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1. INTRODUCTION 
 

This document has been created to inform all interested parties about the amendments Gatwick 

Airport Ltd, the owner of London Gatwick is making to a route used by aircraft departing from the 

airport. 

 

Intended users of this document are anticipated to be, but not restricted to: 

Members of the community 

Elected Representatives of the People 

Community Groups 

Local Authorities 

County Councils 

Parish Councils 

Local Authority Officers 

Aviation Stakeholders (airlines and Air 

Navigation Services Providers) 

Members of the Gatwick Airport Consultative 

Committee 

Members of the Noise Management Board 

Residents Associations 

Environmental Groups 

Department for Transport 

Civil Aviation Authority 

 

 

 

This document does not constitute a public consultation; the purpose of this document is to advise 

all interested parties regarding the amendments that are being made.  

 

This document is focused on amendments to two of the 57 Gatwick Airport Standard Instrument 

Departure routes (SIDs) contained within one Noise Preferential Route. 

 

08 CLACTON / DOVER (CLN1Z, DVR1Z)  - Referred to as ‘Route 5’ 

 

This amendment relates solely to ‘R-NAV1’ and not ‘conventional’ Standard Instrument Departure 

routes (SIDs).  All of these routes are flown from the easterly runway (RWY08L/R) from Gatwick 

Airport. 
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Map illustrating the location of ‘Route 5’ 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Locations Affected:  

Burstow, Lingfield, Dormansland, Marsh Green, Mark Beech, Hever, Penshurst and their environs. 
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2. NOISE PREFERENTIAL ROUTES 
 

Noise Preferential Routes (NPRs) provide volumes of pre-defined airspace within which Standard 

Instrument Departure Routes are established which aircraft must follow on departure from an 

aerodrome and so provide some certainty as to which areas will be exposed to aircraft activity. 

All aircraft leaving Gatwick Airport should follow the Noise Preferential Routes (NPRs) up to an altitude 

of 3,000ft or 4,000ft depending on the route.  

With reference to Gatwick Airport, as a designated aerodrome, the locations of all of the Noise 

Preferential Routes are determined by the Department for Transport and have been in their present 

locations since the late 1960s and were designed to avoid over flight of built-up areas where possible. 

A Noise Preferential Routes (NPR) consists of a ‘centreline’ and an associated compliance monitoring 

swathe (3km across, i.e. 1.5km either side of the NPR centreline). As long as aircraft remain within this 

‘swathe’ they are deemed to be on track.  

Air Traffic Control is responsible for the routing of aircraft once airborne and when 3,000ft or 4,000ft 

has been reached they may give a flight a more direct heading (known as vectoring) off the route. This 

is subject to certain factors including weather conditions and/or other traffic in the vicinity. 

The map below illustrates the location of all of the Noise Preferential Routes (NPRs) at Gatwick Airport 

with the ‘vectoring’ altitude annotated. 

 

 

 

 

 

 

 

 

 

 

 

How often a particular Noise Preferential Route (NPR) is utilised will vary and is an operational decision 

undertaken by Air Traffic Control. In making this decision Air Traffic Control take into account the final 

destination of the aircraft, overall flight traffic at that time and weather conditions both locally and 

along the aircrafts intended route. 
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3. STANDARD INSTRUMENT DEPARTURE ROUTES 
When an aircraft departs from Gatwick it will follow one of a number of routes depending on the 

runway in use and its destination. These routes are designated Standard Instrument Departures (SIDs). 

The purpose of a Standard Instrument Departures (SID) Route is to define a route that takes an aircraft 

from the point at which it departs from the runway to the point where it can join an airway. All Gatwick 

Airport Standard Instrument Departure (SID) Routes are contained within Noise Preferential Routes 

(NPRs). Once the aircraft has reached the top of the Noise Preferential Route (NPR), it continues to 

follow the Standard Instrument Departure (SID) until it reaches the point where it can join an airway 

for the en-route phase of the flight. 

The airspace between Gatwick Airport and the airway joining point is the London Terminal Control 

Area, a major confluence of airways and arrival and departure routes for all the London airports. The 

mixture of climbing and descending aircraft, holding patterns and transit routes requires dynamic 

tactical management by the air traffic controllers.  

Although a Standard Instrument Departure (SID) Route will keep aircraft away from terrain, it is 

optimised for air traffic control route of flight and will not always provide the lowest climb gradient. 

It strikes a balance between terrain and obstacle avoidance, noise abatement (if necessary), and 

airspace management considerations. Air traffic control clearance must be received prior to flying a 

Standard Instrument Departure (SID) Route.  Clearance is issued to the pilot based on a combination 

of the destination, the first waypoint in the flight plan, and the take-off runway used. They may choose 

to switch routes to avoid congested areas if there is a risk that one route may incur delays or be less 

fuel efficient than another. 

A Standard Instrument Departure (SID) procedure consists of a number of waypoints or fixes, which 

may either be given by their geographical coordinates or be defined by radio beacons, such as Very 

High Frequency Omni Directional Radio Range (VOR) or Non-Directional (radio) Beacon (NDB) and 

radial headings, or a radial heading with a Distance Measuring Equipment (DME) distance. It also 

includes a climb profile, instructing the pilot to cross certain points at or above a certain altitude. 

The map below illustrates the location of the Standard Instrument Departure (SID) Routes at Gatwick 

Airport with the Noise Preferential Routes overlaid. 
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4. CONVENTIONAL NAVIGATION 
The basic principles of air navigation are identical to general navigation, which includes the process of 

planning, recording, and controlling the movement of an aircraft from one point to another. 

Successful air navigation involves piloting an aircraft from place to place without getting lost, breaking 

the laws applying to aircraft, or endangering the safety of those on board or on the ground.  

Additionally, collisions with obstructions can have devastating consequences. Therefore, constant 

awareness of position is critical for aircraft pilots. 

