approach is 
expected to impact arrival 
spacing and runway 
throughput. In order to manage 
this, ATC would vector aircraft 
more frequently and this option 
would also be expected to be 
used alongside an alternative 
PBN arrival option available to 
all aircraft. 

GA: No impact expected to GA 
operations outside CAS 
Commercial Airlines: The 
capacity assessment has 
identified the option may 
impact capacity and therefore 
it is expected there would be 
assosiated economic impacts 
as a result of reduced runway 
throughput. 

The introduction of an RNP-AR 
route could result in additional 
costs for airlines not already 
approved. It is understood that 
aircraft manufacturer 
approvals/certification can be 
as much as $60,000 per aircraft 
frame therefore there will be a 
cost to airlines to train crews in 
order to operate the RNP-AR 
route if they are not already 
approved, however this route 
could not be mandatory and 
airlines could choose whether 
the benefits of the route balance 
with any costs before choosing 
to operate it.

No other costs 
identified

This option is not anticipated to change 
airport nor ANSP operational costs. It is 
expected that Gatwick will continue to 
require ILS and other ground based 
infrastructure even with the 
implementation of PBN arrival 
procedures.

No 24222 24503 1653 80 65 34526 34863 1653 124 96 11084 13851 24 24 16 38 10 10 7 14 24 24 13 32 1.6 0.2 1 1 0 0 0 0 0 0 0 0

WAQ This PBN arrival option joins the final 
approach at c.3nm. It aims to follow the 
areas of high road/rail noise as outlined 
on DEFRA’s noise mapping. This option 
was developed following stakeholder 
feedback and aimed to meet DP1, DP2, 
DP3, DP4, DP5, DP6, DP7, DP8, DP9 
and the AMS. 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 these routes would 
need to be operated alongside other 
arrival options.

New safety assurances would be 
required for the RNP-AR arrivals which 
have not yet been implemented in the UK. 
The turn onto final approach is close to 
the regulatory limits and would require 
further investigation as part of IFP Design 
and flyability assessment in Stage 3 
should this option progress. 

Option has interactions with some 
departure routes that would be complex 
to integrate. This is due to the later turn 
onto final approach which results in the 
arrivals being in closer proxity to 
departing traffic where it is difficult to 
main required separation standards 
between routes.

This option is expected to increase 
population experiencing adverse noise 
effects whereas there are other options 
which better align with the AMS 
objectives by performing either similarly 
or better than the baseline in terms of 
population within the indicative partial 
LOAEL. The option could offer some Fuel 
Burn / CO2 savings for those aircraft able 
to operate an RNP-AR approach. PBN 
arrivals are expected to be used in 
conjunction with an RMA as part of wider 
a system design where they could enable 
simplification, integration, safety and 
efficiency enhancements.

26326 4028 21170 33935 21510 21510 This option uses RNP-AR which impacts the frequency 
the option can be operated and therefore the amount of 
benefits/impacts the option can realise. 

Although it has been developed following stakeholder 
feedback regarding ambient noise, there is currently no 
mechanism for assessing ambient noise, and the noise 
metrics required by CAP1616 and government policy 
suggest a significant increase in the number of people 
adversely affected by noise. 

This option is outside of the existing airspace 
arrangements as it joins final approach closer than today, 
creating areas of new overflight compared to the baseline. 
It is expected that arrivals will achieve improved CDO 
performance. 

No 36.1 This PBN (RNP AR) arrival option joins final approach to the west 
of the existing arrival swathe at c.3nm. Track mileage is therefore 
expected to be improved compared to the baseline (subject to 
integration with the airspace above 7000ft).  
It is expected that PBN arrivals will achieve improved CDO 
performance compared to the baseline. 
The option therefore is expected to have a positive benefit to fuel 
burn and CO2 emissions compared to the baseline

11.5 25.9 0 0 Not expected to require 
additional CAS.

No significant 
GA impacts 
anticipated

Route joins at c.3nm which 
can only be operated as an 
RNP-AR transition. The closer 
join onto final approach is 
expected to impact arrival 
spacing and runway 
throughput. In order to manage 
this, ATC would vector aircraft 
more frequently and this option 
would also be expected to be 
used alongside an alternative 
PBN arrival option available to 
all aircraft

GA: No impact expected to GA 
operations outside CAS 
Commercial Airlines: The 
capacity assessment has 
identified the option may 
impact capacity and therefore 
it is expected there would be 
assosiated economic impacts 
as a result of reduced runway 
throughput. 

The introduction of an RNP-AR 
route could result in additional 
costs for airlines not already 
approved. It is understood that 
aircraft manufacturer 
approvals/certification can be 
as much as $60,000 per aircraft 
frame therefore there will be a 
cost to airlines to train crews in 
order to operate the RNP-AR 
route if they are not already 
approved, however this route 
could not be mandatory and 
airlines could choose whether 
the benefits of the route balance 
with any costs before choosing 
to operate it.

No other costs 
identified

This option is not anticipated to change 
airport nor ANSP operational costs. It is 
expected that Gatwick will continue to 
require ILS and other ground based 
infrastructure even with the 
implementation of PBN arrival 
procedures.

No 24880 25188 1619 80 58 30549 30891 1619 172 137 11218 14788 14 14 16 25 5 5 7 9 19 19 13 20 0.6 0.2 1 1 0 0 0 0 0 0 0 0

WAD 
(Routes 
from south 
only - see 
below for 
assessmen
t of routes 
from the 
north)

These two arrival routes from the south 
join final approach at Route C: c.11nm, 
Route D: c.9.5nm. 
When developing this option there was a 
focus on meeting DP3 (limit adverse 
noise effects), DP7 (Long term 
predictability and adaptability) and 
minimise total population overflown whilst 
also considering DP1, DP2, DP4, DP5, 
DP7, DP8, DP9 and the AMS.

No IFP design issues are anticipated with 
this option.  

The more approaches available. the 
higher the changes of a safety error by 
ATC or Pilots. In order to mitigate this 
risk, additional assurance work would be 
required with a safety argument 
generated. This expected to be 
achievable but would require further 
investigation as part of Stage 3 activity 
should this option progress. 

Routes from the south have  potential 
interactions with some departure routes 
however interactions are minimised with 
those departure routes that have been 
evolved to reduce interactions with 
arrivals. 

The eastern most route from the south 
may require refinement from 5000ft+ to 
integrate with the airspace above 7000ft; 
this would be explored in further detail 
should the option progress.

Supports the AMS through the 
implementation of PBN arrivals which 
would be for noise and environmental 
mitigation purposes as set out in the 
Government’s Air Navigation Guidance. 
PBN arrivals are expected to be used in 
conjunction with an RMA as part of wider 
a system design which could enable 
simplification, integration, safety and 
efficiency enhancements.

7314 3146 5925 14299 14980 14980 The two routes within this option are located broadly within 
the baseline main swathe of concentration. At night, one 
route would introduce new overflight compared to the 
baseline as aircraft would join final approach under 10nm.  
Compared to the baseline, PBN arrival transitions have 
the potential to create significant concentration however 
this option offers some noise sharing. There may also be 
dispersal around the routes and this will be dependent on 
the level of vectoring required which will be explored in 
further detail as part of Stage 3 should the option 
progress. It is expected that arrivals will achieve improved 
CDO performance which has the potential to improve 
noise.

No 45.7 Both routes join final approach within the existing arrival swathe 
and track mileage is expected to be broadly similar compared to 
the baseline (subject to integration with the airspace above 
7000ft).  
It is expected that PBN arrivals will achieve improved CDO 
performance compared to the baseline. 
The option therefore is expected to have a positive benefit to fuel 
burn and CO2 emissions compared to the baseline. 

1.6 121.8 0 0 Not expected to require 
additional CAS.

No significant 
GA impacts 
anticipated

This option is not expected to 
offer a benefit or impact to 
capacity/resilience compared 
to the baseline if available 
alongside a RMA (vectoring 
area). 

GA: No impact expected to GA 
operations outside CAS 
Commercial Airlines: No 
change compared to the 
baseline. 

No training costs identified No other costs 
identified

This option is not anticipated to change 
airport nor ANSP operational costs. It is 
expected that Gatwick will continue to 
require ILS and other ground based 
infrastructure even with the 
implementation of PBN arrival 
procedures.

Yes 0 167 8937 0 0 127 448 8937 0 0 125 173 21 21 11 20 6 6 1 3 23 23 9 16 11.3 0.1 1 1 0 0 0 0 0 0 0 0

WAE 
(Routes 
from south 
only - see 
below for 
assessmen
t of routes 
from the 
north)

These two arrival routes from the south 
join final approach at Route C: c.6nm, 
Route D: c.5.5nm. 
When developing this option there was a 
focus on meeting DP3 (limit adverse 
noise effects), DP7 (Long term 
predictability and adaptability) and 
minimise total population overflown whilst 
also considering DP1, DP2, DP4, DP5, 
DP7, DP8, DP9 and the AMS.

This option joins final approach at 
c.5.5nm and 6.5nm  which raises IFP 
design issues as a PBN to ILS transition.  
 
The more approaches available the 
higher the changes of a safety error by 
ATC or Pilots. In order to mitigate this 
risk, additional assurance work would be 
required with a safety argument 
generated. This expected to be 
achievable but would require further 
investigation as part of Stage 3 activity 
should this option progress. 

Although some westerly departure routes 
have been evolved to reduce interactions 
with arrivals, due to the position of the join 
onto final approach, further investigation 
would be required to resolve the 
interactions of this option with any left 
turn wrap around westerly departures. 
Options with shorter final approaches are 
more likely to have interactions with 
departures which may require resolution 
through reduced CCO/CDO 
performance. 

Supports the AMS through the 
implementation of PBN arrivals which 
would be for noise and environmental 
mitigation purposes as set out in the 
Government’s Air Navigation Guidance. 
PBN arrivals are expected to be used in 
conjunction with an RMA as part of wider 
a system design which could enable 
simplification, integration, safety and 
efficiency enhancements.

7037 2341 6575 12201 12516 12516 Both routes within this option cannot be operated as a 
PBN-ILS transition, which means the frequency they could 
be used is reduced and therefore noise benefits are 
unlikely to be realised compared to other options where a 
PBN-ILS transition is available. This option is outside of 
the existing airspace arrangements as it joins final 
approach closer than today, creating areas of new 
overflight compared to the baseline. 
Compared to the baseline, PBN arrival transitions have 
the potential to create significant concentration however 
this option offers some noise sharing. There may also be 
dispersal around the routes and this will be dependent on 
the level of vectoring required which will be explored in 
further detail as part of Stage 3 should the option 
progress. It is expected that arrivals will achieve improved 
CDO performance which has the potential to improve 
noise.

No 45.1 The two routes in this PBN arrival option join final approach west 
of the existing arrival swathe at c.6 and c.5.5nm. Although this 
would suggest an improvement in track mileage, the initial parts 
of these routes fly indirectly from the south east therefore track 
mileage is expected to be broadly similar to an average arrival 
today.
It is expected that PBN arrivals will achieve improved CDO 
performance compared to the baseline. 
The option therefore is expected to have a positive benefit to fuel 
burn and CO2 emissions compared to the baseline. 

8.9 137.3 0 0 Not expected to require 
additional CAS.
Subject to the chosen 
structure of the other departure 
system and arrival options 
selected (on both easterly and 
westerly directions), because 
there are no arrival routes in 
the area to the south of the 
Gatwick CTA it is possible that 
the vertical CAS  boundaries at 
2500’ and 4500’ could be 
reviewed

No significant 
GA impacts 
anticipated

Southerly routes join at 
c.5.5nm and c.6.5nm which is 
not possible to operate as an 
RNP to ILS transition. The 
closer join onto final approach 
is expected to impact arrival 
spacing and runway 
throughput. In order to manage 
this, ATC would vector aircraft 
more frequently. 

GA: No impact expected to GA 
operations outside CAS 
Commercial Airlines: The 
capacity assessment has 
identified the option may 
impact capacity and therefore 
it is expected there would be 
assosiated economic impacts 
as a result of reduced runway 
throughput. 

No training costs identified No other costs 
identified

This option is not anticipated to change 
airport nor ANSP operational costs. It is 
expected that Gatwick will continue to 
require ILS and other ground based 
infrastructure even with the 
implementation of PBN arrival 
procedures.

No 1446 1691 3360 2668 0 2498 2743 3360 3194 0 1585 2264 13 13 11 17 3 3 1 1 22 22 8 12 4.7 0.7 1 1 0 0 0 0 0 0 0 0

WAM This option offers two PBN arrivals which 
could be used in a respite configuration. 
The routes join the final approach at 
c.6.5nm and c.10.5nm. This option was 
developed following stakeholder 
feedback. When developing this option, 
there was a focus on DP3, DP7 and 
balancing total population overflown and 
population newly overflown as this also 
formed part of the same feedback. DP1, 
DP2, DP4, DP5, DP7, DP8, DP9 and the 
AMS were also considered. 

This option joins final approach at c 
6.5nm which raises IFP design issues as 
a PBN to ILS transition.  

The more approaches available. the 
higher the changes of a safety error by 
ATC or Pilots. In order to mitigate this 
risk, additional assurance work would be 
required with a safety argument 
generated. This expected to be 
achievable but would require further 
investigation as part of Stage 3 activity 
should this option progress. 

Although some westerly departure routes 
have been evolved to reduce interactions 
with arrivals, due to the position of the join 
onto final approach, further investigation 
would be required to resolve the 
interactions of this option with any left 
turn wrap around westerly departures. 
Options with shorter final approaches are 
more likely to have interactions with 
departures which may require resolution 
through reduced CCO/CDO 
performance. 

Supports the AMS through the 
implementation of PBN arrivals which 
would be for noise and environmental 
mitigation purposes as set out in the 
Government’s Air Navigation Guidance. 
PBN arrivals are expected to be used in 
conjunction with an RMA as part of wider 
a system design which could enable 
simplification, integration, safety and 
efficiency enhancements.

6412 3197 5649 12963 15108 15108 As the westerly route of this option cannot be operated as 
a PBN-ILS transition, the frequency that it could be used is 
reduced and therefore noise benefits and respite benefits 
are unlikely to be realised compared to other options 
where a PBN-ILS transition is available. This option is 
outside of the existing airspace arrangements as it joins 
final approach closer than today, creating areas of new 
overflight compared to the baseline. 
Compared to the baseline, PBN arrival transitions have 
the potential to create significant concentration however 
this option offers some noise sharing. There may also be 
dispersal around the routes and this will be dependent on 
the level of vectoring required which will be explored in 
further detail as part of Stage 3 should the option 
progress. It is expected that arrivals will achieve improved 
CDO performance which has the potential to improve 
noise.

No 41.9 One route in this PBN arrival option joins final approach to the 
west of the existing arrival swathe at c.6.5nm and the other route 
joins within the existing arrival swathe. 
Track mileage is therefore expected to be slightly improved 
compared to the baseline (subject to integration with the airspace 
above 7000ft).  
It is expected that PBN arrivals will achieve improved CDO 
performance compared to the baseline. 
The option therefore is expected to have a positive benefit to fuel 
burn and CO2 emissions compared to the baseline. 

4.2 108.5 0 0 Not expected to require 
additional CAS.

No significant 
GA impacts 
anticipated

(Westerly) route joins at 
c.6.5nm which is not possible 
to operate as an RNP to ILS 
transition. The closer join onto 
final approach is expected to 
impact arrival spacing and 
runway throughput. In order to 
manage this, ATC would 
vector aircraft more frequently. 

GA: No impact expected to GA 
operations outside CAS 
Commercial Airlines: The 
capacity assessment has 
identified the option may 
impact capacity and therefore 
it is expected there would be 
assosiated economic impacts 
as a result of reduced runway 
throughout. 

No training costs identified No other costs 
identified

This option is not anticipated to change 
airport nor ANSP operational costs. It is 
expected that Gatwick will continue to 
require ILS and other ground based 
infrastructure even with the 
implementation of PBN arrival 
procedures.

No 15 125 7504 37 0 213 369 7504 633 0 428 559 18 18 11 19 7 7 1 3 23 23 9 16 7 0 1 1 0 0 0 0 0 0 0 0

WAI This option offers three PBN arrivals 
which could be used in a respite 
configuration. The routes join the final 
approach at c.9.5nm, c.11.5nm and 
c.13nm. When developing this option 
there was a focus on meeting DP3 (limit 
adverse noise effects), DP7 (Long term 
predictability and adaptability) and 
minimising population newly overflown 
whilst also considering DP1, DP2, DP4, 
DP5, DP7, DP8, DP9 and the AMS.

No IFP design issues are anticipated with 
this option.  

The more approaches available the 
higher the changes of a safety error by 
ATC or Pilots. In order to mitigate this 
risk, additional assurance work would be 
required with a safety argument 
generated. This expected to be 
achievable but would require further 
investigation as part of Stage 3 activity 
should this option progress. 

Option has potential interactions with 
some departure routes however 
interactions are minimised with those 
departure routes that have been evolved 
to reduce interactions with arrivals. 

Supports the AMS through the 
implementation of PBN arrivals which 
would be for noise and environmental 
mitigation purposes as set out in the 
Government’s Air Navigation Guidance. 
PBN arrivals are expected to be used in 
conjunction with an RMA as part of wider 
a system design which could enable 
simplification, integration, safety and 
efficiency enhancements.

7071 3237 5904 12702 48409 48409 The three routes within this option are located within the 
main arrival swathe however compared to the baseline, 
PBN arrival transitions have the potential to create 
significant concentration however this option offers some 
noise sharing. 
At night, one route would introduce new overflight 
compared to the baseline as aircraft would join final 
approach under 10nm. 
The initial sections of the approach have small areas of 
overlap in the overflight contours which could affect 
respite benefits. Should this option progress this could be 
refined as part of the process of linking the designs to the 
airspace above 7000ft.  
There may also be dispersal around the routes and this 
will be dependent on the level of vectoring required which 
will be explored in further detail as part of Stage 3 should 
the option progress. It is expected that arrivals will achieve 
improved CDO performance which has the potential to 
improve noise.

No 46.0 All three routes join final approach within the existing arrival 
swathe. Track mileage is therefore expected to remain broadly 
the same as the baseline (subject to integration with the airspace 
above 7000ft).  
It is expected that PBN arrivals will achieve improved CDO 
performance compared to the baseline. 
The option therefore is expected to have a positive benefit to fuel 
burn and CO2 emissions compared to the baseline. 

2.2 149.5 0 0 Not expected to require 
additional CAS.

No significant 
GA impacts 
anticipated

This option is not expected to 
offer a benefit or impact to 
capacity/resilience compared 
to the baseline if available 
alongside a RMA (vectoring 
area). 

GA: No impact expected to GA 
operations outside CAS 
Commercial Airlines: No 
change compared to the 
baseline. 

No training costs identified No other costs 
identified

This option is not anticipated to change 
airport nor ANSP operational costs. It is 
expected that Gatwick will continue to 
require ILS and other ground based 
infrastructure even with the 
implementation of PBN arrival 
procedures.

Yes 0 127 9121 0 0 48 202 9121 0 0 125 173 43 43 11 18 13 13 2 4 39 39 9 14 9.7 0.7 1 1 0 0 0 0 0 0 0 0

WAJ This option offers three PBN arrivals 
which could be used in a respite 
configuration. The routes join the final 
approach at c.8.5nm, c.9nm and 
c.11.5nm. When developing this option 
there was a focus on meeting DP3 (limit 
adverse noise effects), DP7 (Long term 
predictability and adaptability) and 
minimising population newly overflown 
whilst also considering DP1, DP2, DP4, 
DP5, DP7, DP8, DP9 and the AMS. 

No IFP design issues are anticipated with 
this option.  

The more approaches available. the 
higher the changes of a safety error by 
ATC or Pilots. In order to mitigate this 
risk, additional assurance work would be 
required with a safety argument 
generated. This expected to be 
achievable but would require further 
investigation as part of Stage 3 activity 
should this option progress. 

Option has potential interactions with 
some departure routes however 
interactions are minimised with those 
departure routes that have been evolved 
to reduce interactions with arrivals. 

Supports the AMS through the 
implementation of PBN arrivals which 
would be for noise and environmental 
mitigation purposes as set out in the 
Government’s Air Navigation Guidance. 
PBN arrivals are expected to be used in 
conjunction with an RMA as part of wider 
a system design which could enable 
simplification, integration, safety and 
efficiency enhancements.

7154 3146 5927 13162 40293 40293 The three routes within this option offer a lateral change in 
approach compared to the baseline however large parts of 
the routes remain within the baseline swathe including the 
turn onto final approach. 
At night, two of the three routes would introduce new 
overflight compared to the baseline as aircraft would join 
final approach under 10nm. 
Compared to the baseline, PBN arrival transitions have 
the potential to create concentration. This option offers 
some noise sharing via the three routes, however the two 
westerly routes have areas of overlap where the potential 
for respite is reduced.  
There may also be dispersal around the routes and this 
will be dependent on the level of vectoring required which 
will be explored in further detail as part of Stage 3 should 
the option progress. 
It is expected that arrivals will achieve improved CDO 
performance which has the potential to improve noise.

No 44.8 This PBN arrival option joins final approach within the existing 
arrival swathe. Track mileage is therefore expected to remain 
broadly the same as the baseline with the potential for 
improvements owing to the more direct route from the south 
(subject to integration with the airspace above 7000ft).  
It is expected that PBN arrivals will achieve improved CDO 
performance compared to the baseline. 
The option therefore is expected to have a positive benefit to fuel 
burn and CO2 emissions compared to the baseline. 

2.4 170.3 0 0 Not expected to require 
additional CAS.
Subject to the chosen 
structure of the other departure 
system and arrival options 
selected (on both easterly and 
westerly directions), because 
there are no arrival routes in 
the area to the south of the 
Gatwick CTA it is possible that 
the vertical CAS  boundaries at 
2500’ and 4500’ could be 
reviewed

No significant 
GA impacts 
anticipated

This option is not expected to 
offer a benefit or impact to 
capacity/resilience compared 
to the baseline if available 
alongside a RMA (vectoring 
area). 

GA: No impact expected to GA 
operations outside CAS 
Commercial Airlines: No 
change compared to the 
baseline. 

No training costs identified No other costs 
identified

This option is not anticipated to change 
airport nor ANSP operational costs. It is 
expected that Gatwick will continue to 
require ILS and other ground based 
infrastructure even with the 
implementation of PBN arrival 
procedures.

No 0 199 8794 0 0 159 423 8794 0 0 125 173 37 37 11 18 14 14 1 4 41 41 9 14 12.8 0 1 1 0 0 0 0 0 0 0 0

Arrivals 
from the 
north

WAD/WAE 
(Same 
northerly 
routes used 
in both 
options)

These two northerly arrival routes join 
final approach at Route A: 9.5nm, Route 
B: 12.5nm. 
When developing this option there was a 
focus on meeting DP3 (limit adverse 
noise effects), DP7 (Long term 
predictability and adaptability) and 
minimise total population overflown. DP1, 
DP2, DP4, DP5, DP7, DP8, DP9 and the 
AMS were also considered. 