The techniques used for navigation in the air will depend on whether the aircraft is flying under Visual 

Flight Rules (VFR) or Instrument Flight Rules (IFR). In the latter case, the pilot will navigate exclusively 

using instruments and radio navigation aids such as beacons - ‘navaids’. 

Conventional ‘navaids’ are the ‘ground-based’ part of the navigation infrastructure. It refers to the 

navigation aids such as: 

 NDB (Non-Directional Beacon) 

 VOR (Very High Frequency Omni-directional Range) 

 DME (Distance Measuring Equipment) 

 ILS (Instrument Landing System)  

 MLS (Microwave Landing System). 

Instrument Flight Rules (IFR) navigation is similar to Visual Flight Rules (VFR) flight planning except that 

the task is generally made simpler by the use of aeronautical charts that show Instrument Flight Rules 

(IFR)  routes from beacon to beacon with the lowest safe altitude (LSALT), bearings (in both directions) 

and distance marked for each route.  

In recent years, strict beacon-to-beacon flight paths have started to be replaced by routes derived 

through Performance Based Navigation (PBN) techniques.  

When operators are developing flight plans for their aircraft, the PBN approach encourages them to 

assess the overall accuracy, integrity, availability, continuity and functionality of the aggregate 

navigation aids present within the applicable airspace. Once these determinations have been made, 

the operator develops a route that is the most time and fuel efficient while respecting all applicable 

safety concerns — thereby maximizing both the aircraft's and the airspace's overall performance 

capabilities. 

Historically, aircraft navigated through the Noise Preferential Routes (NPRs) at Gatwick Airport by 

means of these ground based navaids, this we refer to as ‘conventional navigation’.  This naturally 

created a degree of dispersal among the tracks flown by the aircraft as they passed through the Noise 

Preferential Routes (NPRs).  This technology however is becoming obsolete and so these navaids are 

gradually becoming withdrawn and more precise methods are being introduced.  

At Gatwick, we introduced an Airspace Change Proposal in 2013 to implement a form of Performance 

Based Navigation (PBN) of navigation called ‘R-NAV1’ 
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5. CONVENTIONAL NAVIGATION IN USE ON ROUTE 5 
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6. RADAR VECTORING 
Aircraft vectoring is the provision of navigational guidance to aircraft in the form of specific headings, 

based on the use of a surveillance system by Air Traffic Control. The Air Traffic Controller decides on 

a particular traffic pattern for aircraft to fly, composed of specific legs or vectors. The aircraft then 

follows this pattern when the Air Traffic Controller instructs the pilot to fly specific headings at 

appropriate times. 

As a result of the Air Traffic Control structure in the south east of England; one of the busiest and most 

complex Terminal Control Areas in the world, the area to the south of Gatwick is congested by its own 

arrivals and climbing and descending traffic to those other airports served by the London Terminal 

Control Area.   

To the north of Gatwick are holding stacks for Heathrow and to the south inbound aircraft to Gatwick. 

There are occasions whereby Air Traffic Control will instruct an aircraft, once it has reached the 

required altitude for the applicable to the Noise Preferential Route (NPR) flown to turn away from the 

route and fly a more direct heading to avoid coming into conflict with air traffic heading to or from 

the many airports within the London Terminal Control Area. 

The nature of Terminal area operations means that vectoring plays a significant part in the way Air 

Traffic Controllers process traffic 

Example of air traffic being vectored away from the Noise 

Preferential Route (Route 5) 

 

 

 

 

 

 

 

 

 

 

 

The aircraft tracks flying north illustrated within the red oval have been instructed to leave the route 

by Air Traffic Control and placed on a more direct heading north. This has long been standard practice. 
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7. R-NAV1 – What is it? 
 

In basic terms, R-NAV1 is the ability of an aircraft’s Flight Management System (FMS) to navigate by 

means of waypoints1 defined by latitude and longitude, rather than by conventional ground based 

navaids. From a more technical perspective, R-NAV1 refers to Precision Area Navigation, a subset of 

Performance Based Navigation (PBN). It is a navigation specification that uses the benefits of improved 

airborne navigation capabilities to require a track-keeping accuracy of ±1 nautical mile (compared with 

±5 nautical miles for the next best standard) for at least 95% of the flight time, together with high 

integrity navigation data requirements. Such R-NAV1 capability can be achieved using inputs from 

ground-based, satellite or on-board systems. An aircraft must be certificated as having the appropriate 

navigation systems and flight crew procedures before it can fly R-NAV1 routes; and R-NAV1 routes are 

specifically designed to make best use of this improved navigational accuracy. 

For lateral navigation, R-NAV1 compatible equipment automatically determines aircraft position in 

the horizontal plane. Navigation parameters such as distance and bearing to a waypoint are computed 

and guidance is then output to the navigation displays and systems enabling the aircraft to follow the 

required path. 

 

CAA policy is that R-NAV1 should be the standard applied in terminal airspace, and in accordance with 

this, R-NAV1 capability is expected to be mandated in the future for flight in the London Terminal 

Airspace (LTMA) and conventional navigation procedures (including the conventional Standard 

Instrument Departure (SID) Routes) will be withdrawn from around 2018 onwards. This is in order to 

obtain the increased operating capability and environmental benefits arising from route flexibility.  

 

Benefits of R-NAV1 

 

In addition to the benefit of an aircraft position being known with more certainty at any given time, 

there are other, wider benefits to be gained from the implementation of R-NAV1. Since the same track 

can be flown consistently and accurately, airspace designers can use this facility to improve the 

capacity of congested airspace by accommodating large numbers of aircraft routes. As aircraft 

following R-NAV1 SIDs are expected to self-navigate to a greater extent than the case with those 

following conventional Standard Instrument Departure (SID) Routes, there should be only the 

minimum of radio calls and tactical interventions from the air traffic controller. In congested airspace, 

where a single controller may be responsible for a large number of aircraft at one time, this aids 

efficiency, expedition and safety. 

 

In future, it may be possible to design R-NAV1 routes using the increased accuracy of the flight profile 

and resultant narrower swathes of departure tracks to improve the avoidance of centres of population 

to greater effect than that achieved by the current NPRs. 

                                                           
1 In the R-NAV1 context, a waypoint is a predetermined geographical position that is defined in terms of latitude/longitude coordinates. 
Waypoints may be a simple named point in space or may be associated with existing navigational aids, intersections, or fixes.  
Aviation R-NAV1 procedures make use of both fly-over and fly-by waypoints. A fly-over waypoint is a waypoint that must be crossed 
vertically by an aircraft. A fly-by waypoint is a waypoint that marks the intersection of two straight paths, with the transition from one 
path to another being made by the aircraft using a precisely calculated turn that “flies by” but does not vertically cross the waypoint.  
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8. IMPLEMENTING R-NAV1 
 

A project to enable trials and studies of R-NAV1applications in London Terminal Airspace was 

implemented in 2007. 

The R-NAV1 applications subject to trial and study included R-NAV1 Standard Instrument Departures 

(SIDs) from Gatwick Airport based upon four conventional Standard Instrument Departure (SID) Route 

centrelines. 

The table below shows the relationship between runway direction and the corresponding P-RNAV SID 

trial procedure. 

 

 

 

 

 

The trial of P-RNAV Standard Instrument Departures commenced on 27th September 2007 and ran 

until 20th April 2013. 

 

The overall aim of the trial was to determine the operation benefits of using P-RNAV equipment to fly 

Standard Instrument Departures (SIDs) from Gatwick Airport. The objectives of the trial included the 

assessment of: 

 

  Applying R-NAV1 procedures in a complex airspace environment. 

 R-NAV1 Air Traffic Control procedures 

 The accuracy of vertical and lateral profiles for future applications of R-NAV1. 

 Utilisation of both conventional and R-NAV1 procedures for the same departure tracks. 

 Track dispersion and compliance with airport Noise Preferential Routes (NPRs) in comparison 

with conventional procedures. 

In July 2012, Gatwick Airport Ltd launched the ‘R-NAV1 Departure SID Implementation at LGW’ 

consultation document. 

This document was produced by Gatwick Airport Ltd as a consultative measure and described the 

airport’s proposal to replicate, implement and eventually replace, within the next five years, the 

current standard departure routes from Gatwick Airport with more accurately defined routes utilising 

the improved navigational capabilities of modern aircraft (R-NAV1). 

Subject to the consultation process, following submission of an Airspace Change Proposal (ACP)  to 

the Civil Aviation Authority (CAA), and subsequent regulatory approval, the R-NAV1 Standard 

Instrument Departure (SID) Route procedures would be implemented in parallel with current 

conventional Standard Instrument Departure (SID) Route procedures from Gatwick Airport and a 

continual review process, agreed from the feedback of the consultation, would be followed with the 

aim to withdraw conventional Standard Instrument Departure (SID) Route at an appropriate time in 

the future. 
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9. CONSULTATION REGARDING R-NAV1 
The purpose of the consultation was to allow stakeholders (NATMAG2, GATCOM3 and the constituency 

members present, aircraft operators etc.) to provide feedback on the proposals to convert extant SIDs 

to the R-NAV1 standard. 

There were no proposals to change the existing controlled airspace boundaries or air traffic control 

practices, only the method by which certain procedures namely Standard Instrument Departure s 

(SIDs) Route were defined within the UKs Aeronautical Information Publication (AIP) and the on board 

navigation system of aircraft operating from Gatwick Airport. 

Civil Aviation Authority (CAA) guidance in place at the time required that the proposal be subject to a 

12 week consultation, and that this consultation be conducted through NATMAG, GATCOM and 

Gatwick aviation stakeholders. 

This consultation was focussed on NATMAG and GATCOM membership and specifically those districts 

and parishes which may have experienced a change in concentration of aircraft overflight during the 

departure phase of flight as a result of the implementation of the proposed R-NAV1 Standard 

Instrument Departure (SID) Routes. These areas were identified on the over flight density maps 

provided in an appendix to the consultation document. 

An initial consultation commenced on 29 March 2012 with the GATCOM Steering Group4 and, 

following early feedback, it was determined that points of clarification were required. The 

consultation document of 29 March 2012 was withdrawn and re-issued.  

The new period of consultation commenced on 19 July 2012 and closed on 19 October 2012; a period 

of 13 weeks. 

The feedback received was analysed by Gatwick Airport Ltd and NATS5 and summarised in a post 

consultation report. This was made available to NATMAG, GATCOM and published on the Gatwick 

Airport website. 

Gatwick Airport Ltd was required to produce evidence to the Civil Aviation Authority (CAA) that the 

consultation had been conducted and provided a copy of the consultation documentation, feedback 

and conclusions reached, together with the feedback report. 

 

                                                           
2 The Noise and Track Monitoring Advisory Group made up of GATCOM Members, Local Authority Officers, Airline and Air Traffic Control 
representatives, the Department for Transport and the Independent Technical Advisor to GATCOM. The aims of NATMAG are: To oversee 
the operation of Gatwick Airport Limited’s Flight Performance Team’s system to ensure that the requirements of the local community are 
taken into account in respect of the production of statistics, information and complaint handling. To advise Gatwick Airport Limited on 
issues relating to noise and track monitoring which derive from the results obtained from the monitoring equipment. To assist Gatwick 
Airport Limited in seeking improvements to the noise climate and track-keeping performance around Gatwick. To provide information and 
recommendations regarding noise and track monitoring to GATCOM via the GATCOM Steering Group. 
3 The Gatwick Airport Consultative Committee, constituted to meet the requirements of Section 35 of the Civil Aviation Act 1982 for an 
airport “to provide adequate facilities for consultation with respect to any matter concerning the management or administration of the 
airport which affects the interests of users of the airport, local authorities and any other organisation representing the interests of persons 
concerned with the locality in which the airport is situated”. 
4 The Steering Group is composed of the Chairman and Vice-Chairman and ten other members of GATCOM reflecting the composition of 
interests of the main Committee. The role of the Steering Group is to give preliminary consideration to new or detailed matters to be dealt 
with by GATCOM and to identify the facts and major issues, and to make recommendations to GATCOM. The Steering Group also deals 
with urgent matters on behalf of GATCOM. 
5 NATS Services Ltd, the provider of Air Traffic Control services at Gatwick Airport at the time. 
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The following organisations were consulted: 