Note these routes are assumed to be 
available on a tactical basis and have 
been assessed with an optimistic 10% of 
arrivals flying them. For more information, 
please see the methodology section of 
the Step 2B IOA document

No IFP design issues are anticipated with 
this option.  

The routes have significant interactions 
with neighbouring airports that would 
require investigation.

The more approaches available the 
higher the changes of a safety error by 
ATC or Pilots. In order to mitigate this 
risk, additional assurance work would be 
required with a safety argument 
generated. This expected to be 
achievable but would require further 
investigation as part of Stage 3 activity 
should this option progress. 

Routes from the north and northwest 
would only be available on a tactical basis 
due to interactions with Heathrow, 
Gatwick departures, and Biggin Hill traffic. 
Further collaborative work with these 
airports would be required to investigate 
this in further detail once shortlists of 
options are known. 

Supports the AMS through the 
implementation of PBN arrivals which 
would be for noise and environmental 
mitigation purposes as set out in the 
Government’s Air Navigation Guidance. 
PBN arrivals are expected to be used in 
conjunction with an RMA as part of wider 
a system design which could enable 
simplification, integration, safety and 
efficiency enhancements.

268 0 2562 0 18858 18858 These arrivals from the north are expected to be operated 
by a small percentage of traffic and hence they have 
minimal impacts in terms of LOAEL and N60/N65 noise 
metrics. 
Should these routes progress, at Stage 3 further 
investigation will be undertaken around the integration of 
these with the wider airspace network, the descent profile 
expected and the frequency the routes are expected to be 
operated. This information would inform further 
quantitative noise analysis.

No 21.8 These arrivals from the north are expected to be available on a 
tactical basis. It would offer a significant reduction in track 
mileage for aircraft arriving from the north, however because it 
would likely only be available on a tactical basis, this could not be 
fuel planned. The viability of this route, and the potential fuel burn 
/ CO2 savings it could offer will be explored in more detail at 
Stage 3 should this option progress. 

0 82.9 0 0 Not expected to require 
additional CAS.

No significant 
GA impacts 
anticipated

This option is not expected to 
offer a benefit or impact to 
capacity/resilience compared 
to the baseline if available 
alongside a RMA (vectoring 
area). 

GA: No impact expected to GA 
operations outside CAS 
Commercial Airlines: No 
change compared to the 
baseline. 

No training costs identified No other costs 
identified

This option is not anticipated to change 
airport nor ANSP operational costs. It is 
expected that Gatwick will continue to 
require ILS and other ground based 
infrastructure even with the 
implementation of PBN arrival 
procedures.

Yes 0 0 0 244 244 0 0 0 463 463 14389 14581 29 29 0 0 5 5 1 0 21 21 4 0 8.1 0 2 0 0 0 0 0 0 0 0 0

Single 
PBN 
Routes

Three 
route 
respite 
options

Two 
route 
respite 
options

All westerly 
arrival options 
may lead to a 
change in the 

number of 
properties 

eligible for the 
noise insulation 
scheme which 
could lead to a 

change in 
operational 

costs. At this 
stage, without 

full system 
options of 

arrivals and 
departure 

routes, it is not 
possible to 
understand 

potential 
benefits or 

impacts to the 
60dBA contour 
(which used as 

the basis for 
Gatwick's noise 

insulation 
scheme). There 
is therefore no 
differentiating 

factor between 
the options at 

this stage.

There will be 
costs 

associated 
with 

deployment 
however there 
is not expected 

to be any 
differences 
between the 

options. 
Quantified 

costs in terms 
of operational 
training and 

system 
upgrades will 
be determined 

in Stage 3.



Option Description Route All - Interdependences, conflicts & 
trade-offs

All - Airspace Modernisation 
Strategy

Communities - 
Noise -
Indicative 
Partial 
Population 
Day LOAEL

Communities - 
Noise - 
Indicative 
Partial 
Population 
night LOAEL

Communities - 
Noise - N65 
(20)

Communities - 
Noise - N60 (5)

 Communities - 
Noise -
Population 
Overflight 
(Day) (1)

Communities - 
Noise -
Population 
Overflight 
(Night) (1)

Communities - Noise - Qualitative Communities - 
Air Quality - 
Change below 
1000ft

Wider Society - 
Greenhouse 
Gas Impact  - 
Track Mileage

Wider Society - Fuel Burn & 
Greenhouse Gas Impact  - 
Qualitative

Wider Society - 
Tranquillity - 
Total Area 
(AONBs & 
National 
Parks) N65 
(20) (km2)

Wider Society - 
Tranquillity - 
Total Area 
(AONBs & 
National 
Parks) 
overflown (20) 
(km2)

Wider Society - 
Biodiversity - 
Number of 
sites overflown 
between 0 - 
1640ft
(RAMSAR, 
SEC, SPA, 
SSSI)

Wider Society - 
Biodiversity - 
Area of sites 
overflown 
between 0 - 
1640ft
(RAMSAR, 
SEC, SPA, 
SSSI)

General Aviation - 
Access - CAS

General Aviation - 
Access -
Qualitative 
Assessment of 
benefits/impacts 
to GA access

Capacity/Resilience Economic 
Impact from 
increase 
effective 
capacity

Commercial 
Airlines - 
Training Costs

Commercial 
Airlines - Other 
Costs

Airport / ANSP 
- Infrastructure 
Costs

Airport / ANSP - 
Operational Costs

Airport / ANSP 
- Deployment 
Costs

Taken to 
Stage 3?

Communities - 
Noise - Above 
LOAEL with 
greater than 
3dB increase 
(daytime)

Communities - 
Noise -Above 
LOAEL with 
greater than 
1dB increase 
(daytime)

Communit
ies - 
Noise -
Negligible 
change 
(less than 
1dB)

Communities - 
Noise - Above 
LOAEL with 
greater than 
1dB decrease 
(daytime)

Communities - 
Noise - Above 
LOAEL with 
greater than 
3dB decrease 
(daytime)

Communities - 
Noise - Above 
LOAEL with 
greater than 
3dB increase 
(night-time)

Communities - 
Noise -Above 
LOAEL with 
greater than 
1dB increase 
(night-time)

Communit
ies - 
Noise -
Negligible 
change 
(less than 
1dB)

Communities - 
Noise - Above 
LOAEL with 
greater than 
1dB decrease 
(night-time)

Communities - 
Noise - Above 
LOAEL with 
greater than 
3dB decrease 
(night-time)

Communities - 
Noise -
Population 
Newly 
overflown 
(Day) (1)

Communities - 
Noise -
Population 
Newly 
overflown 
(Night) (1)

Communit
ies - 
Noise -
Schools 
Overflight 
0-7000ft
Day (1)

Communit
ies - 
Noise -
Schools 
Overflight 
0-7000ft
Night (1)

Communit
ies - 
Noise -
Schools
N65 (20)

Communit
ies - 
Noise -
Schools
N60 (5)

Communit
ies - 
Noise -
Hospitals 
Overflight 
0-7000ft
Day (1)

Communit
ies - 
Noise -
Hospitals 
Overflight 
0-7000ft
Night (1)

Communit
ies - 
Noise -
Hospitals 
N65 (20)

Communit
ies - 
Noise -
Hospitals 
N60 (5)

Communit
ies - 
Noise -
Places of 
worship
Overflight 
0-7000ft
Day (1)

Communit
ies - 
Noise -
Places of 
worship
Overflight 
0-7000ft
Night (1)

Communit
ies - 
Noise -
Places of 
worship
N65 day 
(20)

Communit
ies - 
Noise -
Places of 
worship
N60 (5)

Wider 
Society - 
Tranquillity - 
Total area of 
Parks & 
Gardens 
Overflown 
(1)

Wider Society - 
Tranquillity - Total 
area of Parks & 
Gardens experiencing 
events of more than 
N65 (20)

Wider Society - Tranquillity - -
Parks and Gardens -Number 
of sites overflown between 0 - 
7000ft (1)

Wider Society - Tranquillity - 
Number of sites experiencing 
N65  at RATE 20

Wider Society - Tranquillity - 
Number  of sites which 
experience an increase in 
N65 (rate 20) area compared 
to the baseline

Wider 
Society - 
Biodiversi
ty - 
RAMSAR 
Number of 
sites 
overflown 
between 0-
1640ft

Wider 
Society - 
Biodiversi
ty - 
RAMSAR
Area of 
sites 
overflown 
between 0-
1640ft

Wider 
Society - 
Biodiversi
ty - SAC 
Number of 
sites 
overflown 
between
 0-1640ft

Wider 
Society - 
Biodiversi
ty - SAC
Area of 
sites 
overflown 
between 0-
1640ft

Wider 
Society - 
Biodiversi
ty - SPA
Number of 
sites 
overflown 
between 0-
1640ft

Wider 
Society - 
Biodiversi
ty - SPA
Area of 
sites 
overflown 
between 0-
1640ft

Wider 
Society - 
Biodiversi
ty - SSSI
Number of 
sites 
overflown 
between 0-
1640ft

Wider 
Society - 
Biodiversi
ty - SSSI 
Area of 
sites 
overflown 
between 0-
1640ft

DVR 67515 22206 71.2 62.8 0 0 N/A N/A 55 20 15 4 40 15 4.5 1 0 0 0 0 0 0 0 0

XAMAB 25209 5576 72.6 0 0 0 N/A N/A 26 10 3 1 20 5 0 1 0 0 0 0 0 0 0 0

SAM 16287 5274 61.3 16.4 0 0 N/A N/A 11 5 5 0 18 7 0.9 1 0 0 0 0 0 0 0 0

KENET 17455 0 63.0 4.9 0 0 N/A N/A 14 0 4 0 15 0 0.3 1 0 0 0 0 0 0 0 0

DAGGA 76183 8496 72.8 28.8 0 0 N/A N/A 58 5 12 1 46 4 0.6 1 0 0 0 0 0 0 0 0

TNT 37576 0 153.0 8.5 0 0 N/A N/A 29 0 8 0 21 0 0.1 1 0 0 0 0 0 0 0 0

W DAGGA Group 1 WDG A The first turn requires a c.1.7nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependencies with 
Heathrow, Biggin Hill, and London City. 

14812 14812 No 67.1 1.6 0 0 10472 14812 14 14 6 6 8 8 0 1 0 0 0 0 0 0 0 0

W DAGGA Group 1 WDG A 2 The first turn requires a c.1.5nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependencies with 
Heathrow, Biggin Hill, and London City. 

19348 19348 No 65.5 0 0 0 15230 19348 13 13 0 0 6 6 0 0 0 0 0 0 0 0 0 0

W DAGGA Group 1 WDH A The first turn requires a c.1.7nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Not viable due to interactions with 
Heathrow and wider LTMA traffic flows.

14757 14757 No 68.7 1.6 0 0 10293 14757 14 14 6 6 7 7 0 1 0 0 0 0 0 0 0 0

W DAGGA Group 1 WDH A 2 The first turn requires a c.1.5nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependencies with 
Heathrow, Biggin Hill, and London City. 

11027 11027 No 68.6 0 0 0 6216 11027 11 11 0 0 5 5 0 0 0 0 0 0 0 0 0 0

W DAGGA Group 1 WDP A First turn c.2nm. No other safety concerns identified 
with this route. 

Shares interdependencies with 
Heathrow, Biggin Hill, and London City. 

11377 11377 No 68.8 1.4 0 0 7053 11377 9 9 4 4 6 6 0 1 0 0 0 0 0 0 0 0

W DVR Group 1 WDG A The first turn requires a c.1.7nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependences with 
Heathrow, Biggin Hill, and potentially 
London City

14812 14812 No 71.7 1.6 0 0 6927 7127 14 14 6 6 8 8 0 1 0 0 0 0 0 0 0 0

W DVR Group 1 WDG A 2 The first turn requires a c.1.5nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependences with 
Heathrow, Biggin Hill, and potentially 
London City

19348 19348 No 72.5 0 0 0 14071 14167 13 13 0 0 6 6 0 0 0 0 0 0 0 0 0 0

W DVR Group 1 WDH A The first turn requires a c.1.7nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependences with 
Heathrow, Biggin Hill, and potentially 
London City

14757 14757 No 71.4 1.6 0 0 6681 6881 14 14 6 6 7 7 0 1 0 0 0 0 0 0 0 0

W DVR Group 1 WDH A 2 The first turn requires a c.1.5nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependences with 
Heathrow, Biggin Hill, and potentially 
London City

11027 11027 No 70.3 0 0 0 4925 5021 11 11 0 0 5 5 0 0 0 0 0 0 0 0 0 0

W DVR Group 1 WDP A First turn c.2nm. No other safety concerns identified 
with this route. 

Shares interdependences with 
Heathrow, Biggin Hill, and potentially 
London City

11377 11377 No 71.1 1.4 0 0 4094 4271 9 9 4 4 6 6 0 1 0 0 0 0 0 0 0 0

W KENET Group 2 WDB B Track adjustment required (Offset departure) Shares interdepdencies with Heathrow 
and Farnborough

3687 0 No 65.1 0 0 0 3687 0 3 3 1 1 3 3 0 0 0 0 0 0 0 0 0 0

W KENET Group 2 WDD B Track adjustment required (Offset departure) Shares interdepdencies with Heathrow 
and Farnborough

3742 0 No 56.6 0 0 0 3742 0 3 3 1 1 4 4 0 0 0 0 0 0 0 0 0 0

W KENET Group 2 WDG C No IFP issues identified Shares interdepdencies with Heathrow 
and Farnborough

4096 0 No 62.2 0 0 0 4096 0 3 3 1 1 5 5 0 0 0 0 0 0 0 0 0 0

W KENET Group 2 WDH C No IFP issues identified Shares interdepdencies with Heathrow 
and Farnborough

3663 0 No 57.8 0 0 0 3663 0 3 3 1 1 4 4 0 0 0 0 0 0 0 0 0 0

W SAM Group 2 WDB B Track adjustment required (Offset departure) Shares interdepdencies with Heathrow 
and Farnborough

3687 3687 No 49.1 0 0 0 2360 2881 3 3 1 1 3 3 0 0 0 0 0 0 0 0 0 0

W SAM Group 2 WDD B Track adjustment required (Offset departure) Shares interdepdencies with Heathrow 
and Farnborough

6078 6078 No 46.2 0 0 0 2873 5272 6 6 2 2 5 5 0 0 0 0 0 0 0 0 0 0

W TNT Group 1 WDG A The first turn requires a c.1.7nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependencies with 
Heathrow, Biggin Hill, London City and 
potentially Northolt

14812 0 No 150.4 1.6 0 0 14812 0 14 14 6 6 8 8 0 1 0 0 0 0 0 0 0 0

W TNT Group 1 WDG A 2 The first turn requires a c.1.5nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependencies with 
Heathrow, Biggin Hill, London City and 
potentially Northolt

19348 0 No 145.3 0 0 0 19348 0 13 13 0 0 6 6 0 0 0 0 0 0 0 0 0 0

W TNT Group 1 WDH A The first turn requires a c.1.7nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Not viable due to interactions with 
Heathrow and wider LTMA traffic flows.

17835 0 No 139.2 1.6 0 0 17835 0 18 18 6 6 10 10 0.1 1 0 0 0 0 0 0 0 0

W TNT Group 1 WDH A 2 The first turn requires a c.1.5nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependencies with 
Heathrow, Biggin Hill, London City and 
potentially Northolt

11027 0 No 154.1 0 0 0 11027 0 11 11 0 0 5 5 0 0 0 0 0 0 0 0 0 0

W TNT Group 1 WDH A 3 The first turn requires a c.1.5nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependencies with 
Heathrow, Biggin Hill, London City and 
potentially Northolt

14757 0 No 153.0 1.6 0 0 14757 0 14 14 6 6 7 7 0 1 0 0 0 0 0 0 0 0

W TNT Group 1 WDP A First turn c.2nm. No other safety concerns identified 
with this route. 

Shares interdependencies with 
Heathrow, Biggin Hill, London City and 
potentially Northolt

11377 0 No 153.4 1.4 0 0 11377 0 9 9 4 4 6 6 0 1 0 0 0 0 0 0 0 0

W XAMAB Group 1 WDC C First turn radius c.2nm. 1nm before first turn. No 
other safety concerns identified with this route.

No interdependencies with other 
airports identified although would share 
with Gatwick arrivals

3135 3135 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

63.3 20.3 0 0 3135 3135 6 6 0 0 2 2 0.9 1 0 0 0 0 0 0 0 0

W XAMAB Group 1 WDK C First turn radius c.2nm. 0.6nm before first turn. No 
other safety concerns identified with this route.

No interdependencies with other 
airports identified although would share 
with Gatwick arrivals

5741 5741 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

62.7 27 0 0 5741 5741 8 8 1 1 7 7 0 1 0 0 0 0 0 0 0 0

W XAMAB Group 1 WDO C First turn radius c.2.1nm however also offset 
departure. 

No interdependencies with other 
airports identified although would share 
with Gatwick arrivals

4306 4306 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

62.6 22.4 0 0 4306 4306 9 9 0 0 6 6 0 1 0 0 0 0 0 0 0 0

Westerly System 1.2 As above As above As above As above As above As above 7,207 5,181 9,869 27,002 As above As above As above As above As above As above 13.4 As above As above As above As above As above As above As above As above As above As above As above 475 3976 2060 582 249 321 2359 2060 785 212 9 23 1 5 9 18 0.1 2 2
W DAGGA Group 1 WDG A The first turn requires a c.1.7nm radius which is 

below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependencies with 
Heathrow, Biggin Hill, and London City. 

14812 14812 No 67.1 1.6 0 0 10472 14812 14 14 6 6 8 8 0 1 0 0 0 0 0 0 0 0

W DAGGA Group 1 WDG A 2 The first turn requires a c.1.5nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependencies with 
Heathrow, Biggin Hill, and London City. 

19348 19348 No 65.5 0 0 0 15230 19348 13 13 0 0 6 6 0 0 0 0 0 0 0 0 0 0

W DAGGA Group 1 WDH A The first turn requires a c.1.7nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Not viable due to interactions with 
Heathrow and wider LTMA traffic flows.

14757 14757 No 68.7 1.6 0 0 10293 14757 14 14 6 6 7 7 0 1 0 0 0 0 0 0 0 0

W DAGGA Group 1 WDH A 2 The first turn requires a c.1.5nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependencies with 
Heathrow, Biggin Hill, and London City. 

11027 11027 No 68.6 0 0 0 6216 11027 11 11 0 0 5 5 0 0 0 0 0 0 0 0 0 0

W DAGGA Group 1 WDP A First turn c.2nm. No other safety concerns identified 
with this route. 

Shares interdependencies with 
Heathrow, Biggin Hill, and London City. 

11377 11377 No 68.8 1.4 0 0 7053 11377 9 9 4 4 6 6 0 1 0 0 0 0 0 0 0 0

W DVR Group 1 WDG A The first turn requires a c.1.7nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependences with 
Heathrow, Biggin Hill, and potentially 
London City

14812 14812 No 71.7 1.6 0 0 6927 7127 14 14 6 6 8 8 0 1 0 0 0 0 0 0 0 0

W DVR Group 1 WDG A 2 The first turn requires a c.1.5nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependences with 
Heathrow, Biggin Hill, and potentially 
London City

19348 19348 No 72.5 0 0 0 14071 14167 13 13 0 0 6 6 0 0 0 0 0 0 0 0 0 0

W DVR Group 1 WDH A The first turn requires a c.1.7nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependences with 
Heathrow, Biggin Hill, and potentially 
London City

14757 14757 No 71.4 1.6 0 0 6681 6881 14 14 6 6 7 7 0 1 0 0 0 0 0 0 0 0

W DVR Group 1 WDH A 2 The first turn requires a c.1.5nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependences with 
Heathrow, Biggin Hill, and potentially 
London City

11027 11027 No 70.3 0 0 0 4925 5021 11 11 0 0 5 5 0 0 0 0 0 0 0 0 0 0

W DVR Group 1 WDP A First turn c.2nm. No other safety concerns identified 
with this route. 

Shares interdependences with 
Heathrow, Biggin Hill, and potentially 
London City

11377 11377 No 71.1 1.4 0 0 4094 4271 9 9 4 4 6 6 0 1 0 0 0 0 0 0 0 0

W KENET Group 2 WDB B Track adjustment required (Offset departure) Shares interdepdencies with Heathrow 
and Farnborough

3687 0 No 65.1 0 0 0 3687 0 3 3 1 1 3 3 0 0 0 0 0 0 0 0 0 0

W KENET Group 2 WDD B Track adjustment required (Offset departure) Shares interdepdencies with Heathrow 
and Farnborough

3742 0 No 56.6 0 0 0 3742 0 3 3 1 1 4 4 0 0 0 0 0 0 0 0 0 0

W KENET Group 2 WDG C No IFP issues identified Shares interdepdencies with Heathrow 
and Farnborough

4096 0 No 62.2 0 0 0 4096 0 3 3 1 1 5 5 0 0 0 0 0 0 0 0 0 0

W KENET Group 2 WDH C No IFP issues identified Shares interdepdencies with Heathrow 
and Farnborough

3663 0 No 57.8 0 0 0 3663 0 3 3 1 1 4 4 0 0 0 0 0 0 0 0 0 0

W KENET Group 3 WDC B No IFP issues identified Shares interdepdencies with Heathrow 
and Farnborough

2133 0 No 56.0 4.4 0 0 2133 0 2 2 0 0 0 0 0 1 0 0 0 0 0 0 0 0

W KENET Group 3 WDL B No IFP issues identified Shares interdepdencies with Heathrow 
and Farnborough

5637 0 No 56.6 5.1 0 0 5637 0 0 0 2 2 3 3 0.1 1 0 0 0 0 0 0 0 0

W KENET Group 3 WDM B No IFP issues identified Shares interdepdencies with Heathrow 
and Farnborough

6567 0 No 55.7 5.9 0 0 6567 0 4 4 2 2 4 4 0.1 1 0 0 0 0 0 0 0 0

W KENET Group 3 WDP B First turn at c.1.2nm (very small - more like a track 
adjustment than a turn). No other safety concerns 
identified with this route. 

Shares interdepdencies with Heathrow 
and Farnborough

3534 0 No 55.8 5.6 0 0 3534 0 3 3 0 0 1 1 0 1 0 0 0 0 0 0 0 0

W SAM Group 1 WDA B No IFP issues identified Shares interdepdencies with Heathrow 
and Farnborough

2649 2649 No 47.4 0 0 0 356 1811 1 1 0 0 3 3 0 0 0 0 0 0 0 0 0 0

W SAM Group 1 WDC B First turn at c.1.2nm (very small - more like a track 
adjustment than a turn). No other safety concerns 
identified with this route. 

Shares interdepdencies with Heathrow 
and Farnborough

2583 2583 No 45.9 0 0 0 323 1745 1 1 0 0 3 3 0 0 0 0 0 0 0 0 0 0

W SAM Group 1 WDG C No IFP issues identified Shares interdepdencies with Heathrow 
and Farnborough

4096 4096 No 46.1 0 0 0 251 3258 3 3 1 1 5 5 0 0 0 0 0 0 0 0 0 0

W SAM Group 1 WDH C No IFP issues identified Shares interdepdencies with Heathrow 
and Farnborough

3805 3805 No 46.0 0 0 0 224 2967 3 3 1 1 4 4 0 0 0 0 0 0 0 0 0 0

W SAM Group 1 WDM B No IFP issues identified Shares interdepdencies with Heathrow 
and Farnborough

2719 2719 No 46.1 0 0 0 1316 2005 2 2 0 0 1 1 0.2 0 0 0 0 0 0 0 0 0

W SAM Group 1 WDP B First turn at c.1.2nm (very small - more like a track 
adjustment than a turn). No other safety concerns 
identified with this route. 

Shares interdepdencies with Heathrow 
and Farnborough

2423 2423 No 46.0 0 0 0 711 1695 2 2 0 0 3 3 0 0 0 0 0 0 0 0 0 0

W SAM Group 2 WDB B Track adjustment required (Offset departure) Shares interdepdencies with Heathrow 
and Farnborough

3687 3687 No 49.1 0 0 0 2360 2881 3 3 1 1 3 3 0 0 0 0 0 0 0 0 0 0

W SAM Group 2 WDD B Track adjustment required (Offset departure) Shares interdepdencies with Heathrow 
and Farnborough

6078 6078 No 46.2 0 0 0 2873 5272 6 6 2 2 5 5 0 0 0 0 0 0 0 0 0 0

W TNT Group 1 WDG A The first turn requires a c.1.7nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependencies with 
Heathrow, Biggin Hill, London City and 
potentially Northolt

14812 0 No 150.4 1.6 0 0 14812 0 14 14 6 6 8 8 0 1 0 0 0 0 0 0 0 0

W TNT Group 1 WDG A 2 The first turn requires a c.1.5nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependencies with 
Heathrow, Biggin Hill, London City and 
potentially Northolt

19348 0 No 145.3 0 0 0 19348 0 13 13 0 0 6 6 0 0 0 0 0 0 0 0 0 0

W TNT Group 1 WDH A The first turn requires a c.1.7nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Not viable due to interactions with 
Heathrow and wider LTMA traffic flows.

17835 0 No 139.2 1.6 0 0 17835 0 18 18 6 6 10 10 0.1 1 0 0 0 0 0 0 0 0

W TNT Group 1 WDH A 2 The first turn requires a c.1.5nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependencies with 
Heathrow, Biggin Hill, London City and 
potentially Northolt

11027 0 No 154.1 0 0 0 11027 0 11 11 0 0 5 5 0 0 0 0 0 0 0 0 0 0

W TNT Group 1 WDH A 3 The first turn requires a c.1.5nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependencies with 
Heathrow, Biggin Hill, London City and 
potentially Northolt

14757 0 No 153.0 1.6 0 0 14757 0 14 14 6 6 7 7 0 1 0 0 0 0 0 0 0 0

W TNT Group 1 WDP A First turn c.2nm. No other safety concerns identified 
with this route. 

Shares interdependencies with 
Heathrow, Biggin Hill, London City and 
potentially Northolt

11377 0 No 153.4 1.4 0 0 11377 0 9 9 4 4 6 6 0 1 0 0 0 0 0 0 0 0

W XAMAB Group 2 WDG E The first turn requires a c.1.7nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although as based on existing RNAV SID 
nominal, precedent does exist. 

Prohibitive interdependencies with 
arrivals which would lead to significant 
constraints on either the departure 
route and/or arrivals. Also, significant 
issues with integration of the 
departures into the network airspace. 

15991 15991 No 72.4 38.3 0 0 15840 15840 18 18 3 3 6 6 0.2 1 0 0 0 0 0 0 0 0

W XAMAB Group 2 WDH E The first turn requires a c.1.7nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although as based on existing RNAV SID 
nominal, precedent does exist. 

Prohibitive interdependencies with 
arrivals which would lead to significant 
constraints on either the departure 
route and/or arrivals. Also, significant 
issues with integration of the 
departures into the network airspace. 

15919 15919 No 67.6 37.8 0 0 15768 15768 18 18 3 3 7 7 0.2 1 0 0 0 0 0 0 0 0

W XAMAB Group 2 WDL C No IFP issues identified No interdependencies with other 
airports identified although would share 
with Gatwick arrivals

45708 45708 No 67.8 0 0 0 45603 45603 37 37 13 13 18 18 2.4 0 0 0 0 0 0 0 0 0

W XAMAB Group 2 WDM C No IFP issues identified No interdependencies with other 
airports identified although would share 
with Gatwick arrivals

45789 45789 No 65.8 0 0 0 45684 45684 35 35 13 13 19 19 1.2 0 0 0 0 0 0 0 0 0

W DAGGA Group 2 WDB C No IFP issues identified Left turn DAGGA departures reduce 
interdependencies with Heathrow, 
Biggin Hill and London City as the turn 
to the south allows aircraft to gain 
altitude before routing north. However 
this does introduce interdependencies 
between Gatwick's arrivals. The routes 
will also continue to share 
interdependencies with these airports.

4710 4710 No 73.6 41.1 0 0 4710 4710 4 4 1 1 3 3 0.1 1 0 0 0 0 0 0 0 0

W DAGGA Group 2 WDB C 2 No IFP issues identified Evolved from WDB C to better 
integrate with arrivals and the wider 
airspace network. 

Left turn DAGGA departures reduce 
interdependencies with Heathrow, 
Biggin Hill, and London City as the turn 
to the south allows aircraft to gain 
altitude before routing north however 
the route will still share 
interdependencies with these airports.

4710 4710 No 72.8 41.1 0 0 4710 4710 4 4 1 1 3 3 0.1 1 0 0 0 0 0 0 0 0

W DAGGA Group 2 WDK C First turn radius c.2nm followed by 2.2nm turn. This 
is within the parameters of IFP design however 
would require further IFP development and flyability 
testing. 

This route would have significant and 
prohibitive interdependencies with the 
Heathrow arrival mechanism, and 
potentially with Biggin Hill traffic. 

19488 19488 No 67.0 24.2 0 0 19488 19488 16 16 2 2 8 8 0.1 1 0 0 0 0 0 0 0 0

W DVR Group 2 WDB C No IFP issues identified Prohibitive interdependencies with 
arrivals which would lead to significant 
constraints on either the departure 
route and/or arrivals. Also, significant 
issues with integration of the 
departures into the network airspace. 

4710 4710 No 71.0 41.1 0 0 4710 4710 4 4 1 1 3 3 0.1 1 0 0 0 0 0 0 0 0

W DVR Group 2 WDB C 1 No IFP issues identified Evolved from WDB C to better 
integrate with arrivals and the wider 
airspace network. 

6211 6211 No 73.5 39.9 0 0 6211 6211 4 4 2 2 4 4 0.1 1 0 0 0 0 0 0 0 0

W DVR Group 2 WDB C 2 No IFP issues identified Evolved from WDB C to better 
integrate with arrivals and the wider 
airspace network. 

4370 4370 No 72.5 45.6 0 0 4370 4370 7 7 1 1 6 6 0 1 0 0 0 0 0 0 0 0

W DVR Group 2 WDB C 3 No IFP issues identified Evolved from WDB C to better 
integrate with arrivals and the wider 
airspace network. 

3836 3836 No 73.5 45.8 0 0 3836 3836 6 6 1 1 5 5 0.7 1 0 0 0 0 0 0 0 0

W DVR Group 2 WDB C 4 No IFP issues identified Evolved from WDB C to better 
integrate with arrivals and the wider 
airspace network. 

4376 4376 No 71.7 46.7 0 0 4376 4376 6 6 1 1 6 6 1 1 0 0 0 0 0 0 0 0

W DVR Group 2 WDK C First turn radius c.2nm followed by 2.2nm turn. 
C.0.6nm to first turn. 

Prohibitive interdependencies with 
arrivals which would lead to significant 
constraints on either the departure 
route and/or arrivals. Also, significant 
issues with integration of the 
departures into the network airspace. 

3918 3918 No 67.5 48.3 0 0 3918 3918 5 5 0 0 4 4 1.6 1 0 0 0 0 0 0 0 0

W KENET Group 3 WDC B No IFP issues identified Shares interdependencies with 
Farnborough and Heathrow

2133 0 No 56.0 4.4 0 0 2133 0 2 2 0 0 0 0 0 1 0 0 0 0 0 0 0 0

W KENET Group 3 WDL B No IFP issues identified Shares interdependencies with 
Farnborough and Heathrow

5637 0 No 56.6 5.1 0 0 5637 0 0 0 2 2 3 3 0.1 1 0 0 0 0 0 0 0 0

W KENET Group 3 WDM B No IFP issues identified Shares interdependencies with 
Farnborough and Heathrow

6567 0 No 55.7 5.9 0 0 6567 0 4 4 2 2 4 4 0.1 1 0 0 0 0 0 0 0 0

All - Safety

There will be 
costs 

associated 
with 

deployment 
however there 
is not expected 

to be any 
differences 
between the 

options. 
Quantified 

costs in terms 
of operational 
training and 

system 
upgrades will 

be determined 
in Stage 3.

The implementation of 
PBN SIDs for the 
northern and main 
runway removes 
dependency on 

conventional ground-
based navigation 

equipment (VORs), 
which contributes to a 
reduction in NERL’s 

operational costs as it 
enables VOR 
rationalisation.

This option may lead 
to a change in the 

number of properties 
eligible for the noise 
insulation scheme 

which could lead to a 
change in operational 
costs. At this stage, 
without full system 

options of arrivals and 
departure routes, it is 

not possible to 
understand potential 
benefits or impacts to 

the 60dBA contour 
(which is used as the 
basis for Gatwick's 

noise insulation 
scheme). There is 

therefore no 
differentiating factor 

between the options at 
this stage.

0.4 1 11 5 11 192735 1654 412 148 10 21997 4577 1654

Expected to improve capacity compared to the 'do nothing' due to improved 
departure separations. 

No training 
costs identified

No other costs 
identified

Option may 
require re-
location and/or 
addition of  
Noise 
Monitoring 
Terminals.

980

GA: This option 
may offer the 
opportunity to 
release CAS 
and therefore 
there could be 
a small positive 
economic effect 
on GA 
operations 
outside CAS. 
Commercial 
Airlines: The 
capacity 
assessment 
suggests there 
may be an 
overall benefit 
in comparison 
to the baseline. 

GA: This option 
may offer the 
opportunity to 
release CAS 
and therefore 
there could be 
a small positive 
economic effect 
on GA 
operations 
outside CAS. 
Commercial 
Airlines: The 
capacity 
assessment 
suggests there 
may be an 
overall benefit 
in comparison 
to the baseline. 

80

Yes 508 77

No training 
costs identified

No 2740

Expected to improve capacity compared to the 'do nothing' due to improved 
departure separations. 

223 0.1 244 3 7 12577 95 23

5 9 17 0.1616 2413 2429 652 184 10GA: This option 
may offer the 
opportunity to 
release CAS 
and therefore 
there could be 
a small positive 
economic effect 
on GA 
operations 
outside CAS. 
Commercial 
Airlines: The 
capacity 
assessment 
suggests that 
there may be 
an overall 
benefit in 
comparison to 
the baseline. 

496No other costs 
identified

Option may 
require re-
location and/or 
addition of  
Noise 
Monitoring 
Terminals.

27

Expected to improve capacity compared to the 'do nothing' due to improved 
departure separations. 

48 1496 27403523

2429

Do nothing would not meet the AMS. 
Routes to/from Gatwick shares 
interdependencies with Heathrow, 
Biggin Hill, Southampton, Farnborough, 
London City, Southend and Northolt. 
Without changes to Gatwick's routes, 
enhancements to the wider LTMA 
could be constrained. 

Doing nothing with westerly 
departures will not align with 
the AMS. It will not enable any 
environmental benefits, 
increase airspace capacity, 
reduce noise impacts or 
maximise benefits from 
NERL’s re-design of the LTMA. 
No change and therefore no 
ACP submission will not 
enable enhancements to 
safety, enhance integration or 
reductions in the volume of 
controlled airspace.

8004 24317 No deployment 
costs required

N/ANo impact

Do nothing will not change capacity or resilience. The above table shows a 
simplistic view of the baseline 'do nothing' departure splits between the 
existing procedures. 

Do nothing will 
not change CAS

Do nothing will 
not change GA 
access

No change6,079 5,242 In the baseline, the DVR/DAGGA/TNT departures 
all turn to the right, resulting in cumulative impacts 
for those overflown by all three routes (also 
overflown by easterly SAM/KENET departures). 
The XAMAB/SAM/KENET departures fly straight 
ahead along the extended runway centreline 
which results in cumulative impacts for those living 
under the easterly final approach.

N/A 1.3

4240732

1

219

N/A 17

No

N/A N/A

22 1

N/A

591 2

1 N/A3 9

2This option is expected to 
increase population 
experiencing adverse noise 
effects whereas there are other 
options which better align with 
the AMS objectives by 
performing either similarly or 
better than the baseline in 
terms of population within the 
indicative partial LOAEL. PBN 
departures are however 
expected to be used as part of 
wider a system design where 
they could enable 
simplification, integration, 
safety and efficiency 
enhancements. 

No other costs 
identified

18 0N/A N/A N/A 6Do nothing will 
not require any 
training costs

Option may 
require re-
location and/or 
addition of  
Noise 
Monitoring 
Terminals.

No training 
costs identified

N/A N/ANo other costs Do nothing will 
not incur any 
infrastructure 
costs

Gatwick’s current 
conventional SIDs are 
dependent on ground-
based navigation 
equipment (VORs) 
which are currently 
undergoing a 
rationalisation 
programme by NATS 
NERL. Gatwick is 
currently progressing 
RNAV substitution to 
mitigate VOR 
rationalisation 
however this is an 
interim measure 
ahead of FASI 
implementation. 
Failure to mitigate the 
impacts of VOR 
rationalisation in the 
long term could result 

Not expected to 
require additional 
CAS. Systemised 
SIDs are 
expected to 
require less 
tactical 
intervention and 
alongside 
improved CCO 
lead to positive 
benefits in terms 
of the overall 
LTMA airspace 
volume

Not expected to 
require additional 
CAS. Systemised 
SIDs are 
expected to 
require less 
tactical 
intervention and 
alongside 
improved CCO 
lead to positive 
benefits in terms 
of the overall 
LTMA airspace 
volume

Because the 
southerly 
departure tracks 
turn earlier than 
they do currently, 
access 
arrangements 
(including LOA’s) 
for traffic routing 
to some small 
airstrips to the 
southwest 
(particularly 
Rusper and 
Valence) MAY 
have to be 
reviewed. 
(Although 
Gatwick does 
currently have an 
eastbound SID 
that turns left off 
26 (WIZAD), its 
use is subject to 
approval by 
Gatwick 
approach and 
airstrip LOAs 
have taken this 
into 
consideration)

24,579 53388Supports the AMS through the 
implementation of PBN 
departures which would be for 
noise and environmental 
mitigation purposes as set out 
in the Government’s Air 
Navigation Guidance. PBN 
departures are expected to be 
used in conjunction with arrivals 
as part of wider a system 
design which could enable 
simplification, integration, 
safety and efficiency 
enhancements.

20704 19.4Supports the AMS through the 
implementation of PBN 
departures which would be for 
noise and environmental 
mitigation purposes as set out 
in the Government’s Air 
Navigation Guidance. PBN 
departures are expected to be 
used in conjunction with arrivals 
as part of wider a system 
design which could enable 
simplification, integration, 
safety and efficiency 
enhancements.

6921 Not expected to 
require additional 
CAS. Systemised 
SIDs are 
expected to 
require less 
tactical 
intervention and 
alongside 
improved CCO 
lead to positive 
benefits in terms 
of the overall 
LTMA airspace 
volume

Because the 
southerly 
departure tracks 
turn earlier than 
they do currently, 
access 
arrangements 
(including LOA’s) 
for traffic routing 
to some small 
airstrips to the 
southwest 
(particularly 
Rusper and 
Valence) MAY 
have to be 
reviewed. 
(Although 
Gatwick does 
currently have an 
eastbound SID 
that turns left off 
26 (WIZAD), its 
use is subject to 
approval by 
Gatwick 
approach and 
airstrip LOAs 
have taken this 
into 
consideration).

This system 
mostly avoids 
traffic routing low 
over the northern 
half of the CTR 
and CTA. This is 
an area routinely 
busy with GA 
traffic.

The option is expected to offer 
similar track mileage, or 
possibly improvements to 
SAM/KENET departures, 
compared to the baseline. 

 It is anticipated that 
departures will achieve 
improved CCO performance, 
subject to integration with the 
wider airspace. 

Therefore the option has the 
potential to improve Fuel Burn 
and CO2 emissions 
compared to the baseline.

The XAMAB departures turn earlier than in the 
baseline and this reduces the cumulative affects 
for those communities currently living under the 
easterly final approach and the straight ahead 
sections of the westerly departures however it 
does introduce overflight over areas not regularly 
overflown in the baseline. The earlier turn would 
require changes to Gatwick's existing NPRs.  
In the baseline, westerly departures fly the NPRs 
and are then typically vectored. This option is 
expected to result in greater levels of 
concentration along routes. 
 It is expected that departures will achieve 
improved CCO performance although this is 
subject to integration with neighbouring airports 
and the network airspace above 7000ft.

The option is expected to offer 
similar track mileage, or 
possibly improvements to 
SAM/KENET/DAGGA 
departures, compared to the 
baseline. 

 It is anticipated that 
departures will achieve 
improved CCO performance, 
subject to integration with the 
wider airspace. 

Therefore the option has the 
potential to improve Fuel Burn 
and CO2 emissions 
compared to the baseline.

The XAMAB departures turn earlier than in the 
baseline and this reduces the cumulative affects 
for those communities currently living under the 
easterly final approach and the straight ahead 
sections of the westerly departures however it 
does introduce overflight over areas not regularly 
overflown in the baseline. The earlier turn would 
require changes to Gatwick's existing NPRs.  
In the baseline, westerly departures fly the NPRs 
and are then typically vectored. This option is 
expected to result in greater levels of 
concentration along routes. 
 It is expected that departures will achieve 
improved CCO performance although this is 
subject to integration with neighbouring airports 
and the network airspace above 7000ft.

The option is expected to offer 
similar track mileage, or 
possibly improvements to 
SAM/KENET/DAGGA 
departures, compared to the 
baseline. 

 It is anticipated that 
departures will achieve 
improved CCO performance, 
subject to integration with the 
wider airspace. 

Therefore the option has the 
potential to improve Fuel Burn 
and CO2 emissions 
compared to the baseline.

7,214 5,371

6,685 4,686

6,286 4,768 This option routes the DAGGA/TNT/DVR 
departures to the left rather than right which 
introduces overflight in areas not routinely 
overflown by westerly departures today. 
Changes to Gatwick's existing NPRs would be 
required.  
The XAMAB departures turn earlier than in the 
baseline and this reduces the cumulative affects 
for those communities currently living under the 
easterly final approach and the straight ahead 
sections of the westerly departures however it 
does introduce overflight over areas not regularly 
overflown in the baseline.
In the baseline, westerly departures fly the NPRs 
and are then typically vectored. This option is 
expected to result in greater levels of 
concentration along routes. 
 It is expected that departures will achieve 
improved CCO performance, and the left turn 
DVR/DAGGA/TNT departures may achieve better 
CCO performance than the right turn options 
although this is subject to integration with 
neighbouring airports and the network airspace 
above 7000ft.

9,203

2.1

Because the 
southerly 
departure tracks 
turn earlier than 
they do currently, 
access 
arrangements 
(including LOA’s) 
for traffic routing 
to some small 
airstrips to the 
southwest 
(particularly 
Rusper and 
Valence) MAY 
have to be 
reviewed. 
(Although 
Gatwick does 
currently have an 
eastbound SID 
that turns left off 
26 (WIZAD), its 
use is subject to 
approval by 
Gatwick 
approach and 
airstrip LOAs 
have taken this 
into 
consideration)

24,445 11.1

Westerly Departure Baseline XAMAB departures fly straight 
ahead for 10.5nm before turning 
left (south).
SAM/KENET departures fly 
straight ahead before turning 
south.
DAGGA/TNT/DVR departures 
fly straight ahead for 2.3nm 
before turning right (north) and 
wrapping around towards the 
east. 
WIZAD departures are 
available on a tactical basis - 
these departures fly straight 
ahead for 2.3nm before turning 
left (south) and wrapping around 
towards the west. 

At the current traffic levels there are no safety concerns however future 
traffic growth could lead to increased complexity and workload for ATC 
and Pilots. This could lead to traffic levels within the LTMA being 
capped or increased ground holding, in order to maintain safety. 

DAGGA/TNT/SAM/KENET/DV
R are broadly similar to the 
baseline however some routes 
turn at different distances 
compared to the baseline and 
there is some variation in the 
routes. XAM departures would 
turn left earlier than the 
baseline. 

DAGGA/TNT/SAM/KENET/DV
R are broadly similar today 
however some routes turn at 
different distances compared to 
the baseline and there is some 
variation in the routes. XAM 
departures would turn left 
(south) earlier than the baseline 
with some routes turning 
towards the south east before 
tracking south.  

SAM/KENET are broadly 
similar to today however there 
is some variation in the routes. 
XAM departures would turn 
earlier than the baseline 
towards the south west before 
turning again to track south. 
Rather than turning right, the 
DAGGA/TNT/DVR departures 
would turn left before wrapping 
around and heading north 
(DAGGA/TNT) and west (DVR). 

Westerly System 1 

No significant 
safety concerns 
raised at this 
stage although 
new / revised 
safety assurances 
may be required. 
An acceptable 
safety argument is 
envisaged to be 
achievable subject 
to further 
investigation 
should this option 
progress. 

This system mostly 
avoids traffic 
routing low over 
the northern half of 
the CTR and CTA. 
This is an area 
routinely busy with 
GA traffic and 
therefore avoiding 
this area provides 
mitigation for any 
infringement 
events. 

No significant 
safety concerns 
raised at this 
stage although 
new / revised 
safety assurances 
may be required. 
An acceptable 
safety argument is 
envisaged to be 
achievable subject 
to further 
investigation 
should this option 
progress. 

Westerly System 2 No significant 
safety concerns 
raised at this 
stage although 
new / revised 
safety assurances 
may be required. 
An acceptable 
safety argument is 
envisaged to be 
achievable subject 
to further 
investigation 
should this option 
progress. 

Westerly System 3



W KENET Group 3 WDP B First turn at c.1.2nm (very small - more like a track 
adjustment than a turn). No other safety concerns 
identified with this route. 