GATCOM Members 

East Sussex County Council 

Surrey County Council 

West Sussex County Council 

Crawley Borough Council 

Mid Sussex District Council 

Reigate and Banstead Borough Council 

Horley Town Council 

Charlwood Parish Council 

South London Business 

CADIA – The Gatwick Diamond Business 

Association 

Environmental and Amenity Groups – Gatwick 

Airport Conservation Campaign (GACC) 

International Air Carriers Association 

Passenger Representative 

Coast to Capital Local Economic Association 

Gatwick Airline Operators Committee 

Kent County Council 

Horsham District Council 

Mole Valley District Council 

Tandridge District Council 

Burstow Parish Council 

Rusper Parish Council 

Association of British Travel Agents 

British Air Transport Association 

Which ? 

London Chamber of Commerce and Industry 

Trades Union Congress Southern and Eastern 

Regional Council 

Tourism South East 

Department for Transport 

NATMAG Members 

Gatwick Airport Limited 

Kent County Council 

Environmental and Amenity Groups (GACC) 

Horley Town Council 

Mid Sussex District Council 

Tandridge District Council 

Horsham District Council 

Charlwood Parish Council 

Department for Transport 

National Air Traffic Services (NATS) 

British Airline Pilots Association (BALPA) 

Reigate and Banstead Borough Council 

Crawley Borough Council 
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The following Parish Councils were also sent information regarding the consultation: 

Salfords and Sidlow PC 
Horley Town Council 
Amberley Parish Council 
Ashington Parish Council 
Ashurst: 
Billingshurst Parish Council 
Bramber PC 
Broadbridge Heath Parish 
Council 
Coldwaltham PC 
Colgate Parish Council 
Cowfold Parish Council 
Henfield Parish Council 
Itchingfield PC 
Lower Beeding Parish 
North Horsham Parish 
Council 
Nuthurst Parish Council 
Parham PC 
Pulborough Parish Council 
Rudgwick Parish Council 
Rusper PC 
Shermanbury Parish Council 
Shipley Parish Council 
Slinfold Parish Council 
Southwater PC 
Steyning PC 
Storrington & Sullington PC 
Thakeham Parish Council 
Upper Beeding Parish 
Council 
Warnham Parish Council 
Washington Parish Council 
West Chiltington Parish 
Council 
West Grinstead Parish 
Wiston PC 
Woodmancote PC 
Abinger Parish Council 
Betchworth Parish Council 
Brockham Parish Council 
Buckland Parish Council 
Capel Parish Council 
Charlwood Parish Council 
Headley Parish Council 
Holmwood Parish Council 
Leigh Parish Council 
Mickleham Parish Council 
Newdigate Parish Council 
Ockley Parish Council 

Wotton Parish Council 
Bletchingley Parish Council 
Caterham Valley Parish 
Council 
Chaldon Parish Council 
Dormansland Parish Council 
Felbridge Parish Council 
Limpsfield Parish Council 
Lingfield Parish Council 
Nutfield Parish Council 
Outwood Parish Council 
Oxted Parish Council 
Tandridge Parish Council 
Tatsfield Parish Council 
Titsey parish meeting 
Warlingham Parish Council 
Woldingham Parish Council 
Addington Parish Council 
Aylesford Parish Council 
Borough Green Parish 
Council 
Birling Parish Council 
Burham Parish Council 
Ditton Parish Council 
East Malling Parish Council 
East Peckham Parish 
Council 
Hadlow Parish Council 
Hildenborough Parish 
Council 
Kings Hill Parish Council 
Leybourne Parish Council 
Mereworth Parish Council 
Offham Parish Council 
Platt Parish Council 
Plaxtol Parish Council 
Ryarsh Parish Council 
Snodland Town Council 
Stansted Parish Council 
Trottiscliffe Parish Council 
Wateringbury Parish 
Council 
West Malling Parish Council 
Wouldham Parish Council 
West Peckham Parish 
Council 
Wrotham Parish Council 
Alciston Parish Meeting 
Alfriston Parish Council 
Arlington Parish Council 

Berwick Parish Council 
Buxted Parish Council 
Chalvington with Ripe 
ParishCouncil 
Chiddingly Parish Council 
Crowborough Town Council 
Cuckmere Valley Parish 
Council 
Danehill Parish Council 
East Dean & Friston Parish 
Council 
East Hoathly with Halland 
Parish Council 
Fletching Parish Council 
Forest Row Parish Council 
Framfield Parish Council 
Frant Parish Council 
Hadlow Down Parish 
Council 
Hailsham Town Council 
Hartfield Parish Council 
Heathfield & Waldron 
Parish Council 
Hellingly Parish Council 
Herstmonceux Parish 
Council 
Hooe Parish Council 
Horam Parish Council 
Isfield Parish Council 
Laughton Parish Council 
Little Horsted Parish 
Meeting 
Long Man Parish Council 
Maresfield Parish Council 
Mayfield & Five Ashes 
Parish Council 
Ninfield Parish Council 
Pevensey Parish Council 
Polegate Town Council 
Rotherfield Parish Council 
Selmeston Parish Meeting 
Uckfield Town Council 
Wadhurst Parish Council 
Warbleton Parish Council 
Wartling Parish Council 
Westham Parish Council 
Willingdon & Jevington 
Parish 
Council 
Withyham Parish Council
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The list of consultation stakeholders targeted for the initial distribution of the consultation material 

was in was agreed in advance with the Civil Aviation Authority (CAA). 