Shares interdependencies with 
Farnborough and Heathrow

3534 0 No 55.8 5.6 0 0 3534 0 3 3 0 0 1 1 0 1 0 0 0 0 0 0 0 0

W SAM Group 1 WDA B No IFP issues identified Shares interdependencies with 
Farnborough and Heathrow

2649 2649 No 47.4 0 0 0 356 1811 1 1 0 0 3 3 0 0 0 0 0 0 0 0 0 0

W SAM Group 1 WDC B First turn at c.1.2nm (very small - more like a track 
adjustment than a turn). No other safety concerns 
identified with this route. 

Shares interdependencies with 
Farnborough and Heathrow

2583 2583 No 45.9 0 0 0 323 1745 1 1 0 0 3 3 0 0 0 0 0 0 0 0 0 0

W SAM Group 1 WDG C No IFP issues identified Shares interdependencies with 
Farnborough and Heathrow

4096 4096 No 46.1 0 0 0 251 3258 3 3 1 1 5 5 0 0 0 0 0 0 0 0 0 0

W SAM Group 1 WDH C No IFP issues identified Shares interdependencies with 
Farnborough and Heathrow

3805 3805 No 46.0 0 0 0 224 2967 3 3 1 1 4 4 0 0 0 0 0 0 0 0 0 0

W SAM Group 1 WDM B No IFP issues identified Shares interdependencies with 
Farnborough and Heathrow

2719 2719 No 46.1 0 0 0 1316 2005 2 2 0 0 1 1 0.2 0 0 0 0 0 0 0 0 0

W SAM Group 1 WDP B First turn at c.1.2nm (very small - more like a track 
adjustment than a turn). No other safety concerns 
identified with this route. 

Shares interdependencies with 
Farnborough and Heathrow

2423 2423 No 46.0 0 0 0 711 1695 2 2 0 0 3 3 0 0 0 0 0 0 0 0 0 0

W TNT Group 2 WDB C No IFP issues identified Left turn TNT departures reduce 
interdependencies with Heathrow, 
Biggin Hill, London City and potentially 
Northolt as the turn to the south allows 
aircraft to gain altitude before routing 
north. However this does introduce 
interdependencies between Gatwick's 
arrivals. The routes will also continue to 
share interdependencies with these 
airports.

4710 0 No 155.3 41.1 0 0 4710 0 4 4 1 1 3 3 0.1 1 0 0 0 0 0 0 0 0

W TNT Group 2 WDB C 2 No IFP issues identified Evolved from WDB C to better 
integrate with arrivals and the wider 
airspace network. 

Left turn TNT departures reduce 
interdependencies with Heathrow, 
Biggin Hill, London City and potentially 
Northolt as the turn to the south allows 
aircraft to gain altitude before routing 
north however the route will still share 
interdependencies with these airports.

4710 0 No 151.8 41.1 0 0 4710 0 4 4 1 1 3 3 0.1 1 0 0 0 0 0 0 0 0

W TNT Group 2 WDK C First turn radius c.2nm followed by 2.2nm turn. This 
is within the parameters of IFP design however 
would require further IFP development and flyability 
testing. 

This route would have significant and 
prohibitive interdependencies with the 
Heathrow arrival mechanism, and 
potentially with Biggin Hill traffic. 

34048 0 No 141.4 22.3 0 0 34048 0 24 24 5 5 10 10 0.4 1 0 0 0 0 0 0 0 0

W XAMAB Group 3 WDA C First turn at c.3.2nm. No IFP issues identified No interdependencies with other 
airports identified although would share 
with Gatwick arrivals

4628 4628 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

69.5 0 0 0 4260 4360 9 9 0 0 2 2 0 0 0 0 0 0 0 0 0 0

W XAMAB Group 3 WDA C 2 First turn at c.3.2nm. No IFP issues identified No interdependencies with other 
airports identified although would share 
with Gatwick arrivals

11769 11769 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

71.1 0 0 0 11451 11523 10 10 1 1 7 7 0 0 0 0 0 0 0 0 0 0

W XAMAB Group 3 WDA C 3 First turn at c.3.2nm. No IFP issues identified No interdependencies with other 
airports identified although would share 
with Gatwick arrivals

4747 4747 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

69.8 0 0 0 4429 4501 10 10 0 0 2 2 0 0 0 0 0 0 0 0 0 0

W DAGGA Group 3 WDP C This route offers a 270o track change and the turn 
radius sit close to the defined regulatory limits. It 
would require further IFP development and flight 
testing to understand the viability. 

This route would have significant and 
prohibitive interdependencies with the 
Heathrow arrival mechanism, and 
potentially with Biggin Hill traffic. 

93028 93028 No 70.1 18.7 0 0 92951 93028 61 61 15 15 30 30 1.4 1 0 0 0 0 0 0 0 0

W DVR Group 3 WDB C5 First turn at c.1nm with a c2nm radius, followed 
immediately by another turn with a c.3nm radius. 

Additional option developed with the 
aim of reducing interdependencies with 
arrivals

4469 4469 No 69.8 43.3 0 0 4469 4469 6 6 1 1 7 7 0.5 1 0 0 0 0 0 0 0 0

W DVR Group 3 WIOA 1 First turn at c1nm with a wrap around turn (c.2.5nm 
radius)

Additional option developed with the 
aim of reducing interdependencies with 
arrivals

5393 5393 No 71.3 47.1 0 0 5393 5393 7 7 2 2 7 7 0.5 1 0 0 0 0 0 0 0 0

W DVR Group 3 WDF C First turn at c.2nm with a wrap around turn (c.2nm in 
radius)

Prohibitive interdependencies with 
arrivals which would lead to significant 
constraints on either the departure 
route and/or arrivals. Also, significant 
issues with integration of the 
departures into the network airspace. 

14528 14528 No 70.8 39 0 0 14451 14451 16 16 3 3 4 4 0.3 1 0 0 0 0 0 0 0 0

W DVR Group 3 WDF C 2 First turn at c.2nm with a wrap around turn (c.2nm in 
radius)

Evolved from WDF C to better 
integrate with arrivals and the wider 
airspace network. 

14631 14631 No 72.3 40.2 0 0 14554 14554 14 14 2 2 4 4 0.1 1 0 0 0 0 0 0 0 0

W DVR Group 3 WDG B No IFP issues identified Prohibitive interdependencies with 
arrivals which would lead to significant 
constraints on either the departure 
route and/or arrivals. Also, significant 
issues with integration of the 
departures into the network airspace. 

16527 16527 No 71.7 38.2 0 0 16404 16450 18 18 3 3 7 7 0.2 1 0 0 0 0 0 0 0 0

W DVR Group 3 WDG B 1 No IFP issues identified Evolved from WDG B to better 
integrate with arrivals and the wider 
airspace network. 

26841 26841 No 72.6 35.4 0 0 26716 26762 21 21 1 1 7 7 0.6 1 0 0 0 0 0 0 0 0

W DVR Group 3 WDG B 2 No IFP issues identified Evolved from WDG B to better 
integrate with arrivals and the wider 
airspace network. 

20035 20035 No 71.9 37 0 0 19912 19958 18 18 1 1 4 4 0.5 1 0 0 0 0 0 0 0 0

W DVR Group 3 WDH B No IFP issues identified Prohibitive interdependencies with 
arrivals which would lead to significant 
constraints on either the departure 
route and/or arrivals. Also, significant 
issues with integration of the 
departures into the network airspace. 

15948 15948 No 71.0 38.6 0 0 15825 15871 18 18 3 3 7 7 0.2 1 0 0 0 0 0 0 0 0

W DVR Group 3 WDP C The first turn occurs after 2nm however it is a 180o 

with a c.2nm turn radius. Within the regulatory limits 
but may need flyability testing and further IFP 
development. 

Prohibitive interdependencies with 
arrivals which would lead to significant 
constraints on either the departure 
route and/or arrivals. Also, significant 
issues with integration of the 
departures into the network airspace. 

26430 26430 No 71.3 35.2 0 0 26305 26351 22 22 1 1 7 7 0.8 1 0 0 0 0 0 0 0 0

W DVR Group 3 WDP C 1 The first turn occurs after 2nm however it is a 180o 

with a c.2nm turn radius. Within the regulatory limits 
but may need flyability testing and further IFP 
development. 

Evolved from WDP C to better 
integrate with arrivals and the wider 
airspace network. 

26841 26841 No 72.6 35.4 0 0 26716 26762 21 21 1 1 7 7 0.6 1 0 0 0 0 0 0 0 0

W DVR Group 3 WDP C 3 The first turn occurs after 2nm however it is a 180o 

with a c.2nm turn radius. Within the regulatory limits 
but may need flyability testing and further IFP 
development. 

Evolved from WDP C to better 
integrate with arrivals and the wider 
airspace network. 

26031 26031 No 72.5 35.7 0 0 25906 25952 21 21 1 1 7 7 0.6 1 0 0 0 0 0 0 0 0

W KENET Group 3 WDC B No IFP issues identified Shares interdependencies with 
Farnborough and Heathrow

2133 0 No 56.0 4.4 0 0 2133 0 2 2 0 0 0 0 0 1 0 0 0 0 0 0 0 0

W KENET Group 3 WDL B No IFP issues identified Shares interdependencies with 
Farnborough and Heathrow

5637 0 No 56.6 5.1 0 0 5637 0 0 0 2 2 3 3 0.1 1 0 0 0 0 0 0 0 0

W KENET Group 3 WDM B No IFP issues identified Shares interdependencies with 
Farnborough and Heathrow

6567 0 No 55.7 5.9 0 0 6567 0 4 4 2 2 4 4 0.1 1 0 0 0 0 0 0 0 0

W KENET Group 3 WDP B First turn at c.1.2nm (very small - more like a track 
adjustment than a turn). No other safety concerns 
identified with this route. 

Shares interdependencies with 
Farnborough and Heathrow

3534 0 No 55.8 5.6 0 0 3534 0 3 3 0 0 1 1 0 1 0 0 0 0 0 0 0 0

W SAM Group 1 WDA B No IFP issues identified Shares interdependencies with 
Farnborough and Heathrow

2649 2649 No 47.4 0 0 0 356 1811 1 1 0 0 3 3 0 0 0 0 0 0 0 0 0 0

W SAM Group 1 WDC B First turn at c.1.2nm (very small - more like a track 
adjustment than a turn). No other safety concerns 
identified with this route. 

Shares interdependencies with 
Farnborough and Heathrow

2583 2583 No 45.9 0 0 0 323 1745 1 1 0 0 3 3 0 0 0 0 0 0 0 0 0 0

W SAM Group 1 WDG C No IFP issues identified Shares interdependencies with 
Farnborough and Heathrow

4096 4096 No 46.1 0 0 0 251 3258 3 3 1 1 5 5 0 0 0 0 0 0 0 0 0 0

W SAM Group 1 WDH C No IFP issues identified Shares interdependencies with 
Farnborough and Heathrow

3805 3805 No 46.0 0 0 0 224 2967 3 3 1 1 4 4 0 0 0 0 0 0 0 0 0 0

W SAM Group 1 WDM B No IFP issues identified Shares interdependencies with 
Farnborough and Heathrow

2719 2719 No 46.1 0 0 0 1316 2005 2 2 0 0 1 1 0.2 0 0 0 0 0 0 0 0 0

W SAM Group 1 WDP B First turn at c.1.2nm (very small - more like a track 
adjustment than a turn). No other safety concerns 
identified with this route. 

Shares interdependencies with 
Farnborough and Heathrow

2423 2423 No 46.0 0 0 0 711 1695 2 2 0 0 3 3 0 0 0 0 0 0 0 0 0 0

W TNT Group 3 WDP C This route offers a 270o track change and the turn 
radius sit close to the defined regulatory limits. It 
would require further IFP development and flight 
testing to understand the viability. 

This route would have significant and 
prohibitive interdependencies with the 
Heathrow arrival mechanism, and 
potentially with Biggin Hill traffic. 

89775 0 No 142.9 18.4 0 0 89775 0 60 60 14 14 33 33 1.4 1 0 0 0 0 0 0 0 0

W XAMAB Group 3 WDA C First turn at c.3.2nm. No IFP issues identified No interdependencies with other 
airports identified although would share 
with Gatwick arrivals

4628 4628 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

69.5 0 0 0 4260 4360 9 9 0 0 2 2 0 0 0 0 0 0 0 0 0 0

W XAMAB Group 3 WDA C 2 First turn at c.3.2nm. No IFP issues identified No interdependencies with other 
airports identified although would share 
with Gatwick arrivals

11769 11769 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

71.1 0 0 0 11451 11523 10 10 1 1 7 7 0 0 0 0 0 0 0 0 0 0

W XAMAB Group 3 WDA C 3 First turn at c.3.2nm. No IFP issues identified No interdependencies with other 
airports identified although would share 
with Gatwick arrivals

4747 4747 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

69.8 0 0 0 4429 4501 10 10 0 0 2 2 0 0 0 0 0 0 0 0 0 0

Westerly System 4.2 As above As above As above As above As above As above 5,527 4,292 22986 23854 As above As above As above As above 10.7 As above As above As above As above As above As above As above As above As above As above As above 463 3892 1768 474 0 527 2150 1768 386 75 As above As above As above As above 21 21 As above As above 1 4 As above As above 12 15 As above 0.1 As above 1 1 As above As above As above As above As above As above As above As above
W DAGGA Group 2 WDB C No IFP issues identified Left turn DAGGA departures reduce 

interdependencies with Heathrow, 
Biggin Hill and London City as the turn 
to the south allows aircraft to gain 
altitude before routing north. However 
this does introduce interdependencies 
between Gatwick's arrivals. The routes 
will also continue to share 
interdependencies with these airports.

4710 4710 No 73.6 41.1 0 0 4710 4710 4 4 1 1 3 3 0.1 1 0 0 0 0 0 0 0 0

W DAGGA Group 2 WDB C 2 No IFP issues identified Evolved from WDB C to better 
integrate with arrivals and the wider 
airspace network. 

Left turn DAGGA departures reduce 
interdependencies with Heathrow, 
Biggin Hill, and London City as the turn 
to the south allows aircraft to gain 
altitude before routing north however 
the route will still share 
interdependencies with these airports.

4710 4710 No 72.8 41.1 0 0 4710 4710 4 4 1 1 3 3 0.1 1 0 0 0 0 0 0 0 0

W DAGGA Group 2 WDK C First turn radius c.2nm followed by 2.2nm turn. This 
is within the parameters of IFP design however 
would require further IFP development and flyability 
testing. 

This route would have significant and 
prohibitive interdependencies with the 
Heathrow arrival mechanism, and 
potentially with Biggin Hill traffic. 

19488 19488 No 67.0 24.2 0 0 19488 19488 16 16 2 2 8 8 0.1 1 0 0 0 0 0 0 0 0

W DVR Group 1 WDG A The first turn requires a c.1.7nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependences with 
Heathrow, Biggin Hill, and potentially 
London City

14812 14812 No 71.7 1.6 0 0 6927 7127 14 14 6 6 8 8 0 1 0 0 0 0 0 0 0 0

W DVR Group 1 WDG A 2 The first turn requires a c.1.5nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependences with 
Heathrow, Biggin Hill, and potentially 
London City

19348 19348 No 72.5 0 0 0 14071 14167 13 13 0 0 6 6 0 0 0 0 0 0 0 0 0 0

W DVR Group 1 WDH A The first turn requires a c.1.7nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependences with 
Heathrow, Biggin Hill, and potentially 
London City

14757 14757 No 71.4 1.6 0 0 6681 6881 14 14 6 6 7 7 0 1 0 0 0 0 0 0 0 0

W DVR Group 1 WDH A 2 The first turn requires a c.1.5nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependences with 
Heathrow, Biggin Hill, and potentially 
London City

11027 11027 No 70.3 0 0 0 4925 5021 11 11 0 0 5 5 0 0 0 0 0 0 0 0 0 0

W DVR Group 1 WDP A First turn c.2nm. No other safety concerns identified 
with this route. 

Shares interdependences with 
Heathrow, Biggin Hill, and potentially 
London City

11377 11377 No 71.1 1.4 0 0 4094 4271 9 9 4 4 6 6 0 1 0 0 0 0 0 0 0 0

W DVR Group 2 WDB C No IFP issues identified Prohibitive interdependencies with 
arrivals which would lead to significant 
constraints on either the departure 
route and/or arrivals. Also, significant 
issues with integration of the 
departures into the network airspace. 

4710 4710 No 71.0 41.1 0 0 4710 4710 4 4 1 1 3 3 0.1 1 0 0 0 0 0 0 0 0

W DVR Group 2 WDB C 1 No IFP issues identified Evolved from WDB C to better 
integrate with arrivals and the wider 
airspace network. 

6211 6211 No 73.5 39.9 0 0 6211 6211 4 4 2 2 4 4 0.1 1 0 0 0 0 0 0 0 0

W DVR Group 2 WDB C 2 No IFP issues identified Evolved from WDB C to better 
integrate with arrivals and the wider 
airspace network. 

4370 4370 No 72.5 45.6 0 0 4370 4370 7 7 1 1 6 6 0 1 0 0 0 0 0 0 0 0

W DVR Group 2 WDB C 3 No IFP issues identified Evolved from WDB C to better 
integrate with arrivals and the wider 
airspace network. 

3836 3836 No 73.5 45.8 0 0 3836 3836 6 6 1 1 5 5 0.7 1 0 0 0 0 0 0 0 0

W DVR Group 2 WDB C 4 No IFP issues identified Evolved from WDB C to better 
integrate with arrivals and the wider 
airspace network. 

4376 4376 No 71.7 46.7 0 0 4376 4376 6 6 1 1 6 6 1 1 0 0 0 0 0 0 0 0

W DVR Group 2 WDK C First turn radius c.2nm followed by 2.2nm turn. 
C.0.6nm to first turn. 

Prohibitive interdependencies with 
arrivals which would lead to significant 
constraints on either the departure 
route and/or arrivals. Also, significant 
issues with integration of the 
departures into the network airspace. 

3918 3918 No 67.5 48.3 0 0 3918 3918 5 5 0 0 4 4 1.6 1 0 0 0 0 0 0 0 0

W KENET Group 3 WDC B No IFP issues identified Shares interdependencies with 
Farnborough and Heathrow

2133 0 No 56.0 4.4 0 0 2133 0 2 2 0 0 0 0 0 1 0 0 0 0 0 0 0 0

W KENET Group 3 WDL B No IFP issues identified Shares interdependencies with 
Farnborough and Heathrow

5637 0 No 56.6 5.1 0 0 5637 0 0 0 2 2 3 3 0.1 1 0 0 0 0 0 0 0 0

W KENET Group 3 WDM B No IFP issues identified Shares interdependencies with 
Farnborough and Heathrow

6567 0 No 55.7 5.9 0 0 6567 0 4 4 2 2 4 4 0.1 1 0 0 0 0 0 0 0 0

W KENET Group 3 WDP B First turn at c.1.2nm (very small - more like a track 
adjustment than a turn). No other safety concerns 
identified with this route. 

Shares interdependencies with 
Farnborough and Heathrow

3534 0 No 55.8 5.6 0 0 3534 0 3 3 0 0 1 1 0 1 0 0 0 0 0 0 0 0

W SAM Group 1 WDA B No IFP issues identified Shares interdependencies with 
Farnborough and Heathrow

2649 2649 No 47.4 0 0 0 356 1811 1 1 0 0 3 3 0 0 0 0 0 0 0 0 0 0

W SAM Group 1 WDC B First turn at c.1.2nm (very small - more like a track 
adjustment than a turn). No other safety concerns 
identified with this route. 

Shares interdependencies with 
Farnborough and Heathrow

2583 2583 No 45.9 0 0 0 323 1745 1 1 0 0 3 3 0 0 0 0 0 0 0 0 0 0

W SAM Group 1 WDG C No IFP issues identified Shares interdependencies with 
Farnborough and Heathrow

4096 4096 No 46.1 0 0 0 251 3258 3 3 1 1 5 5 0 0 0 0 0 0 0 0 0 0

W SAM Group 1 WDH C No IFP issues identified Shares interdependencies with 
Farnborough and Heathrow

3805 3805 No 46.0 0 0 0 224 2967 3 3 1 1 4 4 0 0 0 0 0 0 0 0 0 0

W SAM Group 1 WDM B No IFP issues identified Shares interdependencies with 
Farnborough and Heathrow

2719 2719 No 46.1 0 0 0 1316 2005 2 2 0 0 1 1 0.2 0 0 0 0 0 0 0 0 0

W SAM Group 1 WDP B First turn at c.1.2nm (very small - more like a track 
adjustment than a turn). No other safety concerns 
identified with this route. 

Shares interdependencies with 
Farnborough and Heathrow

2423 2423 No 46.0 0 0 0 711 1695 2 2 0 0 3 3 0 0 0 0 0 0 0 0 0 0

W TNT Group 2 WDB C No IFP issues identified Left turn TNT departures reduce 
interdependencies with Heathrow, 
Biggin Hill, London City and potentially 
Northolt as the turn to the south allows 
aircraft to gain altitude before routing 
north. However this does introduce 
interdependencies between Gatwick's 
arrivals. The routes will also continue to 
share interdependencies with these 
airports.

4710 0 No 155.3 41.1 0 0 4710 0 4 4 1 1 3 3 0.1 1 0 0 0 0 0 0 0 0

W TNT Group 2 WDB C 2 No IFP issues identified Evolved from WDB C to better 
integrate with arrivals and the wider 
airspace network. 

Left turn TNT departures reduce 
interdependencies with Heathrow, 
Biggin Hill, London City and potentially 
Northolt as the turn to the south allows 
aircraft to gain altitude before routing 
north however the route will still share 
interdependencies with these airports.

4710 0 No 151.8 41.1 0 0 4710 0 4 4 1 1 3 3 0.1 1 0 0 0 0 0 0 0 0

W TNT Group 2 WDK C First turn radius c.2nm followed by 2.2nm turn. This 
is within the parameters of IFP design however 
would require further IFP development and flyability 
testing. 

This route would have significant and 
prohibitive interdependencies with the 
Heathrow arrival mechanism, and 
potentially with Biggin Hill traffic. 

34048 0 No 141.4 22.3 0 0 34048 0 24 24 5 5 10 10 0.4 1 0 0 0 0 0 0 0 0

W XAMAB Group 3 WDA C No IFP issues identified No interdependencies with other 
airports identified although would share 
with Gatwick arrivals

4628 4628 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

69.5 0 0 0 4260 4360 9 9 0 0 2 2 0 0 0 0 0 0 0 0 0 0

W XAMAB Group 3 WDA C 2 No IFP issues identified No interdependencies with other 
airports identified although would share 
with Gatwick arrivals

11769 11769 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

71.1 0 0 0 11451 11523 10 10 1 1 7 7 0 0 0 0 0 0 0 0 0 0

W XAMAB Group 3 WDA C 3 No IFP issues identified No interdependencies with other 
airports identified although would share 
with Gatwick arrivals

4747 4747 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

69.8 0 0 0 4429 4501 10 10 0 0 2 2 0 0 0 0 0 0 0 0 0 0

12Westerly System 5 Majority 
DVR Right

Supports the AMS through the 
implementation of PBN 
departures which would be for 
noise and environmental 
mitigation purposes as set out 
in the Government’s Air 
Navigation Guidance. PBN 
departures are expected to be 
used in conjunction with arrivals 
as part of wider a system 
design which could enable 
simplification, integration, 
safety and efficiency 
enhancements.