The consultation was open to everyone, and in order to maximise awareness a press release was 

issued to local media. This outlined what the consultation was about, the consultation process and 

the deadlines for feedback. 

 Gatwick Airport Ltd also contacted a number local authorities and parish councils notifying them of 

the consultation. The consultation material was publically available for download from the Gatwick 

Airport website and from GATCOM’s website. 

Gatwick Airport Ltd also met with several representative groups to present R-NAV1 to communities 

around the airport and to give people the opportunity to ask questions and seek clarification.  

Meetings were held with GATCOM, Dormansland PC, Leigh PC, Capel PC, Felbridge PC, Domewood PC, 

Nutfield PC and East Grinstead TC. The Civil Aviation Authority (CAA) also attended a couple of these 

events to ensure compliance with guidelines. 

 

Feedback summary to the 2012 consultation 

 

The Consultation ran for a period of 13 weeks commencing on the 19th July 2012 and concluding on 

the 19th October 2012. Responses received after the 19th October up to the 12th November 2012, 

were included in the statistics and analysis.  

The consultation was initially distributed to a total of 32 stakeholder organisations.  A further 46 

stakeholders who were not on the original list also contributed.  

In total 71 responses to the consultation were received and a summary document was produced. 

Some respondents to the consultation objected on the grounds that they had not been adequately 

consulted with. However the list of stakeholders identified as primary recipients of the consultation 

material was agreed with the Civil Aviation Authority (CAA)  in accordance with their guidance.  

The consultation material was distributed to an extensive list of stakeholders and the responses 

received were evidence itself that the information has been disseminated widely. 

Stakeholders who came forward during consultation were included in the dialogue alongside those 

who were contacted initially, and their input was given equal weighting. 

As a result of careful consideration of all the feedback, Gatwick Airport Limited proceeded with the 

proposed implementation of R-NAV1 replications of the existing Standard Instrument Departure (SID) 

Routes as described in the original consultation document and the Airspace Change Proposal was  

submitted to the Civil Aviation Authority (CAA) Directorate of Airspace Policy6 (DAP) for consideration. 

Approval was given was given in November 2013 for Gatwick Airport to introduce R-NAV1 and this 

became mandatory for all our departing aircraft from April 2014.   

                                                           
6 Now the Safety and Airspace Regulation Group. 
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10. R-NAV1 Tracks on Route 5 
 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

The precise navigational performance afforded by R-NAV1 results in the concentration of aircraft 

tracks within the NPRs. This is in line with UK Government Policy which states that airports should 

aim ‘to limit and, where possible, reduce the number of people in the UK significantly affected by 

aircraft noise’ 
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11. POST IMPLEMENTATION REVIEW 

 
The CAA’s airspace change process is a seven-stage mechanism that is set out in detail in CAP 725.7 

 

Under this process Gatwick Airport Ltd submitted proposals to the Civil Aviation Authority (CAA) to 

replicate the existing conventional Standard Instrument Departure (SID) procedures with revised 

procedures that utilise the improved navigational capabilities associated with RNAV-1 technology.  

 

Stage 7 of this process is a Post Implementation Review (PIR) that normally begins one year after 

introduction of the revised procedures. The Civil Aviation Authority (CAA) commenced the Post 

Implementation Review (PIR) of the impact of its decision to approve RNAV-1 SIDs at Gatwick Airport 

on 7 November 2014. The content and outcome of that review process by the CAA is discussed in 

detail in the ‘CAP1346 - Report of the CAA's Post Implementation Review of the implementation of 

RNAV-1 Standard Instrument Departures at Gatwick Airport’8 including its annexes. 

  

During the review process, the Civil Aviation Authority (CAA) considered all the material produced by 

Gatwick Airport, NATS and aircraft operators in compliance with the Civil Aviation Authority (CAA) 

guidance on carrying out a Post Implementation Review (PIR) as well as material provided by groups 

and residents.   

 

The Civil Aviation Authority (CAA) considered this material in the context of the legal framework 

including the 2001 Air Navigation Directions from the Secretary of State to the CAA. The Civil Aviation 

Authority (CAA) has also had regard to the Secretary of State’s Guidance to the CAA on Environmental 

Objectives relating to the Exercise of its Air Navigation Functions which was published in January 2014, 

after the Civil Aviation Authority (CAA) made its decision to approve the RNAV-1 SIDs at Gatwick 

Airport in August 2013.  

 

The Civil Aviation Authority (CAA) considered whether the anticipated impacts and benefits of the 

proposal had materialised and where they did not, the Civil Aviation Authority (CAA) also sought to 

determine why, and what the most appropriate course of action should be in respect of the Standard 

Instrument Departure (SID) procedures of the nine routes that were the subject of the Post 

Implementation Review (PIR).   

 

Throughout this process, the Civil Aviation Authority (CAA) received comments on a wide range of 

issues not related to RNAV-1 departures at Gatwick Airport however the review remained strictly 

confined to the scope of the RNAV-1 Post Implementation Review (PIR). 

 

 

 

 

 

                                                           
7 http://publicapps.caa.co.uk/modalapplication.aspx?appid=11&mode=detail&id=395 
8 http://publicapps.caa.co.uk/docs/33/CAP1346PIRREPORT18Nov2015(V1_1).pdf 
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12. PIR CONCLUSIONS AND REQUIREMENTS IN RESPECT OF 

ROUTE 5 
 

As a result of the Post Implementation Review (PIR) the Civil Aviation Authority (CAA) reached the 

following conclusions in respect of Route 5: 

 

The stated aim of introducing an RNAV-1 Standard Instrument Departure (SID) Route design; the effect of which 

was to result in actual aircraft tracks that replicate the nominal track of the existing conventional Standard 

Instrument Departure (SID) Routes was achieved to an acceptable standard. 

 

The Civil Aviation Authority (CAA) considered that a better replication of the nominal track of the conventional 

Standard Instrument Departure (SID) Routes can be achieved. That is, the Civil Aviation Authority (CAA) 

considered that it may be possible to modify the design of the RNAV-1 Standard Instrument Departure (SID) 

Routes to better replicate the existing conventional Standard Instrument Departure (SID) Routes (which would 

also have the effect of moving the mean track of aircraft further north so that it lies equidistant between Lingfield 

and Dormansland). 

 

The Civil Aviation Authority (CAA) therefore requires Gatwick Airport to investigate a modified design to achieve 

more accurately the replication aimed for. Once the modified design has been implemented and operated for six 

months the Civil Aviation Authority (CAA) will conduct a further assessment as part of the on-going Post 

Implementation Review (PIR). 

 

If the modifications do not achieve more accurate replication than was achieved by the original RNAV-1 design, 

Gatwick will be required to revert to the RNAV-1 design implemented in November 2013. If the modifications do, 

in the view of the Civil Aviation Authority (CAA) achieve more accurate replication, then that modified RNAV-1 

Standard Instrument Departure (SID) Routes will be confirmed. That will be the conclusion of Gatwick’s airspace 

change request dated 30 November 2012 (as amended 9 January 2013) in respect of the Route 5’s RNAV-1 

Standard Instrument Departure (SID) Routes. In the interim period the published RNAV-1 Standard Instrument 

Departure (SID) Route for this route will remain notified in the Aeronautical Information Publication (AIP). 

 

Based on its conclusions of the environmental impact of the change, and taking into account the 2014 Guidance 

from the Secretary of State to the Civil Aviation Authority (CAA) in carrying out its environmental duty, the Civil 

Aviation Authority (CAA)   concluded that no changes are required to the RNAV-1 Standard Instrument Departure 

(SID) Routes from the perspective of having regard to the noise impact of the change, its overall duties and in 

particular its environmental duty. Therefore from the perspective of the environmental impact of the change, the 

Civil Aviation Authority (CAA) will not require any change to the RNAV-1 Standard Instrument Departure (SID) 

Routes. However, any modified design proposed to the Civil Aviation Authority (CAA) in respect of the 

requirement for considering modifications will need to take the Secretary of State’s 2014 Guidance into account, 

both by Gatwick Airport when designing the modification, and by the Civil Aviation Authority (CAA)  when 

reviewing it. 

 

It is for the reasons stated above that Gatwick Airport Ltd is required to make amendments to Route 

5.  In making these amendments, this will be the concluding stage of the original airspace change 

request therefore, as referenced earlier; this document does not constitute a consultation, but a 

means of informing all interested parties of the amendments to Route 5, as required by the Civil 

Aviation Authority (CAA) as our Regulator. 
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13. ILLUSTRATIONS OF THE TRAFFIC PATTERNS REQUIRING 

THE AMENDMENT 
 

The mean track of aircraft is flying to the south of the nominal centreline of the Noise Preferential 

Route (NPR) therefore there is a requirement to amend the Standard Instrument Departure (SID) 

Route to so that aircraft fly down the centre of it.  

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Map illustrating the Standard Instrument Departure (SID) Route not following the centreline of the 

Noise Preferential Route (NPR) 
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14. THE PROPOSED AND ANTICIPATED OUTCOME OF THE 

AMENDEMENT 
 

The Civil Aviation Authority (CAA) requires Gatwick Airport to look into modifications designed to 

achieve better the expected outcome of the replication of the nominal track of the conventional 

Standard Instrument Departure (SID) Route, namely to explore whether it is possible to design a route 

that achieves a slightly later start to the turn as was anticipated when we decided to approve this 

change in 2013 and one that is likely to result in a positioning of traffic that is closer to the nominal 

track of the existing conventional Standard Instrument Departure (SID) Route. 

 

In layman’s terms, the Standard Instrument Departure (SID) Route is slightly to the south of the 

nominal Noise Preferential Route (NPR) centreline. 

 

There is a recommendation to “Delay the first turn by moving the first waypoint slightly further to the 

northeast”. Or “investigate if a fly-over waypoint in the same position as KKE02 (existing waypoint) 

would achieve the roll out onto the Noise Preferential Route (NPR)”. 

 

The fly-over waypoint option has been discounted; it is considered a reposition of the fly-by waypoint 

will meet the requirement of making aircraft fly closer to the centre of the Noise Preferential Route 

(NPR).  The first waypoint has been repositioned and renamed. This will result in the aircraft turning 

and following a track along the centre of the NPR. In order to keep the aircraft centred along the NPR, 

the next waypoint has also been relocated to prevent the aircraft flying southerly as it transits the 

Noise Preferential Route (NPR). 

 

Indicative map illustrating the anticipated track flown with this proposed amendment 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

As this amendment has not yet been physically flown in an aircraft (only aircraft simulators that do 

not plot radar tracks onto a map) actual radar tracks are not yet available that would allow us to 

provide a more definitive track map. This map is therefore for illustrative purposes only. 
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15. CREATING THE AMENDMENT AND TIMESCALES 
 

Having been made aware of the requirement to makes changes to Routes 5, certain activities have to 

be undertaken in order to create the amendment, chart and code it, approve it, test it and finally 

promulgate it into the Aeronautical Information Service. This is so it can be inserted into the 

Aeronautical Information Publication (AIP) for the aerodrome in order that airlines and Air Navigation 

Services Providers can upload it to their systems. 

 

We appointed an Approved Airspace Procedure Designer to undertake the design of the amendments 

to Route 5. In making the amendment, they liaised extensively with the Civil Aviation Authority to 

ensure the amendment met the criteria as detailed in the Post Implementation Review (PIR) as well 

as met all national and international design standards – PANS-OPS.  

 

Once the Civil Aviation Authority (CAA) approved the amendment, it was flight validated in full motion 

aircraft simulators; the tests themselves undertaken by appropriately qualified airline training 

captains.  

 

The parameters used to assess and stress the procedures were recorded and agreed with the Civil 

Aviation Authority (CAA) before the validation (fly-ability assessment) process commences. 