9537 GA: This option 
may offer the 
opportunity to 
release CAS 
and therefore 
there could be 
a small positive 
economic effect 
on GA 
operations 
outside CAS. 
Commercial 
Airlines: The 
capacity 
assessment 
suggests there 
may be an 
overall benefit 
in comparison 
to the baseline. 

No training 
costs identified

No other costs 
identified

19670 16.9 Because the 
southerly 
departure tracks 
turn earlier than 
they do currently, 
access 
arrangements 
(including LOA’s) 
for traffic routing 
to some small 
airstrips to the 
southwest 
(particularly 
Rusper and 
Valence) MAY 
have to be 
reviewed. 
(Although 
Gatwick does 
currently have an 
eastbound SID 
that turns left off 
26 (WIZAD), its 
use is subject to 
approval by 
Gatwick 
approach and 
airstrip LOAs 
have taken this 
into 
consideration).

Not expected to 
require additional 
CAS. Systemised 
SIDs are 
expected to 
require less 
tactical 
intervention and 
alongside 
improved CCO 
lead to positive 
benefits in terms 
of the overall 
LTMA airspace 
volume

No significant 
safety concerns 
raised at this 
stage although 
new / revised 
safety assurances 
may be required. 
An acceptable 
safety argument is 
envisaged to be 
achievable subject 
to further 
investigation 
should this option 
progress. 

SAM/KENET are broadly 
similar to today however there 
is some variation in the routes. 
XAM departures would turn 
earlier than the baseline 
towards the south west before 
turning again to track south. 
Rather than turning right (north), 
the DAGGA/TNT departures 
would turn left before wrapping 
around and heading north. In 
this configuration, the majority of 
DVR departures turn right 
similar to today and a small 
percentage would turn left 
(south) and wrap around to the 
west.

5,883

*Option offers tactical DVR during busy periods. This could reduce the 
separation required between each DVR departure.

Expected to improve capacity compared to the 'do nothing' due to improved 
departure separations. 

75 11 15

36 20 32 1

2 5 12 13 0.3

No 3960309

1452 2039 5030 0355 4021 2039 567Yes

1865 324 5 12 16 0.1 11865 406 0 252 2110 1Because the 
southerly 
departure tracks 
turn earlier than 
they do currently, 
access 
arrangements 
(including LOA’s) 
for traffic routing 
to some small 
airstrips to the 
southwest 
(particularly 
Rusper and 
Valence) MAY 
have to be 
reviewed. 
(Although 
Gatwick does 
currently have an 
eastbound SID 
that turns left off 
26 (WIZAD), its 
use is subject to 
approval by 
Gatwick 
approach and 
airstrip LOAs 
have taken this 
into 
consideration).

This system 
mostly avoids 
traffic routing low 
over the northern 
half of the CTR 
and CTA. This is 
an area routinely 
busy with GA 
traffic.

4,287 This option routes the DAGGA/TNT/DVR 
departures to the left rather than right which 
introduces overflight in areas not routinely 
overflown by westerly departures today. 
Changes to Gatwick's existing NPRs would be 
required.  
The XAMAB departures turn earlier than in the 
baseline and this reduces the cumulative affects 
for those communities currently living under the 
easterly final approach and the straight ahead 
sections of the westerly departures however it 
does introduce overflight over areas not regularly 
overflown in the baseline.
In the baseline, westerly departures fly the NPRs 
and are then typically vectored. This option is 
expected to result in greater levels of 
concentration along routes. 
 It is expected that departures will achieve 
improved CCO performance, and the left turn 
DVR/DAGGA/TNT departures may achieve better 
CCO performance than the right turn options 
although this is subject to integration with 
neighbouring airports and the network airspace 
above 7000ft.

The option is expected to offer 
similar track mileage, or 
possibly improvements to 
SAM/KENET departures, 
compared to the baseline. 

 It is anticipated that 
departures will achieve 
improved CCO performance, 
subject to integration with the 
wider airspace. 

Therefore the option has the 
potential to improve Fuel Burn 
and CO2 emissions 
compared to the baseline.

Supports the AMS through the 
implementation of PBN 
departures which would be for 
noise and environmental 
mitigation purposes as set out 
in the Government’s Air 
Navigation Guidance. PBN 
departures are expected to be 
used in conjunction with arrivals 
as part of wider a system 
design which could enable 
simplification, integration, 
safety and efficiency 
enhancements.

23887 41051 GA: This option 
may offer the 
opportunity to 
release CAS 
and therefore 
there could be 
a small positive 
economic effect 
on GA 
operations 
outside CAS. 
Commercial 
Airlines: The 
capacity 
assessment 
suggests there 
may be an 
overall benefit 
in comparison 
to the baseline. 

Expected to improve capacity compared to the 'do nothing' due to improved 
departure separations. 

No training 
costs identified

No other costs 
identified

Option may 
require re-
location and/or 
addition of  
Noise 
Monitoring 
Terminals.

Option may 
require re-
location and/or 
addition of  
Noise 
Monitoring 
Terminals.

The option is expected to offer 
similar track mileage, or 
possibly improvements to 
SAM/KENET departures, 
compared to the baseline. 

 It is anticipated that 
departures will achieve 
improved CCO performance, 
subject to integration with the 
wider airspace. 

Therefore the option has the 
potential to improve Fuel Burn 
and CO2 emissions 
compared to the baseline.

7.2 Not expected to 
require additional 
CAS. Systemised 
SIDs are 
expected to 
require less 
tactical 
intervention and 
alongside 
improved CCO 
lead to positive 
benefits in terms 
of the overall 
LTMA airspace 
volume

5,695SAM/KENET are broadly 
similar to today however there 
is some variation in the routes. 
XAM departures would turn 
earlier than the baseline 
towards the south west before 
turning again to track south. 
Rather than turning right (north), 
the DAGGA/TNT/DVR 
departures would turn left before 
wrapping around and heading 
north (DAGGA/TNT) and west 
(DVR).

Westerly System 4 No significant 
safety concerns 
raised at this 
stage although 
new / revised 
safety assurances 
may be required. 
An acceptable 
safety argument is 
envisaged to be 
achievable subject 
to further 
investigation 
should this option 
progress. 

This system 
avoids traffic 
routing low over 
the northern half of 
the CTR and CTA. 
This is an area 
routinely busy with 
GA traffic and 
therefore avoiding 
this area provides 
mitigation for any 
infringement 
events. 

3,865 This option routes the majority of DVR departures 
similarly to today however the DAGGA/TNT 
departures turn left and wrap around before 
routing north / northwest. During busy periods, 
there would also be a tactical DVR route that turns 
left. This shares some traffic between the areas to 
the north and south of the airport however this 
does mean that it introduces overflight in areas 
not routinely overflown by westerly departures 
today. 
Changes to Gatwick's existing NPRs would be 
required.  
The XAMAB departures turn earlier than in the 
baseline and this reduces the cumulative affects 
for those communities currently living under the 
easterly final approach and the straight ahead 
sections of the westerly departures however it 
does introduce overflight over areas not regularly 
overflown in the baseline.
In the baseline, westerly departures fly the NPRs 
and are then typically vectored. This option is 
expected to result in greater levels of 
concentration along routes. 
 It is expected that departures will achieve 
improved CCO performance, and the left turn 
DVR/DAGGA/TNT departures may achieve better 
CCO performance than the right turn options 
although this is subject to integration with 
neighbouring airports and the network airspace 
above 7000ft.



W DAGGA Group 2 WDB C No IFP issues identified Left turn DAGGA departures reduce 
interdependencies with Heathrow, 
Biggin Hill and London City as the turn 
to the south allows aircraft to gain 
altitude before routing north. However 
this does introduce interdependencies 
between Gatwick's arrivals. The routes 
will also continue to share 
interdependencies with these airports.

4710 4710 No 73.6 41.1 0 0 4710 4710 4 4 1 1 3 3 0.1 1 0 0 0 0 0 0 0 0

W DAGGA Group 2 WDB C 2 No IFP issues identified Evolved from WDB C to better 
integrate with arrivals and the wider 
airspace network. 

Left turn DAGGA departures reduce 
interdependencies with Heathrow, 
Biggin Hill, and London City as the turn 
to the south allows aircraft to gain 
altitude before routing north however 
the route will still share 
interdependencies with these airports.

4710 4710 No 72.8 41.1 0 0 4710 4710 4 4 1 1 3 3 0.1 1 0 0 0 0 0 0 0 0

W DAGGA Group 2 WDK C First turn radius c.2nm followed by 2.2nm turn. This 
is within the parameters of IFP design however 
would require further IFP development and flyability 
testing. 

This route would have significant and 
prohibitive interdependencies with the 
Heathrow arrival mechanism, and 
potentially with Biggin Hill traffic. 

19488 19488 No 67.0 24.2 0 0 19488 19488 16 16 2 2 8 8 0.1 1 0 0 0 0 0 0 0 0

W DVR Group 1 WDG A The first turn requires a c.1.7nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependences with 
Heathrow, Biggin Hill, and potentially 
London City

14812 14812 No 71.7 1.6 0 0 6927 7127 14 14 6 6 8 8 0 1 0 0 0 0 0 0 0 0

W DVR Group 1 WDG A 2 The first turn requires a c.1.5nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependences with 
Heathrow, Biggin Hill, and potentially 
London City

19348 19348 No 72.5 0 0 0 14071 14167 13 13 0 0 6 6 0 0 0 0 0 0 0 0 0 0

W DVR Group 1 WDH A The first turn requires a c.1.7nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependences with 
Heathrow, Biggin Hill, and potentially 
London City

14757 14757 No 71.4 1.6 0 0 6681 6881 14 14 6 6 7 7 0 1 0 0 0 0 0 0 0 0

W DVR Group 1 WDH A 2 The first turn requires a c.1.5nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependences with 
Heathrow, Biggin Hill, and potentially 
London City

11027 11027 No 70.3 0 0 0 4925 5021 11 11 0 0 5 5 0 0 0 0 0 0 0 0 0 0

W DVR Group 1 WDP A First turn c.2nm. No other safety concerns identified 
with this route. 

Shares interdependences with 
Heathrow, Biggin Hill, and potentially 
London City

11377 11377 No 71.1 1.4 0 0 4094 4271 9 9 4 4 6 6 0 1 0 0 0 0 0 0 0 0

W DVR Group 2 WDB C No IFP issues identified Prohibitive interdependencies with 
arrivals which would lead to significant 
constraints on either the departure 
route and/or arrivals. Also, significant 
issues with integration of the 
departures into the network airspace. 

4710 4710 No 71.0 41.1 0 0 4710 4710 4 4 1 1 3 3 0.1 1 0 0 0 0 0 0 0 0

W DVR Group 2 WDB C 1 No IFP issues identified Evolved from WDB C to better 
integrate with arrivals and the wider 
airspace network. 

6211 6211 No 73.5 39.9 0 0 6211 6211 4 4 2 2 4 4 0.1 1 0 0 0 0 0 0 0 0

W DVR Group 2 WDB C 2 No IFP issues identified Evolved from WDB C to better 
integrate with arrivals and the wider 
airspace network. 

4370 4370 No 72.5 45.6 0 0 4370 4370 7 7 1 1 6 6 0 1 0 0 0 0 0 0 0 0

W DVR Group 2 WDB C 3 No IFP issues identified Evolved from WDB C to better 
integrate with arrivals and the wider 
airspace network. 

3836 3836 No 73.5 45.8 0 0 3836 3836 6 6 1 1 5 5 0.7 1 0 0 0 0 0 0 0 0

W DVR Group 2 WDB C 4 No IFP issues identified Evolved from WDB C to better 
integrate with arrivals and the wider 
airspace network. 

4376 4376 No 71.7 46.7 0 0 4376 4376 6 6 1 1 6 6 1 1 0 0 0 0 0 0 0 0

W DVR Group 2 WDK C First turn radius c.2nm followed by 2.2nm turn. 
C.0.6nm to first turn. 

Prohibitive interdependencies with 
arrivals which would lead to significant 
constraints on either the departure 
route and/or arrivals. Also, significant 
issues with integration of the 
departures into the network airspace. 

3918 3918 No 67.5 48.3 0 0 3918 3918 5 5 0 0 4 4 1.6 1 0 0 0 0 0 0 0 0

W KENET Group 3 WDC B No IFP issues identified Shares interdependencies with 
Farnborough and Heathrow

2133 0 No 56.0 4.4 0 0 2133 0 2 2 0 0 0 0 0 1 0 0 0 0 0 0 0 0

W KENET Group 3 WDL B No IFP issues identified Shares interdependencies with 
Farnborough and Heathrow

5637 0 No 56.6 5.1 0 0 5637 0 0 0 2 2 3 3 0.1 1 0 0 0 0 0 0 0 0

W KENET Group 3 WDM B No IFP issues identified Shares interdependencies with 
Farnborough and Heathrow

6567 0 No 55.7 5.9 0 0 6567 0 4 4 2 2 4 4 0.1 1 0 0 0 0 0 0 0 0

W KENET Group 3 WDP B First turn at c.1.2nm (very small - more like a track 
adjustment than a turn). No other safety concerns 
identified with this route. 

Shares interdependencies with 
Farnborough and Heathrow

3534 0 No 55.8 5.6 0 0 3534 0 3 3 0 0 1 1 0 1 0 0 0 0 0 0 0 0

W SAM Group 1 WDA B No IFP issues identified Shares interdependencies with 
Farnborough and Heathrow

2649 2649 No 47.4 0 0 0 356 1811 1 1 0 0 3 3 0 0 0 0 0 0 0 0 0 0

W SAM Group 1 WDC B First turn at c.1.2nm (very small - more like a track 
adjustment than a turn). No other safety concerns 
identified with this route. 

Shares interdependencies with 
Farnborough and Heathrow

2583 2583 No 45.9 0 0 0 323 1745 1 1 0 0 3 3 0 0 0 0 0 0 0 0 0 0

W SAM Group 1 WDG C No IFP issues identified Shares interdependencies with 
Farnborough and Heathrow

4096 4096 No 46.1 0 0 0 251 3258 3 3 1 1 5 5 0 0 0 0 0 0 0 0 0 0

W SAM Group 1 WDH C No IFP issues identified Shares interdependencies with 
Farnborough and Heathrow

3805 3805 No 46.0 0 0 0 224 2967 3 3 1 1 4 4 0 0 0 0 0 0 0 0 0 0

W SAM Group 1 WDM B No IFP issues identified Shares interdependencies with 
Farnborough and Heathrow

2719 2719 No 46.1 0 0 0 1316 2005 2 2 0 0 1 1 0.2 0 0 0 0 0 0 0 0 0

W SAM Group 1 WDP B First turn at c.1.2nm (very small - more like a track 
adjustment than a turn). No other safety concerns 
identified with this route. 

Shares interdependencies with 
Farnborough and Heathrow

2423 2423 No 46.0 0 0 0 711 1695 2 2 0 0 3 3 0 0 0 0 0 0 0 0 0 0

W TNT Group 2 WDB C No IFP issues identified Left turn TNT departures reduce 
interdependencies with Heathrow, 
Biggin Hill, London City and potentially 
Northolt as the turn to the south allows 
aircraft to gain altitude before routing 
north. However this does introduce 
interdependencies between Gatwick's 
arrivals. The routes will also continue to 
share interdependencies with these 
airports.

4710 0 No 155.3 41.1 0 0 4710 0 4 4 1 1 3 3 0.1 1 0 0 0 0 0 0 0 0

W TNT Group 2 WDB C 2 No IFP issues identified Evolved from WDB C to better 
integrate with arrivals and the wider 
airspace network. 

Left turn TNT departures reduce 
interdependencies with Heathrow, 
Biggin Hill, London City and potentially 
Northolt as the turn to the south allows 
aircraft to gain altitude before routing 
north however the route will still share 
interdependencies with these airports.

4710 0 No 151.8 41.1 0 0 4710 0 4 4 1 1 3 3 0.1 1 0 0 0 0 0 0 0 0

W TNT Group 2 WDK C First turn radius c.2nm followed by 2.2nm turn. This 
is within the parameters of IFP design however 
would require further IFP development and flyability 
testing. 

This route would have significant and 
prohibitive interdependencies with the 
Heathrow arrival mechanism, and 
potentially with Biggin Hill traffic. 

34048 0 No 141.4 22.3 0 0 34048 0 24 24 5 5 10 10 0.4 1 0 0 0 0 0 0 0 0

W XAMAB Group 3 WDA C No IFP issues identified No interdependencies with other 
airports identified although would share 
with Gatwick arrivals

4628 4628 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

69.5 0 0 0 4260 4360 9 9 0 0 2 2 0 0 0 0 0 0 0 0 0 0

W XAMAB Group 3 WDA C 2 No IFP issues identified No interdependencies with other 
airports identified although would share 
with Gatwick arrivals

11769 11769 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

71.1 0 0 0 11451 11523 10 10 1 1 7 7 0 0 0 0 0 0 0 0 0 0

W XAMAB Group 3 WDA C 3 No IFP issues identified No interdependencies with other 
airports identified although would share 
with Gatwick arrivals

4747 4747 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

69.8 0 0 0 4429 4501 10 10 0 0 2 2 0 0 0 0 0 0 0 0 0 0

W DAGGA Group 1 WDG A The first turn requires a c.1.7nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependencies with 
Heathrow, Biggin Hill, and London City. 

14812 14812 No 67.1 1.6 0 0 10472 14812 14 14 6 6 8 8 0 1 0 0 0 0 0 0 0 0

W DAGGA Group 1 WDG A 2 The first turn requires a c.1.5nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependencies with 
Heathrow, Biggin Hill, and London City. 

19348 19348 No 65.5 0 0 0 15230 19348 13 13 0 0 6 6 0 0 0 0 0 0 0 0 0 0

W DAGGA Group 1 WDH A The first turn requires a c.1.7nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Not viable due to interactions with 
Heathrow and wider LTMA traffic flows.

14757 14757 No 68.7 1.6 0 0 10293 14757 14 14 6 6 7 7 0 1 0 0 0 0 0 0 0 0

W DAGGA Group 1 WDH A 2 The first turn requires a c.1.5nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependencies with 
Heathrow, Biggin Hill, and London City. 

11027 11027 No 68.6 0 0 0 6216 11027 11 11 0 0 5 5 0 0 0 0 0 0 0 0 0 0

W DAGGA Group 1 WDP A First turn c.2nm. No other safety concerns identified 
with this route. 

Shares interdependencies with 
Heathrow, Biggin Hill, and London City. 

11377 11377 No 68.8 1.4 0 0 7053 11377 9 9 4 4 6 6 0 1 0 0 0 0 0 0 0 0

W DVR Group 1 WDG A The first turn requires a c.1.7nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependences with 
Heathrow, Biggin Hill, and potentially 
London City

14812 14812 No 71.7 1.6 0 0 6927 7127 14 14 6 6 8 8 0 1 0 0 0 0 0 0 0 0

W DVR Group 1 WDG A 2 The first turn requires a c.1.5nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependences with 
Heathrow, Biggin Hill, and potentially 
London City

19348 19348 No 72.5 0 0 0 14071 14167 13 13 0 0 6 6 0 0 0 0 0 0 0 0 0 0

W DVR Group 1 WDH A The first turn requires a c.1.7nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependences with 
Heathrow, Biggin Hill, and potentially 
London City

14757 14757 No 71.4 1.6 0 0 6681 6881 14 14 6 6 7 7 0 1 0 0 0 0 0 0 0 0

W DVR Group 1 WDH A 2 The first turn requires a c.1.5nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependences with 
Heathrow, Biggin Hill, and potentially 
London City

11027 11027 No 70.3 0 0 0 4925 5021 11 11 0 0 5 5 0 0 0 0 0 0 0 0 0 0

W DVR Group 1 WDP A First turn c.2nm. No other safety concerns identified 
with this route. 

Shares interdependences with 
Heathrow, Biggin Hill, and potentially 
London City

11377 11377 No 71.1 1.4 0 0 4094 4271 9 9 4 4 6 6 0 1 0 0 0 0 0 0 0 0

W DVR Group 2 WDB C No IFP issues identified Prohibitive interdependencies with 
arrivals which would lead to significant 
constraints on either the departure 
route and/or arrivals. Also, significant 
issues with integration of the 
departures into the network airspace. 

4710 4710 No 71.0 41.1 0 0 4710 4710 4 4 1 1 3 3 0.1 1 0 0 0 0 0 0 0 0

W DVR Group 2 WDB C 1 No IFP issues identified Evolved from WDB C to better 
integrate with arrivals and the wider 
airspace network. 

6211 6211 No 73.5 39.9 0 0 6211 6211 4 4 2 2 4 4 0.1 1 0 0 0 0 0 0 0 0

W DVR Group 2 WDB C 2 No IFP issues identified Evolved from WDB C to better 
integrate with arrivals and the wider 
airspace network. 

4370 4370 No 72.5 45.6 0 0 4370 4370 7 7 1 1 6 6 0 1 0 0 0 0 0 0 0 0

W DVR Group 2 WDB C 3 No IFP issues identified Evolved from WDB C to better 
integrate with arrivals and the wider 
airspace network. 

3836 3836 No 73.5 45.8 0 0 3836 3836 6 6 1 1 5 5 0.7 1 0 0 0 0 0 0 0 0

W DVR Group 2 WDB C 4 No IFP issues identified Evolved from WDB C to better 
integrate with arrivals and the wider 
airspace network. 

4376 4376 No 71.7 46.7 0 0 4376 4376 6 6 1 1 6 6 1 1 0 0 0 0 0 0 0 0

W DVR Group 2 WDK C First turn radius c.2nm followed by 2.2nm turn. 
C.0.6nm to first turn. 

Prohibitive interdependencies with 
arrivals which would lead to significant 
constraints on either the departure 
route and/or arrivals. Also, significant 
issues with integration of the 
departures into the network airspace. 