 

The requirement in respect of Route 5 is laid out below: 

 

A robust validation will be required where the fly-ability of the remedial Standard Instrument 

Departure (SID) Routes is assessed in both Airbus and Boeing flight simulators.  

 

The Flight Validation exercise involved a series of take-off runs in both the Airbus and Boeing Flight 

Simulators with a series of meteorological and aircraft payload scenarios in order to gain an 

understanding of the flight characteristics in these circumstances. 

 

The Flight Validation exercise took place on Sunday 16 October 2016 and was fully recorded and all 

relevant data captured, and provided to the Civil Aviation Authority (CAA). 

 

Once the Civil Aviation Authority (CAA) assessed all of the information pertaining to the flight 

validation, approval was given and that the amendment submitted to the Aeronautical Information 

Service as part of the ‘AIRAC’ cycle on 22 December 2016. This allows for the Aeronautical Information 

Publication (AIP) for the aerodrome to be updated and air traffic systems and airline databases 

updated accordingly. 

 

The amendment will come into effect on 30 March 2017. 
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16. THE ROLE OF THE CAA ONCE THE AMENDMENT COMES 

INTO EFFECT 
 

The amendment will initially be put into place for a period of 6 months. During that time Gatwick 

Airport will collate a significant amount of information regarding the performance of the amendment, 

mobile noise monitoring information as well as any feedback received from local communities, 

airlines, air traffic control, and other interested parties. This information will then be placed at the 

disposal of the Civil Aviation Authority (CAA). 

 

Examples of technical information includes, but isn’t limited to: 

 

•         Hour by hour meteorological data 

 

•         Day by day aircraft tracks 

 

•         Aircraft tracks by aircraft type  

 

 Details of ‘off track aircraft 

 

•          Tracks by aircraft type and airline per week 

 

 Details of ‘off-track’ aircraft by aircraft type and airline per week  

 

•         Density of air traffic 

 

•         Air traffic by altitude bands (4,000-5,000ft, 5,000-6,000ft, and 6,000-7,000ft) 

 

•         Aircraft tracks up to 3,900ft 

 

•        Aircraft tracks up to 4,000ft 

 

•         Airline feedback 

 

 Community feedback 

 

 Air Traffic Control feedback 

 

 Any other relevant information that may arise 

 

At the end of the 6 month period, we expect the Civil Aviation Authority (CAA) will assess all of the 

information provided and make a final decision, upon which their final course of action, as detailed 

earlier in this document will be adopted. 
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17. KEEPING INFORMED  
 

Since the beginning of 2016, we have kept the following organisations abreast with developments 

regarding Route 5: 

 

 The Gatwick Airport Consultative Committee - GATCOM 

 The GATCOM Steering Group 

 The Noise and Track Monitoring Advisory Group – NATMAG 

 

In addition, at our annual Airspace Seminar held in May 2016, this matter was discussed. Details of 

this and videos recorded of the event are available on the Gatwick Airport Noise and airspace website. 

 

Engagement 

 

When considering our method of engagement with communities when implementing the required 

amendments to Route 5, we have proposed to conduct most of this online. 

 

We intend placing advertisements in the local press drawing attention to the amendments to Route 5 

and advising people to visit the Gatwick Airport noise and airspace website for further information 

and to leave feedback.  

 

On our website, in common with previous amendments to Standard Instrument Departure (SID) 

Routes, we will maintain a blog advising viewers of progress as and when it happens, as well as any 

other relevant material. We also propose to provide a facility for people to send to us, for eventual 

forwarding to CAA, their experiences once the required changes have been implemented. 

 

We believe this approach is proportionate to the changes required by the Post implementation Review 

(PIR). 

 

Gatwick Airport Ltd will write to its key stakeholders to alert them to these amendments and the 

online engagement. These include, but are not limited to: 

 

Elected Representatives of the People 

Community Groups 

Local Authorities 

County Councils 

Parish Councils 

Local Authority Officers 

Members of the Gatwick Airport Consultative 

Committee 

Members of the Noise Management Board 

Residents Associations 

Environmental Groups 

 

 

The Civil Aviation Authority (CAA) has indicated its acceptance of this approach. 
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18. FEEDBACK 

 
We intend to conduct this engagement online and information regarding these amendments as well 

as all of Gatwick Airport’s operations can be found on our website: 

 

www.gatwickairport.com 

 

To view our dedicated Route 5 blog, click on ‘Business and Community’ then ‘Aircraft Noise and 

Airspace’ and finally on the ‘Airspace’ drop-down menu. 

 

From the ‘Aircraft Noise and Airspace’ webpage you can also access ‘Casper Noise Lab’ – our 

interactive flight tracker. 

 

We will continue to update NATMAG and GATCOM on a quarterly basis regarding the performance of 

the amendment and detail any key feedback themes received. 

 

Should people wish to write to us, please do so to: 

 

Route 5 Feedback 

FREEPOST GATWICK FLIGHT PERFORMANCE TEAM 

Gatwick Airport Ltd 

7th Floor Destinations Place 

Gatwick Airport 

West Sussex 

RH6 0NP 

 

We encourage residents to learn more about the work of GATCOM, to find out who your 

representative is, please visit www.gatcom.org.uk 

 

The Noise Management Board (NMB).  

 

The core role of the NMB is to develop, agree, oversee and maintain a co-ordinated noise 

management vision and subsequent strategies for Gatwick on behalf of stakeholder organisations. 

The main aim of this work is to reduce the impact of noise on the local community. 

 

The Noise Management Board is made up of a wide range of industry experts and stakeholders. There 

are 13 seats on the Board, some of which are shared between a voting member and an alternate 

(back-up) member who have one vote and actively attend alternate meetings. 

 

To learn more about the NMB, please visit www.gatwickairport.com/nmb 

 

 

 

 

http://www.gatwickairport.com/
http://www.gatcom.org.uk/
http://www.gatwickairport.com/nmb
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19. FREQUENTLY ASKED QUESTIONS 
 

When will this be implemented? 