3918 3918 No 67.5 48.3 0 0 3918 3918 5 5 0 0 4 4 1.6 1 0 0 0 0 0 0 0 0

W KENET Group 3 WDC B No IFP issues identified Shares interdependencies with 
Farnborough and Heathrow

2133 0 No 56.0 4.4 0 0 2133 0 2 2 0 0 0 0 0 1 0 0 0 0 0 0 0 0

W KENET Group 3 WDL B No IFP issues identified Shares interdependencies with 
Farnborough and Heathrow

5637 0 No 56.6 5.1 0 0 5637 0 0 0 2 2 3 3 0.1 1 0 0 0 0 0 0 0 0

W KENET Group 3 WDM B No IFP issues identified Shares interdependencies with 
Farnborough and Heathrow

6567 0 No 55.7 5.9 0 0 6567 0 4 4 2 2 4 4 0.1 1 0 0 0 0 0 0 0 0

W KENET Group 3 WDP B First turn at c.1.2nm (very small - more like a track 
adjustment than a turn). No other safety concerns 
identified with this route. 

Shares interdependencies with 
Farnborough and Heathrow

3534 0 No 55.8 5.6 0 0 3534 0 3 3 0 0 1 1 0 1 0 0 0 0 0 0 0 0

W SAM Group 1 WDA B No IFP issues identified Shares interdependencies with 
Farnborough and Heathrow

2649 2649 No 47.4 0 0 0 356 1811 1 1 0 0 3 3 0 0 0 0 0 0 0 0 0 0

W SAM Group 1 WDC B First turn at c.1.2nm (very small - more like a track 
adjustment than a turn). No other safety concerns 
identified with this route. 

Shares interdependencies with 
Farnborough and Heathrow

2583 2583 No 45.9 0 0 0 323 1745 1 1 0 0 3 3 0 0 0 0 0 0 0 0 0 0

W SAM Group 1 WDG C No IFP issues identified Shares interdependencies with 
Farnborough and Heathrow

4096 4096 No 46.1 0 0 0 251 3258 3 3 1 1 5 5 0 0 0 0 0 0 0 0 0 0

W SAM Group 1 WDH C No IFP issues identified Shares interdependencies with 
Farnborough and Heathrow

3805 3805 No 46.0 0 0 0 224 2967 3 3 1 1 4 4 0 0 0 0 0 0 0 0 0 0

W SAM Group 1 WDM B No IFP issues identified Shares interdependencies with 
Farnborough and Heathrow

2719 2719 No 46.1 0 0 0 1316 2005 2 2 0 0 1 1 0.2 0 0 0 0 0 0 0 0 0

W SAM Group 1 WDP B First turn at c.1.2nm (very small - more like a track 
adjustment than a turn). No other safety concerns 
identified with this route. 

Shares interdependencies with 
Farnborough and Heathrow

2423 2423 No 46.0 0 0 0 711 1695 2 2 0 0 3 3 0 0 0 0 0 0 0 0 0 0

W TNT Group 1 WDG A The first turn requires a c.1.7nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependencies with 
Heathrow, Biggin Hill, London City and 
potentially Northolt

14812 0 No 150.4 1.6 0 0 14812 0 14 14 6 6 8 8 0 1 0 0 0 0 0 0 0 0

W TNT Group 1 WDG A 2 The first turn requires a c.1.5nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependencies with 
Heathrow, Biggin Hill, London City and 
potentially Northolt

19348 0 No 145.3 0 0 0 19348 0 13 13 0 0 6 6 0 0 0 0 0 0 0 0 0 0

W TNT Group 1 WDH A The first turn requires a c.1.7nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Not viable due to interactions with 
Heathrow and wider LTMA traffic flows.

17835 0 No 139.2 1.6 0 0 17835 0 18 18 6 6 10 10 0.1 1 0 0 0 0 0 0 0 0

W TNT Group 1 WDH A 2 The first turn requires a c.1.5nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependencies with 
Heathrow, Biggin Hill, London City and 
potentially Northolt

11027 0 No 154.1 0 0 0 11027 0 11 11 0 0 5 5 0 0 0 0 0 0 0 0 0 0

W TNT Group 1 WDH A 3 The first turn requires a c.1.5nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependencies with 
Heathrow, Biggin Hill, London City and 
potentially Northolt

14757 0 No 153.0 1.6 0 0 14757 0 14 14 6 6 7 7 0 1 0 0 0 0 0 0 0 0

W TNT Group 1 WDP A First turn c.2nm. No other safety concerns identified 
with this route. 

Shares interdependencies with 
Heathrow, Biggin Hill, London City and 
potentially Northolt

11377 0 No 153.4 1.4 0 0 11377 0 9 9 4 4 6 6 0 1 0 0 0 0 0 0 0 0

W XAMAB Group 1 WDC C First turn c.2nm. 1nm before first turn. No other 
safety concerns identified with this route.

No interdependencies with other 
airports identified although would share 
with Gatwick arrivals

3135 3135 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

63.3 20.3 0 0 3135 3135 6 6 0 0 2 2 0.9 1 0 0 0 0 0 0 0 0

W XAMAB Group 1 WDK C First turn c.2nm. 0.6nm before first turn. No other 
safety concerns identified with this route.

No interdependencies with other 
airports identified although would share 
with Gatwick arrivals

5741 5741 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

62.7 27 0 0 5741 5741 8 8 1 1 7 7 0 1 0 0 0 0 0 0 0 0

W XAMAB Group 1 WDO C First turn radius c.2.1nm however also offset 
departure. 

No interdependencies with other 
airports identified although would share 
with Gatwick arrivals

4306 4306 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

62.6 22.4 0 0 4306 4306 9 9 0 0 6 6 0 1 0 0 0 0 0 0 0 0

W XAMAB Group 3 WDA C First turn at c.3.2nm. No IFP issues identified No interdependencies with other 
airports identified although would share 
with Gatwick arrivals

4628 4628 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

69.5 0 0 0 4260 4360 9 9 0 0 2 2 0 0 0 0 0 0 0 0 0 0

W XAMAB Group 3 WDA C 2 First turn at c.3.2nm. No IFP issues identified No interdependencies with other 
airports identified although would share 
with Gatwick arrivals

11769 11769 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

71.1 0 0 0 11451 11523 10 10 1 1 7 7 0 0 0 0 0 0 0 0 0 0

W XAMAB Group 3 WDA C 3 First turn at c.3.2nm. No IFP issues identified No interdependencies with other 
airports identified although would share 
with Gatwick arrivals

4747 4747 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

69.8 0 0 0 4429 4501 10 10 0 0 2 2 0 0 0 0 0 0 0 0 0 0

W DAGGA Group 1 WDG A The first turn requires a c.1.7nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependencies with 
Heathrow, Biggin Hill, and London City. 

14812 14812 No 67.1 1.6 0 0 10472 14812 14 14 6 6 8 8 0 1 0 0 0 0 0 0 0 0

W DAGGA Group 1 WDG A 2 The first turn requires a c.1.5nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependencies with 
Heathrow, Biggin Hill, and London City. 

19348 19348 No 65.5 0 0 0 15230 19348 13 13 0 0 6 6 0 0 0 0 0 0 0 0 0 0

W DAGGA Group 1 WDH A The first turn requires a c.1.7nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Not viable due to interactions with 
Heathrow and wider LTMA traffic flows.

14757 14757 No 68.7 1.6 0 0 10293 14757 14 14 6 6 7 7 0 1 0 0 0 0 0 0 0 0

W DAGGA Group 1 WDH A 2 The first turn requires a c.1.5nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependencies with 
Heathrow, Biggin Hill, and London City. 

11027 11027 No 68.6 0 0 0 6216 11027 11 11 0 0 5 5 0 0 0 0 0 0 0 0 0 0

W DAGGA Group 1 WDP A First turn c.2nm. No other safety concerns identified 
with this route. 

Shares interdependencies with 
Heathrow, Biggin Hill, and London City. 

11377 11377 No 68.8 1.4 0 0 7053 11377 9 9 4 4 6 6 0 1 0 0 0 0 0 0 0 0

Westerly System 6
Majority DVR SOUTH (Left)

No significant 
safety concerns 
raised at this 
stage although 
new / revised 
safety assurances 
may be required. 
An acceptable 
safety argument is 
envisaged to be 
achievable subject 
to further 
investigation 
should this option 
progress. 

Supports the AMS through the 
implementation of PBN 
departures which would be for 
noise and environmental 
mitigation purposes as set out 
in the Government’s Air 
Navigation Guidance. PBN 
departures are expected to be 
used in conjunction with arrivals 
as part of wider a system 
design which could enable 
simplification, integration, 
safety and efficiency 
enhancements.

8849 Yes

*Option offers tactical XAM and DVR during busy periods. This could reduce 
the separation required between each DVR or XAM departure.

Expected to improve capacity compared to the 'do nothing' due to improved 
departure separations. 

No training 
costs identified

18484

Westerly System 6 
Majority NORTH DVR

No significant 
safety concerns 
raised at this 
stage although 
new / revised 
safety assurances 
may be required. 
An acceptable 
safety argument is 
envisaged to be 
achievable subject 
to further 
investigation 
should this option 
progress. 

This option is expected to 
increase population 
experiencing adverse noise 
effects whereas there are other 
options which better align with 
the AMS objectives by 
performing either similarly or 
better than the baseline in 
terms of population within the 
indicative partial LOAEL. PBN 
departures are however 
expected to be used as part of 
wider a system design where 
they could enable 
simplification, integration, 
safety and efficiency 
enhancements. 

7697 Not expected to 
require additional 
CAS. Systemised 
SIDs are 
expected to 
require less 
tactical 
intervention and 
alongside 
improved CCO 
lead to positive 
benefits in terms 
of the overall 
LTMA airspace 
volume

1.4

8.9

463 0

The option is expected to offer 
similar track mileage, or 
possibly improvements to 
SAM/KENET/DAGGA/XAMA
B departures, compared to the 
baseline. 

 It is anticipated that 
departures will achieve 
improved CCO performance, 
subject to integration with the 
wider airspace. 

Therefore the option has the 
potential to improve Fuel Burn 
and CO2 emissions 
compared to the baseline.

The option is expected to offer 
similar track mileage, or 
possibly improvements to 
SAM/KENET/DAGGA/XAMA
B departures, compared to the 
baseline. 

 It is anticipated that 
departures will achieve 
improved CCO performance, 
subject to integration with the 
wider airspace. 

Therefore the option has the 
potential to improve Fuel Burn 
and CO2 emissions 
compared to the baseline.

276 3820 1667 638 0No other costs 
identified

Option may 
require re-
location and/or 
addition of  
Noise 
Monitoring 
Terminals.

Not expected to 
require additional 
CAS. Systemised 
SIDs are 
expected to 
require less 
tactical 
intervention and 
alongside 
improved CCO 
lead to positive 
benefits in terms 
of the overall 
LTMA airspace 
volume

Because the 
southerly 
departure tracks 
turn earlier than 
they do currently, 
access 
arrangements 
(including LOA’s) 
for traffic routing 
to some small 
airstrips to the 
southwest 
(particularly 
Rusper and 
Valence) MAY 
have to be 
reviewed. 
(Although 
Gatwick does 
currently have an 

5,891 4,591

No

GA: This option 
may offer the 
opportunity to 
release CAS 
and therefore 
there could be 
a small positive 
economic effect 
on GA 
operations 
outside CAS. 
Commercial 
Airlines: The 
capacity 
assessment 
suggests there 
may be an 
overall benefit 
in comparison 
to the baseline. 

100

1 4 10 14 0.1 22532 1667 431 77 10 16 1749

3264 2965 17 0.1 11050 2965 766 36 7 18

4515 1654 508 75 992The option is expected to offer 
similar track mileage, or 
possibly improvements to 
SAM/KENET/DAGGA 
departures, compared to the 
baseline. 

 It is anticipated that 
departures will achieve 
improved CCO performance, 
subject to integration with the 
wider airspace. 

Therefore the option has the 
potential to improve Fuel Burn 
and CO2 emissions 
compared to the baseline.

*Option offers tactical DVR during busy periods. This could reduce the 
separation required between each DVR departure.

Expected to improve capacity compared to the 'do nothing' due to improved 
departure separations. 

1 5 9

Westerly System 5
Majority DVR Left

Supports the AMS through the 
implementation of PBN 
departures which would be for 
noise and environmental 
mitigation purposes as set out 
in the Government’s Air 
Navigation Guidance. PBN 
departures are expected to be 
used in conjunction with arrivals 
as part of wider a system 
design which could enable 
simplification, integration, 
safety and efficiency 
enhancements.

6921 20568 Not expected to 
require additional 
CAS. Systemised 
SIDs are 
expected to 
require less 
tactical 
intervention and 
alongside 
improved CCO 
lead to positive 
benefits in terms 
of the overall 
LTMA airspace 
volume

1 5 11 19 0.4 12677 1654 412 148 1019.3 GA: This option 
may offer the 
opportunity to 
release CAS 
and therefore 
there could be 
a small positive 
economic effect 
on GA 
operations 
outside CAS. 
Commercial 
Airlines: The 
capacity 
assessment 
suggests there 
may be an 
overall benefit 
in comparison 
to the baseline. 

No other costs 
identified

121990YesLeft turn 
DAGGA/TNT and 
the right turn DVR 
departures 
introduce cross 
over tracks at 
similar altitudes 
however as it is 
between the 
tactical route and 
only 5% of DVR 
route usage this is 
far less likely to 
occur than in the 
alternative 
scenario.

Further safety work 
would be required 
in order to ensure 
these could be 
operated in a way 
that safely 
deconflicts the 
departures.

Option may 
require re-
location and/or 
addition of  
Noise 
Monitoring 
Terminals.

Because the 
southerly 
departure tracks 
turn earlier than 
they do currently, 
access 
arrangements 
(including LOA’s) 
for traffic routing 
to some small 
airstrips to the 
southwest 
(particularly 
Rusper and 
Valence) MAY 
have to be 
reviewed. 
(Although 
Gatwick does 
currently have an 
eastbound SID 
that turns left off 
26 (WIZAD), its 
use is subject to 
approval by 
Gatwick 
approach and 
airstrip LOAs 
have taken this 
into 
consideration).

Because the 
southerly 
departure tracks 
turn earlier than 
they do currently, 
access 
arrangements 
(including LOA’s) 
for traffic routing 
to some small 
airstrips to the 
southwest 
(particularly 
Rusper and 
Valence) MAY 
have to be 
reviewed. 
(Although 
Gatwick does 
currently have an 
eastbound SID 
that turns left off 
26 (WIZAD), its 
use is subject to 
approval by 
Gatwick 
approach and 
airstrip LOAs 
have taken this 
into 
consideration)

*Option offers tactical XAM and DVR during busy periods. This could reduce 
the separation required between each DVR or XAM departure.

Expected to improve capacity compared to the 'do nothing' due to improved 
departure separations. 

GA: This option 
may offer the 
opportunity to 
release CAS 
and therefore 
there could be 
a small positive 
economic effect 
on GA 
operations 
outside CAS. 
Commercial 
Airlines: The 
capacity 
assessment 
suggests there 
may be an 
overall benefit 
in comparison 
to the baseline. 

No training 
costs identified

No other costs 
identified

Option may 
require re-
location and/or 
addition of  
Noise 
Monitoring 
Terminals.

No training 
costs identified

SAM/KENET are broadly 
similar to today however there 
is some variation in the routes. 
XAM departures would turn 
earlier than the baseline 
towards the south west before 
turning again to track south. 
Rather than turning right (north), 
the DAGGA/TNT departures 
would turn left before wrapping 
around and heading north. In 
this configuration, the majority of 
DVR departures would turn left 
(south) rather than right  as they 
do today. A small percentage 
would continue to turn right 
(north). 

SAM/KENET are broadly 
similar to today however there 
is some variation in the routes. 
There are two groups of XAM 
departures. In this configuration 
the majority would turn earlier 
than the baseline towards the 
south west before turning again 
to track south. A small 
percentage would make an 
early turn to the south and route 
directly south. 
The DAGGA/TNT and the 
majority of DVR departures are 
broadly similar today however 
some routes turn at different 
distances compared to the 
baseline and there is some 
variation in the routes. A small 
percentage of DVR departures 
would turn left (south).

SAM/KENET are broadly 
similar to today however there 
is some variation in the routes. 
There are two groups of XAM 
departures. In this configuration 
the majority would turn earlier 
than the baseline towards the 
south west before turning again 
to track south. A small 
percentage would make an 
early turn to the south and route 
directly south. 
The DAGGA/TNT and a small 
percentage of DVR departures 
are broadly similar today 
however some routes turn at 
different distances compared to 
the baseline and there is some 
variation in the routes. The 
majority of DVR departures 

6,286 4,717

6,772 4,723

This option routes the majority of DVR departures 
and the DAGGA/TNT departures to the left. This 
introduces overflight in areas not routinely 
overflown by westerly departures today although it 
does remove overflight of areas to the north of 
Gatwick that are overflown on Easterlies and 
Westerlies (depneding on the Easterly option 
taken forward). During busy periods, there would 
also be a tactical DVR route that turns right
The XAMAB departures turn earlier than in the 
baseline and this reduces the cumulative affects 
for those communities currently living under the 
easterly final approach and the straight ahead 
sections of the westerly departures however it 
does introduce overflight over areas not regularly 
overflown in the baseline.
In the baseline, westerly departures fly the NPRs 
and are then typically vectored. This option is 
expected to result in greater levels of 
concentration along routes. 
Changes to Gatwick's existing NPRs would be 
required.  
 It is expected that departures will achieve 
improved CCO performance, and the left turn 
DVR/DAGGA/TNT departures may achieve better 
CCO performance than the right turn options 
although this is subject to integration with 
neighbouring airports and the network airspace 
above 7000ft.

This option routes the majority of 
DVR/DAGGA/TNT departures similarly to today. 
During busy periods, there would also be a 
tactical DVR route that turns left.
The XAMAB departures turn earlier than in the 
baseline and this reduces the cumulative affects 
for those communities currently living under the 
easterly final approach and the straight ahead 
sections of the westerly departures however it 
does introduce overflight over areas not regularly 
overflown in the baseline. There is also an early 
turn XAMAB departure available on a tactical 
basis
Changes to Gatwick's existing NPRs would be 
required.  
In the baseline, westerly departures fly the NPRs 
and are then typically vectored. This option is 
expected to result in greater levels of 
concentration along routes. 
 It is expected that departures will achieve 
improved CCO performance subject to 
integration with neighbouring airports and the 
network airspace above 7000ft.

23203

This option routes the majority of DVR departures 
to the left rather than right and the DAGGA/TNT 
departures continue to turn right as they do today. 
By splitting the DVR/DAGGA/TNT departures 
there is greater shareing of noise however this 
introduces overflight in areas not routinely 
overflown by westerly departures today.
Changes to Gatwick's existing NPRs would be 
required.  During busy periods, there would also 
be a tactical DVR route that turns right.
The XAMAB departures turn earlier than in the 
baseline and this reduces the cumulative affects 
for those communities currently living under the 
easterly final approach and the straight ahead 
sections of the westerly departures however it 
does introduce overflight over areas not regularly 
overflown in the baseline. There is also an early 
turn XAMAB departure available on a tactical 
basis
In the baseline, westerly departures fly the NPRs 



W DVR Group 1 WDG A The first turn requires a c.1.7nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependences with 
Heathrow, Biggin Hill, and potentially 
London City

14812 14812 No 71.7 1.6 0 0 6927 7127 14 14 6 6 8 8 0 1 0 0 0 0 0 0 0 0

W DVR Group 1 WDG A 2 The first turn requires a c.1.5nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependences with 
Heathrow, Biggin Hill, and potentially 
London City

19348 19348 No 72.5 0 0 0 14071 14167 13 13 0 0 6 6 0 0 0 0 0 0 0 0 0 0

W DVR Group 1 WDH A The first turn requires a c.1.7nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependences with 
Heathrow, Biggin Hill, and potentially 
London City

14757 14757 No 71.4 1.6 0 0 6681 6881 14 14 6 6 7 7 0 1 0 0 0 0 0 0 0 0

W DVR Group 1 WDH A 2 The first turn requires a c.1.5nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependences with 
Heathrow, Biggin Hill, and potentially 
London City

11027 11027 No 70.3 0 0 0 4925 5021 11 11 0 0 5 5 0 0 0 0 0 0 0 0 0 0

W DVR Group 1 WDP A First turn c.2nm. No other safety concerns identified 
with this route. 

Shares interdependences with 
Heathrow, Biggin Hill, and potentially 
London City

11377 11377 No 71.1 1.4 0 0 4094 4271 9 9 4 4 6 6 0 1 0 0 0 0 0 0 0 0

W DVR Group 2 WDB C No IFP issues identified Prohibitive interdependencies with 
arrivals which would lead to significant 
constraints on either the departure 
route and/or arrivals. Also, significant 
issues with integration of the 
departures into the network airspace. 

4710 4710 No 71.0 41.1 0 0 4710 4710 4 4 1 1 3 3 0.1 1 0 0 0 0 0 0 0 0

W DVR Group 2 WDB C 1 No IFP issues identified Evolved from WDB C to better 
integrate with arrivals and the wider 
airspace network. 

6211 6211 No 73.5 39.9 0 0 6211 6211 4 4 2 2 4 4 0.1 1 0 0 0 0 0 0 0 0

W DVR Group 2 WDB C 2 No IFP issues identified Evolved from WDB C to better 
integrate with arrivals and the wider 
airspace network. 

4370 4370 No 72.5 45.6 0 0 4370 4370 7 7 1 1 6 6 0 1 0 0 0 0 0 0 0 0

W DVR Group 2 WDB C 3 No IFP issues identified Evolved from WDB C to better 
integrate with arrivals and the wider 
airspace network. 

3836 3836 No 73.5 45.8 0 0 3836 3836 6 6 1 1 5 5 0.7 1 0 0 0 0 0 0 0 0

W DVR Group 2 WDB C 4 No IFP issues identified Evolved from WDB C to better 
integrate with arrivals and the wider 
airspace network. 

4376 4376 No 71.7 46.7 0 0 4376 4376 6 6 1 1 6 6 1 1 0 0 0 0 0 0 0 0

W DVR Group 2 WDK C First turn radius c.2nm followed by 2.2nm turn. 
C.0.6nm to first turn. 

Prohibitive interdependencies with 
arrivals which would lead to significant 
constraints on either the departure 
route and/or arrivals. Also, significant 
issues with integration of the 
departures into the network airspace. 

3918 3918 No 67.5 48.3 0 0 3918 3918 5 5 0 0 4 4 1.6 1 0 0 0 0 0 0 0 0

W KENET Group 3 WDC B No IFP issues identified Shares interdependencies with 
Farnborough and Heathrow

2133 0 No 56.0 4.4 0 0 2133 0 2 2 0 0 0 0 0 1 0 0 0 0 0 0 0 0

W KENET Group 3 WDL B No IFP issues identified Shares interdependencies with 
Farnborough and Heathrow

5637 0 No 56.6 5.1 0 0 5637 0 0 0 2 2 3 3 0.1 1 0 0 0 0 0 0 0 0

W KENET Group 3 WDM B No IFP issues identified Shares interdependencies with 
Farnborough and Heathrow

6567 0 No 55.7 5.9 0 0 6567 0 4 4 2 2 4 4 0.1 1 0 0 0 0 0 0 0 0

W KENET Group 3 WDP B First turn at c.1.2nm (very small - more like a track 
adjustment than a turn). No other safety concerns 
identified with this route. 

Shares interdependencies with 
Farnborough and Heathrow

3534 0 No 55.8 5.6 0 0 3534 0 3 3 0 0 1 1 0 1 0 0 0 0 0 0 0 0

W SAM Group 1 WDA B No IFP issues identified Shares interdependencies with 
Farnborough and Heathrow

2649 2649 No 47.4 0 0 0 356 1811 1 1 0 0 3 3 0 0 0 0 0 0 0 0 0 0

W SAM Group 1 WDC B First turn at c.1.2nm (very small - more like a track 
adjustment than a turn). No other safety concerns 
identified with this route. 

Shares interdependencies with 
Farnborough and Heathrow

2583 2583 No 45.9 0 0 0 323 1745 1 1 0 0 3 3 0 0 0 0 0 0 0 0 0 0

W SAM Group 1 WDG C No IFP issues identified Shares interdependencies with 
Farnborough and Heathrow

4096 4096 No 46.1 0 0 0 251 3258 3 3 1 1 5 5 0 0 0 0 0 0 0 0 0 0

W SAM Group 1 WDH C No IFP issues identified Shares interdependencies with 
Farnborough and Heathrow

3805 3805 No 46.0 0 0 0 224 2967 3 3 1 1 4 4 0 0 0 0 0 0 0 0 0 0

W SAM Group 1 WDM B No IFP issues identified Shares interdependencies with 
Farnborough and Heathrow

2719 2719 No 46.1 0 0 0 1316 2005 2 2 0 0 1 1 0.2 0 0 0 0 0 0 0 0 0

W SAM Group 1 WDP B First turn at c.1.2nm (very small - more like a track 
adjustment than a turn). No other safety concerns 
identified with this route. 

Shares interdependencies with 
Farnborough and Heathrow

2423 2423 No 46.0 0 0 0 711 1695 2 2 0 0 3 3 0 0 0 0 0 0 0 0 0 0

W TNT Group 1 WDG A The first turn requires a c.1.7nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependencies with 
Heathrow, Biggin Hill, London City and 
potentially Northolt

14812 0 No 150.4 1.6 0 0 14812 0 14 14 6 6 8 8 0 1 0 0 0 0 0 0 0 0

W TNT Group 1 WDG A 2 The first turn requires a c.1.5nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependencies with 
Heathrow, Biggin Hill, London City and 
potentially Northolt

19348 0 No 145.3 0 0 0 19348 0 13 13 0 0 6 6 0 0 0 0 0 0 0 0 0 0

W TNT Group 1 WDH A The first turn requires a c.1.7nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Not viable due to interactions with 
Heathrow and wider LTMA traffic flows.

17835 0 No 139.2 1.6 0 0 17835 0 18 18 6 6 10 10 0.1 1 0 0 0 0 0 0 0 0

W TNT Group 1 WDH A 2 The first turn requires a c.1.5nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependencies with 
Heathrow, Biggin Hill, London City and 
potentially Northolt

11027 0 No 154.1 0 0 0 11027 0 11 11 0 0 5 5 0 0 0 0 0 0 0 0 0 0

W TNT Group 1 WDH A 3 The first turn requires a c.1.5nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependencies with 
Heathrow, Biggin Hill, London City and 
potentially Northolt

14757 0 No 153.0 1.6 0 0 14757 0 14 14 6 6 7 7 0 1 0 0 0 0 0 0 0 0

W TNT Group 1 WDP A First turn c.2nm. No other safety concerns identified 
with this route. 

Shares interdependencies with 
Heathrow, Biggin Hill, London City and 
potentially Northolt

11377 0 No 153.4 1.4 0 0 11377 0 9 9 4 4 6 6 0 1 0 0 0 0 0 0 0 0

W XAMAB Group 1 WDC C First turn c.2nm. 1nm before first turn. No other 
safety concerns identified with this route.

No interdependencies with other 
airports identified although would share 
with Gatwick arrivals

3135 3135 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

63.3 20.3 0 0 3135 3135 6 6 0 0 2 2 0.9 1 0 0 0 0 0 0 0 0

W XAMAB Group 1 WDK C First turn c.2nm. 0.6nm before first turn. No other 
safety concerns identified with this route.

No interdependencies with other 
airports identified although would share 
with Gatwick arrivals

5741 5741 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

62.7 27 0 0 5741 5741 8 8 1 1 7 7 0 1 0 0 0 0 0 0 0 0

W XAMAB Group 1 WDO C First turn radius c.2.1nm however also offset 
departure. 

No interdependencies with other 
airports identified although would share 
with Gatwick arrivals

4306 4306 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

62.6 22.4 0 0 4306 4306 9 9 0 0 6 6 0 1 0 0 0 0 0 0 0 0

W XAMAB Group 3 WDA C First turn at c.3.2nm. No IFP issues identified No interdependencies with other 
airports identified although would share 
with Gatwick arrivals

4628 4628 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

69.5 0 0 0 4260 4360 9 9 0 0 2 2 0 0 0 0 0 0 0 0 0 0

W XAMAB Group 3 WDA C 2 First turn at c.3.2nm. No IFP issues identified No interdependencies with other 
airports identified although would share 
with Gatwick arrivals

11769 11769 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

71.1 0 0 0 11451 11523 10 10 1 1 7 7 0 0 0 0 0 0 0 0 0 0

W XAMAB Group 3 WDA C 3 First turn at c.3.2nm. No IFP issues identified No interdependencies with other 
airports identified although would share 
with Gatwick arrivals

4747 4747 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

69.8 0 0 0 4429 4501 10 10 0 0 2 2 0 0 0 0 0 0 0 0 0 0

W DAGGA Group 1 WDG A The first turn requires a c.1.7nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependencies with 
Heathrow, Biggin Hill, and London City. 

14812 14812 No 67.1 1.6 0 0 10472 14812 14 14 6 6 8 8 0 1 0 0 0 0 0 0 0 0

W DAGGA Group 1 WDG A 2 The first turn requires a c.1.5nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependencies with 
Heathrow, Biggin Hill, and London City. 

19348 19348 No 65.5 0 0 0 15230 19348 13 13 0 0 6 6 0 0 0 0 0 0 0 0 0 0

W DAGGA Group 1 WDH A The first turn requires a c.1.7nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Not viable due to interactions with 
Heathrow and wider LTMA traffic flows.

14757 14757 No 68.7 1.6 0 0 10293 14757 14 14 6 6 7 7 0 1 0 0 0 0 0 0 0 0

W DAGGA Group 1 WDH A 2 The first turn requires a c.1.5nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependencies with 
Heathrow, Biggin Hill, and London City. 

11027 11027 No 68.6 0 0 0 6216 11027 11 11 0 0 5 5 0 0 0 0 0 0 0 0 0 0

W DAGGA Group 1 WDP A First turn c.2nm. No other safety concerns identified 
with this route. 

Shares interdependencies with 
Heathrow, Biggin Hill, and London City. 

11377 11377 No 68.8 1.4 0 0 7053 11377 9 9 4 4 6 6 0 1 0 0 0 0 0 0 0 0

W DVR Group 1 WDG A The first turn requires a c.1.7nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependences with 
Heathrow, Biggin Hill, and potentially 
London City

14812 14812 No 71.7 1.6 0 0 6927 7127 14 14 6 6 8 8 0 1 0 0 0 0 0 0 0 0

W DVR Group 1 WDG A 2 The first turn requires a c.1.5nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependences with 
Heathrow, Biggin Hill, and potentially 
London City

19348 19348 No 72.5 0 0 0 14071 14167 13 13 0 0 6 6 0 0 0 0 0 0 0 0 0 0

W DVR Group 1 WDH A The first turn requires a c.1.7nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependences with 
Heathrow, Biggin Hill, and potentially 
London City

14757 14757 No 71.4 1.6 0 0 6681 6881 14 14 6 6 7 7 0 1 0 0 0 0 0 0 0 0

W DVR Group 1 WDH A 2 The first turn requires a c.1.5nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependences with 
Heathrow, Biggin Hill, and potentially 
London City

11027 11027 No 70.3 0 0 0 4925 5021 11 11 0 0 5 5 0 0 0 0 0 0 0 0 0 0

W DVR Group 1 WDP A First turn c.2nm. No other safety concerns identified 
with this route. 

Shares interdependences with 
Heathrow, Biggin Hill, and potentially 
London City

11377 11377 No 71.1 1.4 0 0 4094 4271 9 9 4 4 6 6 0 1 0 0 0 0 0 0 0 0

W DVR Group 2 WDB C No IFP issues identified Prohibitive interdependencies with 
arrivals which would lead to significant 
constraints on either the departure 
route and/or arrivals. Also, significant 
issues with integration of the 
departures into the network airspace. 

4710 4710 No 71.0 41.1 0 0 4710 4710 4 4 1 1 3 3 0.1 1 0 0 0 0 0 0 0 0

W DVR Group 2 WDB C 1 No IFP issues identified Evolved from WDB C to better 
integrate with arrivals and the wider 
airspace network. 

6211 6211 No 73.5 39.9 0 0 6211 6211 4 4 2 2 4 4 0.1 1 0 0 0 0 0 0 0 0

W DVR Group 2 WDB C 2 No IFP issues identified Evolved from WDB C to better 
integrate with arrivals and the wider 
airspace network. 

4370 4370 No 72.5 45.6 0 0 4370 4370 7 7 1 1 6 6 0 1 0 0 0 0 0 0 0 0

W DVR Group 2 WDB C 3 No IFP issues identified Evolved from WDB C to better 
integrate with arrivals and the wider 
airspace network. 

3836 3836 No 73.5 45.8 0 0 3836 3836 6 6 1 1 5 5 0.7 1 0 0 0 0 0 0 0 0

W DVR Group 2 WDB C 4 No IFP issues identified Evolved from WDB C to better 
integrate with arrivals and the wider 
airspace network. 

4376 4376 No 71.7 46.7 0 0 4376 4376 6 6 1 1 6 6 1 1 0 0 0 0 0 0 0 0

W DVR Group 2 WDK C First turn radius c.2nm followed by 2.2nm turn. 
C.0.6nm to first turn. 

Prohibitive interdependencies with 
arrivals which would lead to significant 
constraints on either the departure 
route and/or arrivals. Also, significant 
issues with integration of the 
departures into the network airspace. 

3918 3918 No 67.5 48.3 0 0 3918 3918 5 5 0 0 4 4 1.6 1 0 0 0 0 0 0 0 0

W KENET Group 3 WDC B No IFP issues identified Shares interdependencies with 
Farnborough and Heathrow

2133 0 No 56.0 4.4 0 0 2133 0 2 2 0 0 0 0 0 1 0 0 0 0 0 0 0 0

W KENET Group 3 WDL B No IFP issues identified Shares interdependencies with 
Farnborough and Heathrow

5637 0 No 56.6 5.1 0 0 5637 0 0 0 2 2 3 3 0.1 1 0 0 0 0 0 0 0 0

W KENET Group 3 WDM B No IFP issues identified Shares interdependencies with 
Farnborough and Heathrow

6567 0 No 55.7 5.9 0 0 6567 0 4 4 2 2 4 4 0.1 1 0 0 0 0 0 0 0 0

W KENET Group 3 WDP B First turn at c.1.2nm (very small - more like a track 
adjustment than a turn). No other safety concerns 
identified with this route. 

Shares interdependencies with 
Farnborough and Heathrow

3534 0 No 55.8 5.6 0 0 3534 0 3 3 0 0 1 1 0 1 0 0 0 0 0 0 0 0

W SAM Group 1 WDA B No IFP issues identified Shares interdependencies with 
Farnborough and Heathrow

2649 2649 No 47.4 0 0 0 356 1811 1 1 0 0 3 3 0 0 0 0 0 0 0 0 0 0

W SAM Group 1 WDC B First turn at c.1.2nm (very small - more like a track 
adjustment than a turn). No other safety concerns 
identified with this route. 

Shares interdependencies with 
Farnborough and Heathrow

2583 2583 No 45.9 0 0 0 323 1745 1 1 0 0 3 3 0 0 0 0 0 0 0 0 0 0

W SAM Group 1 WDG C No IFP issues identified Shares interdependencies with 
Farnborough and Heathrow

4096 4096 No 46.1 0 0 0 251 3258 3 3 1 1 5 5 0 0 0 0 0 0 0 0 0 0

W SAM Group 1 WDH C No IFP issues identified Shares interdependencies with 
Farnborough and Heathrow

3805 3805 No 46.0 0 0 0 224 2967 3 3 1 1 4 4 0 0 0 0 0 0 0 0 0 0

W SAM Group 1 WDM B No IFP issues identified Shares interdependencies with 
Farnborough and Heathrow

2719 2719 No 46.1 0 0 0 1316 2005 2 2 0 0 1 1 0.2 0 0 0 0 0 0 0 0 0

W SAM Group 1 WDP B First turn at c.1.2nm (very small - more like a track 
adjustment than a turn). No other safety concerns 
identified with this route. 

Shares interdependencies with 
Farnborough and Heathrow

2423 2423 No 46.0 0 0 0 711 1695 2 2 0 0 3 3 0 0 0 0 0 0 0 0 0 0

W TNT Group 1 WDG A The first turn requires a c.1.7nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependencies with 
Heathrow, Biggin Hill, London City and 
potentially Northolt

14812 0 No 150.4 1.6 0 0 14812 0 14 14 6 6 8 8 0 1 0 0 0 0 0 0 0 0

W TNT Group 1 WDG A 2 The first turn requires a c.1.5nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependencies with 
Heathrow, Biggin Hill, London City and 
potentially Northolt

19348 0 No 145.3 0 0 0 19348 0 13 13 0 0 6 6 0 0 0 0 0 0 0 0 0 0

W TNT Group 1 WDH A The first turn requires a c.1.7nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Not viable due to interactions with 
Heathrow and wider LTMA traffic flows.

17835 0 No 139.2 1.6 0 0 17835 0 18 18 6 6 10 10 0.1 1 0 0 0 0 0 0 0 0

W TNT Group 1 WDH A 2 The first turn requires a c.1.5nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependencies with 
Heathrow, Biggin Hill, London City and 
potentially Northolt

11027 0 No 154.1 0 0 0 11027 0 11 11 0 0 5 5 0 0 0 0 0 0 0 0 0 0

W TNT Group 1 WDH A 3 The first turn requires a c.1.5nm radius which is 
below the minimum 2nm recommended by PANS 
OPS although precedent does exist within the UK. 

Shares interdependencies with 
Heathrow, Biggin Hill, London City and 
potentially Northolt

14757 0 No 153.0 1.6 0 0 14757 0 14 14 6 6 7 7 0 1 0 0 0 0 0 0 0 0

W TNT Group 1 WDP A First turn c.2nm. No other safety concerns identified 
with this route. 

Shares interdependencies with 
Heathrow, Biggin Hill, London City and 
potentially Northolt

11377 0 No 153.4 1.4 0 0 11377 0 9 9 4 4 6 6 0 1 0 0 0 0 0 0 0 0

W XAMAB Group 1 WDC C First turn c.2nm. 1nm before first turn. No other 
safety concerns identified with this route.

No interdependencies with other 
airports identified although would share 
with Gatwick arrivals

3135 3135 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

63.3 20.3 0 0 3135 3135 6 6 0 0 2 2 0.9 1 0 0 0 0 0 0 0 0

W XAMAB Group 1 WDK C First turn c.2nm. 0.6nm before first turn. No other 
safety concerns identified with this route.

No interdependencies with other 
airports identified although would share 
with Gatwick arrivals

5741 5741 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

62.7 27 0 0 5741 5741 8 8 1 1 7 7 0 1 0 0 0 0 0 0 0 0

W XAMAB Group 1 WDO C First turn radius c.2.1nm however also offset 
departure. 

No interdependencies with other 
airports identified although would share 
with Gatwick arrivals

4306 4306 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

62.6 22.4 0 0 4306 4306 9 9 0 0 6 6 0 1 0 0 0 0 0 0 0 0

W XAMAB Group 3 WDA C First turn at c.3.2nm. No IFP issues identified No interdependencies with other 
airports identified although would share 
with Gatwick arrivals

4628 4628 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

69.5 0 0 0 4260 4360 9 9 0 0 2 2 0 0 0 0 0 0 0 0 0 0

W XAMAB Group 3 WDA C 2 First turn at c.3.2nm. No IFP issues identified No interdependencies with other 
airports identified although would share 
with Gatwick arrivals

11769 11769 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

71.1 0 0 0 11451 11523 10 10 1 1 7 7 0 0 0 0 0 0 0 0 0 0

W XAMAB Group 3 WDA C 3 First turn at c.3.2nm. No IFP issues identified No interdependencies with other 
airports identified although would share 
with Gatwick arrivals

4747 4747 Potential for 
lateral change 
below 1000ft 
based on 6% 
climb

69.8 0 0 0 4429 4501 10 10 0 0 2 2 0 0 0 0 0 0 0 0 0 0

Westerly System 6.2
Majority NORTH DVR

As above As above As above As above As above As above 6,759 4,727 7697 23216 As above As above As above As above As above As above 1.4 As above As above As above As above As above As above As above As above As above As above As above 0 3228 2820 463 0 0 1302 2820 766 36 As above As above As above As above 7 18 As above As above 1 5 As above As above 9 17 As above 0.1 As above 1 1 As above As above As above As above As above As above As above As above

Westerly System 6.2
Majority SOUTH DVR

As above As above As above As above As above As above 5,855 4,618 8853 18484 As above As above As above As above As above As above 9.1 As above As above As above As above As above As above As above As above As above As above As above 276 3931 1522 638 0 737 2682 1522 431 77 As above As above As above As above 10 16 As above As above 1 4 As above As above 10 14 As above 0.1 As above 2 1 As above As above As above As above As above As above As above As above

Westerly System 6.2
Early turn XAM

As above As above As above As above As above As above 7,035 4,973 9238 26387 As above As above As above As above As above As above 12.2 As above As above As above As above As above As above As above As above As above As above As above 412 3689 1957 687 192 321 2396 1957 803 212 As above As above As above As above 9 22 As above As above 1 5 As above As above 10 18 As above 0.1 As above 2 2 As above As above As above As above As above As above As above As above

W WDG A DAGGA No IFP issues identified Shares interdependencies with 
Heathrow, Biggin Hill, and London City. 

14812 14812 No 67.1 1.6 0 0 10472 14812 14 14 6 6 8 8 0 1 0 0 0 0 0 0 0 0

W WDG A DVR No IFP issues identified Shares interdependences with 
Heathrow, Biggin Hill, and potentially 
London City

14812 14812 No 71.7 1.6 0 0 6927 7127 14 14 6 6 8 8 0 1 0 0 0 0 0 0 0 0

W WDG B DVR 2 No IFP issues identified Prohibitive interdependencies with 
arrivals which would lead to significant 
constraints on either the departure 
route and/or arrivals. Also, significant 
issues with integration of the 
departures into the network airspace. 

16527 16527 No 71.7 38.2 0 0 16404 16450 18 18 3 3 7 7 0.2 1 0 0 0 0 0 0 0 0

W WDG C KENET No IFP issues identified Shares interdepdencies with Heathrow 
and Farnborough

4096 0 No 62.2 0 0 0 4096 0 3 3 1 1 5 5 0 0 0 0 0 0 0 0 0 0

W WDG C SAM No IFP issues identified Shares interdepdencies with Heathrow 
and Farnborough

4096 4096 No 46.1 0 0 0 251 3258 3 3 1 1 5 5 0 0 0 0 0 0 0 0 0 0

W WDG A TNT No IFP issues identified Shares interdependencies with 
Heathrow, Biggin Hill, and London City. 

14812 0 No 150.0 1.6 0 0 14812 0 14 14 6 6 8 8 0 1 0 0 0 0 0 0 0 0

W WDG D XAM No IFP issues identified Shares interdependencies with 
Farnborough and Heathrow although 
these occur mostly above 7000ft. 

4011 4011 No 71.0 0 0 0 3029 3150 8 8 0 0 2 2 0 0 0 0 0 0 0 0 0 0

W WDG E XAM No IFP issues identified Shares interdependencies with 
arrivals. Also interdependencies 
between Farnborough and Heathrow 
although these mostly occur above 
7000ft.

5359 5359 No 71.3 0 0 0 2899 4458 8 8 0 0 5 5 0 0 0 0 0 0 0 0 0 0

3807 468 002.9 3343This option uses the existing 
procedure centrelines however 
it introduces an additional route 
to the south which initially 
follows the WIZAD track and 
would be available to a small 
percentage of XAMAB traffic. 

5 9 18 0.1 1 13807 355 36 8 21This option uses the existing procedure 
centrelines however compared to today, aircraft 
would follow full PBN procedures rather than 
being vectored beyond the NPR This is why some 
noise metrics perform differently to the baseline. 
There are routes to XAMAB and DVR which 
would be available on a tactical basis which 
would provide a small amount of noise sharing. 
This option would continue to see the cumulative 
effects of the right turn DVR/DAGGA/TNT 
departures. The XAMAB/SAM/KENET 
departures would continue to fly along the same 
track as the easterly approach also leading to 
cumulative impacts. 

7,468 5,234

603 180

The option is expected to offer 
similar track mileage, or 
possibly improvements to 
SAM departures, compared to 
the baseline. 

It is anticipated that departures 
will achieve improved CCO 
performance, subject to 
integration with the wider 
airspace. 

Therefore the option has the 
potential to improve Fuel Burn 
and CO2 emissions 
compared to the baseline.

Because some 
southerly 
departure tracks 
would utilise the 
existing WIZAD 
and turn earlier 
than they do 
currently, access 
arrangements 
(including LOA’s) 
for traffic routing 
to some small 
airstrips to the 
southwest 
(particularly 
Rusper and 
Valence) MAY 
have to be 
reviewed. 
(Although 
Gatwick does 
currently have an 
eastbound SID 
that turns left off 
26 (WIZAD), its 
use is subject to 
approval by 
Gatwick 
approach and 

GA: This option 
may offer the 
opportunity to 
release CAS 
and therefore 
there could be 
a small positive 
economic effect 
on GA 
operations 
outside CAS. 
Commercial 
Airlines: The 
capacity 
assessment 
suggests there 
may be an 
overall benefit 
in comparison 
to the baseline. 

No training 
costs identified

Westerly System 6
Early turn XAMAB

No significant 
safety concerns 
raised at this 
stage although 
new / revised 
safety assurances 
may be required. 
An acceptable 
safety argument is 
envisaged to be 
achievable subject 
to further 
investigation 
should this option 
progress. 

This option is expected to 
increase population 
experiencing adverse noise 
effects whereas there are other 
options which better align with 
the AMS objectives by 
performing either similarly or 
better than the baseline in 
terms of population within the 
indicative partial LOAEL. PBN 
departures are however 
expected to be used as part of 
wider a system design where 
they could enable 
simplification, integration, 
safety and efficiency 
enhancements. 