 

The modification to Route 5 will be implemented from 30 March 2017. The modification will be monitored 

by the CAA for six months to ensure the route is compliant and that the aircraft are operating as 

anticipated. 

 

What does this mean to local residents? 

 

People living in some areas around Route 5 may notice an increase in frequency of flights, while people in 

areas outside of the modified routes may experience a reduction. There may be an increase or reduction 

in aircraft noise levels corresponding with the frequency of overflight. 

 

When did you consult on this? 

 

We consulted on RNAV-1 for a period of 13 weeks from 19th July 2012 to 19th October 2012. Responses 

received after 19th October up to the 13th November 2012 were included in the analysis and statistics. 

 

A Stakeholder Consultation Feedback Report was issued thereafter that detailed the Town and Parish 

Councils contacted, the number of responses and an overview of the feedback 

 

How was it publicised at the time? 

 

Our consultation document and maps were developed and provided by the air navigation services provider, 

NATS. All affected parish councils and Local Authorities were contacted and advised of the proposals. A 

series of public meetings were held, hosted by airport staff, including: 

- Dormansland 

- Capel 

- Felbridge 

- Leigh; and 

- Nutfield. 

 

Will my feedback make any difference? What if I’m unhappy with the change? 

 

There were consultation opportunities earlier in the process (2012 and also during the CAA PIR from 

November 2014 to January 2015 where the public was invited to contact the CAA regarding their 

experiences arising from the implementation of PRNAV) 

 

How is the route checked? 

 

A modification to the design of Route 5 was submitted to the CAA. The CAA assessed the modified Route 

5 design and confirmed that it conforms to their regulatory standards. A coding house translates the 

modified Route 5 into a computer code, and provided the code to Gatwick. The proposed modified route 

was ‘flown’ in a flight simulator to assess its viability, to the satisfaction of the CAA and Gatwick. 
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It can only be flown when it is loaded into the flight navigation system of every aircraft flying out of Gatwick. 

There are several stages to reaching that moment of implementation, and each step is dependent on the 

previous one being completed successfully. 

 

Who’s responsible for what? 

 

The Civil Aviation Authority (CAA) is the UK’s independent aviation regulator, covering aviation noise and 

aviation capacity among other functions. They have a statutory duty to consider the environmental impact 

of aviation when taking decisions in relation to proposed changes. The CAA is responsible for oversight and 

regulation of all UK airspace including the navigation and communication infrastructure to support safe 

and efficient operations.  

 

The Department for Transport’s (DfT) role is to develop policies and long term strategies for aviation, to 

facilitate their implementation and to lead international negotiations in the aviation sector. 

 

Gatwick Airport Ltd (GAL) is the owner and operator of Gatwick Airport and is responsible for the day to 

day operation of the airport, including implementation of the Government’s noise policy for Gatwick, 

including facilitating the monitoring and reporting of noise and track-keeping on noise preferential routes. 

 

NATS provides en-route air traffic control services for aircraft flying throughout UK airspace, operated 

under license from the CAA. 

 

Route 3 is the main cause of noise for me. What are you doing about this?   

 

No changes are planned to Route 3. The PIR represents the end stage of this airspace review. 

 

Route 4 is the main cause of noise for me. What are you doing about this?   

 

This amendment was implemented in May 2016 and the monitoring period of it concluded in November 

2016. We anticipate that the Civil Aviation Authority (CAA) will make its final decision regarding Route 4 in 

the first quarter of 2017. 

 

Are the airlines flying off-track on purpose because it suits them financially? 

 

No. We have amended certain waypoints and implemented a lower speed restriction to enable aircraft to 

fly the route safely and efficiently, within the limits of the NPR.  

 

 

Will aircraft be fined for flying outside the noise preferential routes? 

 

We could fine airlines in the event of persistent offenders; however we prefer to work in collaboration to 

achieve compliance. Examples of persistently poor track-keeping would be raised at the Flight Operations 

Performance and Safety Committee.  

 

These amendments are about getting a second runway in / Route 5 is about trialling a new route for 

Runway 2 
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This is a separate issue, the Government has selected Heathrow for the construction of additional runway 

capacity.  

 

The implementation of PRNAV is part of the CAA’s Future Airspace Strategy, and this PIR is the end phase 

of a seven stage process to transition from ground based to satellite navigation systems to increase 

navigational accuracy and resilience. 

 

What airspace trials is Gatwick doing?  

 

There are no trials taking place in Gatwick Airport airspace. There is a separate amendment to ‘Route 4’ 

currently underway following the same format as with Routes 5 and 2 

 

What were the seven stages of the airspace change process? 

 

1. Framework briefing      Nov 2011, April 2012 and May 2013 

2. Proposal development    Oct 2007 – May 2008 

3. Consultation preparation    Nov 2011 – Jul 2012 

4. Consultation and formal proposal submission  Jul – Oct 2012  

a. Extended (updated diagrams)    12 Nov 2012 

b. Proposal submission     30 Nov 2012 

c. Consultation responses on GAL website  December 2012 

5. CAA decision      August 2013 

6. Implementation     November 2014 

7. Post implementation review    November 2014 – November 2015 

* PIR amendments      November 2016 to date 

 

Concentration vs Dispersal 

 

• Safe and efficient use of available capacity. Air traffic management: safe separation, minimise 

conflict with inbound aircraft, efficient use of runway capacity, together with practical considerations 

arising from position of navigational aids – leads to concentration of aircraft along a limited number of 

fixed routes 

 

• Government policy has been for many years that best environmental outcome derives from 

concentration of departures on the least number of practical routes designed specifically to minimise the 

number of people overflown at low level. 

 

• Context of Aviation Policy Framework – outcome was acceptance that the balance of social 

and environmental advantage lies in concentrating aircraft taking off along the fewest possible number of 

specified routes, and that these routes should avoid densely populated areas as far as possible. Any 

changes should avoid increasing the number of people affected by aircraft noise. 
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