8634 681 40529.8 2603

Westerly System 7
Majority DVR North

13 1365 1No significant 
safety concerns 
raised at this 
stage although 
new / revised 
safety assurances 
may be required. 
An acceptable 
safety argument is 
envisaged to be 
achievable subject 
to further 
investigation 
should this option 
progress. 

This option is expected to 
increase population 
experiencing adverse noise 
effects whereas there are other 
options which better align with 
the AMS objectives by 
performing either similarly or 
better than the baseline in 
terms of population within the 
indicative partial LOAEL. PBN 
departures are however 
expected to be used as part of 
wider a system design where 
they could enable 
simplification, integration, 
safety and efficiency 
enhancements. 

7585 25528 NoNo other costs 
identified

Option may 
require re-
location and/or 
addition of  
Noise 
Monitoring 
Terminals.

Not expected to 
require additional 
CAS. Systemised 
SIDs are 
expected to 
require less 
tactical 
intervention and 
alongside 
improved CCO 
lead to positive 
benefits in terms 
of the overall 
LTMA airspace 
volume

*Option offers tactical XAM and DVR during busy periods. This could reduce 
the separation required between each DVR or XAM departure.

Expected to improve capacity compared to the 'do nothing' due to improved 
departure separations. 

10 18 0.1 22228 2531 628 184 10 217,189 5,209SAM/KENET are broadly 
similar to today however there 
is some variation in the routes. 
There are two groups of XAM 
departures. In this configuration 
the majority would make an 
early turn to the south and route 
directly south. A small 
percentage would turn towards 
the south west before turning 
again to track south.
The DAGGA/TNT and the 
majority of DVR departures are 
broadly similar today however 
some routes turn at different 
distances compared to the 
baseline and there is some 
variation in the routes. A small 
percentage of DVR departures 
would turn left (south).

1 5Because the 
southerly 
departure tracks 
turn earlier than 
they do currently, 
access 
arrangements 
(including LOA’s) 
for traffic routing 
to some small 
airstrips to the 
southwest 
(particularly 
Rusper and 
Valence) MAY 
have to be 
reviewed. 
(Although 
Gatwick does 
currently have an 
eastbound SID 
that turns left off 
26 (WIZAD), its 
use is subject to 
approval by 
Gatwick 
approach and 
airstrip LOAs 
have taken this 
into 
consideration)

2531

*Option offers tactical XAM and DVR during busy periods. This could reduce 
the separation required between each DVR or XAM departure.

Expected to improve capacity compared to the 'do nothing' due to improved 
departure separations. 

No other costs 
identified

Option may 
require re-
location and/or 
addition of  
Noise 
Monitoring 
Terminals.

NoGA: This option 
may offer the 
opportunity to 
release CAS 
and therefore 
there could be 
a small positive 
economic effect 
on GA 
operations 
outside CAS. 
Commercial 
Airlines: The 
capacity 
assessment 
suggests there 
may be an 
overall benefit 
in comparison 
to the baseline. 

No training 
costs identified

24164 This option routes the majority of 
DVR/DAGGA/TNT departures similarly to today. 
During busy periods, there would also be a 
tactical DVR route that turns left.
The majority of XAMAB departures turn almost 
immediately after departure (far earlier than in the 
baseline) and this reduces the cumulative affects 
for those communities currently living under the 
easterly final approach and the straight ahead 
sections of the westerly departures however it 
does introduce overflight over areas not regularly 
overflown in the baseline. There is also a later 
turning XAMAB departure available on a tactical 
basis which may provide a small amount of 
sharing of noise.
Changes to Gatwick's existing NPRs would be 
required.  
In the baseline, westerly departures fly the NPRs 
and are then typically vectored. This option is 
expected to result in greater levels of 
concentration along routes. 
 It is expected that departures will achieve 
improved CCO performance subject to 
integration with neighbouring airports and the 
network airspace above 7000ft.

The option is expected to offer 
similar track mileage, or 
possibly improvements to 
SAM/KENET/DAGGA/XAMA
B departures, compared to the 
baseline. 

 It is anticipated that 
departures will achieve 
improved CCO performance, 
subject to integration with the 
wider airspace. 

Therefore the option has the 
potential to improve Fuel Burn 
and CO2 emissions 
compared to the baseline.

currently have an 
eastbound SID 
that turns left off 
26 (WIZAD), its 
use is subject to 
approval by 
Gatwick 
approach and 
airstrip LOAs 
have taken this 
into 
consideration)

to the baseline. 

Not expected to 
require additional 
CAS. Systemised 
SIDs are 
expected to 
require less 
tactical 
intervention and 
alongside 
improved CCO 
lead to positive 
benefits in terms 
of the overall 
LTMA airspace 
volume

majority of DVR departures 
would turn left (south) rather than 
north as they do today. 

In the baseline, westerly departures fly the NPRs 
and are then typically vectored. This option is 
expected to result in greater levels of 
concentration along routes. 
 It is expected that departures will achieve 
improved CCO performance, and the left turn 
DVR departures may achieve better CCO 
performance than the right turn options although 
this is subject to integration with neighbouring 
airports and the network airspace above 7000ft.



W WDG B XAM No IFP issues identified Prohibitive interdependencies with 
arrivals which would lead to significant 
constraints on either the departure 
route and/or arrivals. Also, significant 
issues with integration of the 
departures into the network airspace.

15991 15991 No 72.4 38.3 0 0 15840 15840 18 18 3 3 6 6 0.2 1 0 0 0 0 0 0 0 0

W WDG A DAGGA No IFP issues identified Shares interdependencies with 
Heathrow, Biggin Hill, and London City. 

14812 14812 No 67.1 1.6 0 0 10472 14812 14 14 6 6 8 8 0 1 0 0 0 0 0 0 0 0

W WDG A DVR No IFP issues identified Shares interdependences with 
Heathrow, Biggin Hill, and potentially 
London City

14812 14812 No 71.7 1.6 0 0 6927 7127 14 14 6 6 8 8 0 1 0 0 0 0 0 0 0 0

W WDG B DVR 2 No IFP issues identified Prohibitive interdependencies with 
arrivals which would lead to significant 
constraints on either the departure 
route and/or arrivals. Also, significant 
issues with integration of the 
departures into the network airspace. 

16527 16527 No 71.7 38.2 0 0 16404 16450 18 18 3 3 7 7 0.2 1 0 0 0 0 0 0 0 0

W WDG C KENET No IFP issues identified Shares interdepdencies with Heathrow 
and Farnborough

4096 0 No 62.2 0 0 0 4096 0 3 3 1 1 5 5 0 0 0 0 0 0 0 0 0 0

W WDG C SAM No IFP issues identified Shares interdepdencies with Heathrow 
and Farnborough

4096 4096 No 46.1 0 0 0 251 3258 3 3 1 1 5 5 0 0 0 0 0 0 0 0 0 0

W WDG A TNT No IFP issues identified Shares interdependencies with 
Heathrow, Biggin Hill, and London City. 

14812 0 No 150.0 1.6 0 0 14812 0 14 14 6 6 8 8 0 1 0 0 0 0 0 0 0 0

W WDG D XAM No IFP issues identified Shares interdependencies with 
Farnborough and Heathrow although 
these occur mostly above 7000ft. 

4011 4011 No 71.0 0 0 0 3029 3150 8 8 0 0 2 2 0 0 0 0 0 0 0 0 0 0

W WDG E XAM No IFP issues identified Shares interdependencies with 
arrivals. Also interdependencies 
between Farnborough and Heathrow 
although these mostly occur above 
7000ft.

5359 5359 No 71.3 0 0 0 2899 4458 8 8 0 0 5 5 0 0 0 0 0 0 0 0 0 0

W WDG B XAM No IFP issues identified Prohibitive interdependencies with 
arrivals which would lead to significant 
constraints on either the departure 
route and/or arrivals. Also, significant 
issues with integration of the 
departures into the network airspace. 

Could provide a tactical DVR route 
though? 

15991 15991 No 72.4 38.3 0 0 15840 15840 18 18 3 3 6 6 0.2 1 0 0 0 0 0 0 0 0

W WDH A DAGGA No IFP issues identified Shares interdependencies with 
Heathrow, Biggin Hill, and London City. 

14812 14812 No 65.6 1.6 0 0 10472 14812 14 14 6 6 8 8 0 1 0 0 0 0 0 0 0 0

W WDH A DVR No IFP issues identified Shares interdependences with 
Heathrow, Biggin Hill, and potentially 
London City

14757 14757 No 71.4 1.6 0 0 6681 6881 14 14 6 6 7 7 0 1 0 0 0 0 0 0 0 0

W WDH B DVR No IFP issues identified Prohibitive interdependencies with 
arrivals which would lead to significant 
constraints on either the departure 
route and/or arrivals. Also, significant 
issues with integration of the 
departures into the network airspace. 

15948 15948 No 71.0 38.6 0 0 15825 15871 18 18 3 3 7 7 0.2 1 0 0 0 0 0 0 0 0

W WDH C KENET No IFP issues identified Shares interdepdencies with Heathrow 
and Farnborough

3663 0 No 57.8 0 0 0 3663 0 3 3 1 1 4 4 0 0 0 0 0 0 0 0 0 0

W WDH C SAM No IFP issues identified Shares interdepdencies with Heathrow 
and Farnborough

3805 3805 No 46.0 0 0 0 224 2967 3 3 1 1 4 4 0 0 0 0 0 0 0 0 0 0

W WDH A TNT No IFP issues identified Not viable due to interactions with 
Heathrow and wider LTMA traffic flows.

17835 0 No 139.2 1.6 0 0 17835 0 18 18 6 6 10 10 0.1 1 0 0 0 0 0 0 0 0

W WDH E XAM No IFP issues identified Prohibitive interdependencies with 
arrivals which would lead to significant 
constraints on either the departure 
route and/or arrivals. Also, significant 
issues with integration of the 
departures into the network airspace. 

4186 4186 No 70.2 0 0 0 3204 3325 8 8 0 0 2 2 0 0 0 0 0 0 0 0 0 0

W WDH B XAM No IFP issues identified Prohibitive interdependencies with 
arrivals which would lead to significant 
constraints on either the departure 
route and/or arrivals. Also, significant 
issues with integration of the 
departures into the network airspace. 

15919 15919 No 67.6 37.8 0 0 15768 15768 18 18 3 3 7 7 0.2 1 0 0 0 0 0 0 0 0

W WDH A DAGGA No IFP issues identified Shares interdependencies with 
Heathrow, Biggin Hill, and London City. 

14812 14812 No 65.6 1.6 0 0 10472 14812 14 14 6 6 8 8 0 1 0 0 0 0 0 0 0 0

W WDH A DVR No IFP issues identified Shares interdependences with 
Heathrow, Biggin Hill, and potentially 
London City

14757 14757 No 71.4 1.6 0 0 6681 6881 14 14 6 6 7 7 0 1 0 0 0 0 0 0 0 0

W WDH B DVR No IFP issues identified Prohibitive interdependencies with 
arrivals which would lead to significant 
constraints on either the departure 
route and/or arrivals. Also, significant 
issues with integration of the 
departures into the network airspace. 

15948 15948 No 71.0 38.6 0 0 15825 15871 18 18 3 3 7 7 0.2 1 0 0 0 0 0 0 0 0

W WDH C KENET No IFP issues identified Shares interdepdencies with Heathrow 
and Farnborough

3663 0 No 57.8 0 0 0 3663 0 3 3 1 1 4 4 0 0 0 0 0 0 0 0 0 0

W WDH C SAM No IFP issues identified Shares interdepdencies with Heathrow 
and Farnborough

3805 3805 No 46.0 0 0 0 224 2967 3 3 1 1 4 4 0 0 0 0 0 0 0 0 0 0

W WDH A TNT No IFP issues identified Not viable due to interactions with 
Heathrow and wider LTMA traffic flows.

17835 0 No 139.2 1.6 0 0 17835 0 18 18 6 6 10 10 0.1 1 0 0 0 0 0 0 0 0

W WDH E XAM No IFP issues identified Prohibitive interdependencies with 
arrivals which would lead to significant 
constraints on either the departure 
route and/or arrivals. Also, significant 
issues with integration of the 
departures into the network airspace. 

Could provide a tactical DVR route 
though? 

4186 4186 No 70.2 0 0 0 3204 3325 8 8 0 0 2 2 0 0 0 0 0 0 0 0 0 0

W WDH B XAM No IFP issues identified Prohibitive interdependencies with 
arrivals which would lead to significant 
constraints on either the departure 
route and/or arrivals. Also, significant 
issues with integration of the 
departures into the network airspace. 

15919 15919 No 67.6 37.8 0 0 15768 15768 18 18 3 3 7 7 0.2 1 0 0 0 0 0 0 0 0
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2 5 10 15 0.1
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5,787

36327

0

No

No

14

18 0.1 1 13807 335 36 8 21 1

Westerly System 8
Majority SOUTH DVR

No significant 
safety concerns 
raised at this 
stage although 
new / revised 
safety assurances 
may be required. 
An acceptable 
safety argument is 
envisaged to be 
achievable subject 
to further 
investigation 
should this option 
progress. 

Supports the AMS through the 
implementation of PBN 
departures which would be for 
noise and environmental 
mitigation purposes as set out 
in the Government’s Air 
Navigation Guidance. PBN 
departures are expected to be 
used in conjunction with arrivals 
as part of wider a system 
design which could enable 
simplification, integration, 
safety and efficiency 
enhancements.

14569

5 9

36436

Because some 
southerly 
departure tracks 
would utilise the 
existing WIZAD 
and turn earlier 
than they do 
currently, access 
arrangements 
(including LOA’s) 
for traffic routing 
to some small 
airstrips to the 
southwest 
(particularly 
Rusper and 
Valence) MAY 
have to be 
reviewed. 
(Although 
Gatwick does 
currently have an 
eastbound SID 
that turns left off 
26 (WIZAD), its 
use is subject to 
approval by 
Gatwick 
approach and 
airstrip LOAs 
have taken this 
into 
consideration)

*Option offers tactical XAM and DVR during busy periods. This could reduce 
the separation required between each DVR or XAM departure.

Expected to improve capacity compared to the 'do nothing' due to improved 
departure separations. 

This option routes the majority of DVR departures 
to the left rather than right and the DAGGA/TNT 
departures continue to turn right as they do today. 
By splitting the DVR/DAGGA/TNT departures 
there is greater shareing of noise however this 
introduces overflight in areas not routinely 
overflown by westerly departures today.
There are routes to XAMAB and DVR which 
would be available on a tactical basis which 
would provide a small amount of noise sharing. 
The XAMAB/SAM/KENET departures would 
continue to fly along the same track as the 
easterly approach leading to cumulative impacts. 
 It is expected that departures will achieve 
improved CCO performance, and the left turn 
DVR departures may achieve better CCO 
performance than the right turn options although 
this is subject to integration with neighbouring 
airports and the network airspace above 7000ft.

The option is expected to offer 
similar track mileage, or 
possibly improvements to 
SAM departures, compared to 
the baseline. 

 It is anticipated that 
departures will achieve 
improved CCO performance, 
subject to integration with the 
wider airspace. 

Therefore the option has the 
potential to improve Fuel Burn 
and CO2 emissions 
compared to the baseline.

This option uses the existing procedure 
centrelines from 0-4000ft however compared to 
today, aircraft would follow full PBN procedures 
rather than being vectored beyond the NPR. This 
is why some noise metrics perform differently to 
the baseline. There are routes to XAMAB and 
DVR which would be available on a tactical basis 
which would provide a small amount of noise 
sharing. 
This option would continue to see the cumulative 
effects of the right turn DVR/DAGGA/TNT 
departures. The XAMAB/SAM/KENET 
departures would continue to fly along the same 
track as the easterly approach also leading to 
cumulative impacts. 

The option is expected to offer 
similar track mileage, or 
possibly improvements to 
SAM departures, compared to 
the baseline. 

 It is anticipated that 
departures will achieve 
improved CCO performance, 
subject to integration with the 
wider airspace. 

Therefore the option has the 
potential to improve Fuel Burn 
and CO2 emissions 
compared to the baseline.

This option uses the existing 
procedure centrelines from 0-
4000ft however the majority of 
DVR traffic would now turn left 
and fly the WIZAD route. It also 
introduces an additional route to 
the south which initially follows 
the WIZAD track and would be 
available to a small percentage 
of XAMAM traffic. 

7,468 5,234

90

3807

*Option offers tactical XAM and DVR during busy periods. This could reduce 
the separation required between each DVR or XAM departure.

Expected to improve capacity compared to the 'do nothing' due to improved 
departure separations. 

5

154,070

2.9

14 3459

No other costs 
identified

Option may 
require re-
location and/or 
addition of  
Noise 
Monitoring 
Terminals.

3.2

468 0No

993 0

Not expected to 
require additional 
CAS. Systemised 
SIDs are 
expected to 
require less 
tactical 
intervention and 
alongside 
improved CCO 
lead to positive 
benefits in terms 
of the overall 
LTMA airspace 
volume

Not expected to 
require additional 
CAS. Systemised 
SIDs are 
expected to 
require less 
tactical 
intervention and 
alongside 
improved CCO 
lead to positive 
benefits in terms 
of the overall 
LTMA airspace 
volume

Because some 
southerly 
departure tracks 
would utilise the 
existing WIZAD 
and turn earlier 
than they do 
currently, access 
arrangements 
(including LOA’s) 
for traffic routing 
to some small 
airstrips to the 
southwest 
(particularly 
Rusper and 
Valence) MAY 
have to be 
reviewed. 
(Although 
Gatwick does 
currently have an 
eastbound SID 
that turns left off 
26 (WIZAD), its 
use is subject to 
approval by 
Gatwick 
approach and 
airstrip LOAs 
have taken this 
into 
consideration)

GA: This option 
may offer the 
opportunity to 
release CAS 
and therefore 
there could be 
a small positive 
economic effect 
on GA 
operations 
outside CAS. 
Commercial 
Airlines: The 
capacity 
assessment 
suggests there 
may be an 
overall benefit 
in comparison 
to the baseline. 

GA: This option 
may offer the 
opportunity to 
release CAS 
and therefore 
there could be 
a small positive 
economic effect 
on GA 
operations 
outside CAS. 
Commercial 
Airlines: The 
capacity 
assessment 
suggests there 
may be an 
overall benefit 
in comparison 
to the baseline. 

Because some 
southerly 
departure tracks 
would utilise the 
existing WIZAD 
and turn earlier 
than they do 
currently, access 
arrangements 
(including LOA’s) 
for traffic routing 
to some small 
airstrips to the 
southwest 
(particularly 
Rusper and 
Valence) MAY 
have to be 
reviewed. 
(Although 
Gatwick does 
currently have an 
eastbound SID 
that turns left off 
26 (WIZAD), its 
use is subject to 
approval by 
Gatwick 
approach and 
airstrip LOAs 
have taken this 
into 
consideration)

No training 
costs identified

No other costs 
identified

Option may 
require re-
location and/or 
addition of  
Noise 
Monitoring 
Terminals.

3.3 Not expected to 
require additional 
CAS. Systemised 
SIDs are 
expected to 
require less 
tactical 
intervention and 
alongside 
improved CCO 
lead to positive 
benefits in terms 
of the overall 
LTMA airspace 
volume

Supports the AMS through the 
implementation of PBN 
departures which would be for 
noise and environmental 
mitigation purposes as set out 
in the Government’s Air 
Navigation Guidance. PBN 
departures are expected to be 
used in conjunction with arrivals 
as part of wider a system 
design which could enable 
simplification, integration, 
safety and efficiency 
enhancements.

14569 GA: This option 
may offer the 
opportunity to 
release CAS 
and therefore 
there could be 
a small positive 
economic effect 
on GA 
operations 
outside CAS. 
Commercial 
Airlines: The 
capacity 
assessment 
suggests there 
may be an 
overall benefit 
in comparison 
to the baseline. 

435 36

*Option offers tactical XAM and DVR during busy periods. This could reduce 
the separation required between each DVR or XAM departure.

Expected to improve capacity compared to the 'do nothing' due to improved 
departure separations. 

This option routes the majority of DVR departures 
to the left rather than right and the DAGGA/TNT 
departures continue to turn right as they do today. 
By splitting the DVR/DAGGA/TNT departures 
there is greater shareing of noise however this 
introduces overflight in areas not routinely 
overflown by westerly departures today.
There are routes to XAMAB and DVR which 
would be available on a tactical basis which 
would provide a small amount of noise sharing. 
. The XAMAB/SAM/KENET departures would 
continue to fly along the same track as the 
easterly approach leading to cumulative impacts. 
 It is expected that departures will achieve 
improved CCO performance, and the left turn 
DVR departures may achieve better CCO 
performance than the right turn options although 
this is subject to integration with neighbouring 
airports and the network airspace above 7000ft.

The option is expected to offer 
similar track mileage, or 
possibly improvements to 
SAM departures, compared to 
the baseline. 

 It is anticipated that 
departures will achieve 
improved CCO performance, 
subject to integration with the 
wider airspace. 

Therefore the option has the 
potential to improve Fuel Burn 
and CO2 emissions 
compared to the baseline.

5,787 4,051

Westerly System 8
Majority NORTH DVR

No significant 
safety concerns 
raised at this 
stage although 
new / revised 
safety assurances 
may be required. 
An acceptable 
safety argument is 
envisaged to be 
achievable subject 
to further 
investigation 
should this option 
progress. 

This option is expected to 
increase population 
experiencing adverse noise 
effects whereas there are other 
options which better align with 
the AMS objectives by 
performing either similarly or 
better than the baseline in 
terms of population within the 
indicative partial LOAEL. PBN 
departures are however 
expected to be used as part of 
wider a system design where 
they could enable 
simplification, integration, 
safety and efficiency 
enhancements. 

7585 25528 Option may 
require re-
location and/or 
addition of  
Noise 
Monitoring 
Terminals.

This option uses the existing 
procedure centrelines from 0-
4000ft. It introduces an 
additional route to the south 
which initially follows the WIZAD 
track and would be available to 
a small percentage of XAMAM 
traffic. 

No training 
costs identified

approach and 
airstrip LOAs 
have taken this 
into 
consideration)

This option uses the existing 
procedure centrelines however 
the majority of DVR traffic would 
now turn left and fly the WIZAD 
route. It also introduces an 
additional route to the south 
which initially follows the WIZAD 
track and would be available to 
a small percentage of XAMAM 
traffic. 

No training 
costs identified

No other costs 
identified

3424 1969 1675 22215Westerly System 7
Majority SOUTH DVR

No significant 
safety concerns 
raised at this 
stage although 
new / revised 
safety assurances 
may be required. 
An acceptable 
safety argument is 
envisaged to be 
achievable subject 
to further 
investigation 
should this option 
progress. 
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