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01 _ Introduction

This report describes the Master Plan for Gatwick Airport with 
a second runway in response to the Airports Commission’s 
Interim Report and appraisal framework. The Master Plan 
proposes the expansion of Gatwick Airport to include a new 
runway to be operated independent from the existing and 
with both runways operating in mixed mode, will delivering a 
throughput capacity of 95 mppa in 2050. 

The purpose of the Master Plan Report is to demonstrate 
how the Master Plan meets the objectives of the Airports 
Commission’s Operational Efficiency module by: 

• Identifying the main components of the airport Master Plan 
and their spatial requirements.

• Define the basis for sizing these components and explain 
the operation of the main airport systems.

• Illustrate how the Master Plan can flexibly respond to 
changing aviation requirements.

• Describe how the airport will deliver excellent quality of 
service to passengers and other users.

• Demonstrate compliance against safety standards and 
regulatory requirements.

The key inputs into the development of the Master Plan are the 
traffic forecasts which are described in Part 2. 

A comprehensive and integrated approach has been followed to 
develop the Master Plan in order to provide a detailed statement 
of the future land use requirements at the airport. 

Gatwick Airport is to be a world-class airport offering 
exceptional quality of service and availability to a wide range 
of international and domestic destinations. Consistent with this 

vision, the goal is to create an asset which has long-term value 
for London and the UK as a whole and provides a financeable 
and sustainable business case for Gatwick Airport Ltd and its 
stakeholders without unacceptable environmental and social 
costs. This will be achieved by;

• Planning, designing and constructing a new runway and 
its associated facilities to accommodate future growth in 
a flexible way which offers best passenger experience, is 
consistent with the regulatory framework governing its 
development and operation and aligned to the needs of its 
different airline operating models. 

• Providing a new runway option which, when combined 
with the capability of the other London Airports, best 
serves London and the UK to deliver additional capacity 
and connectivity in line with the Airports Commission’s 
assessment of needs.

• Delivering a financially feasible scheme which requires 
affordable landing charges to ensure it is fundable and 
optimises the use of existing infrastructure to avoid waste 
and unnecessary investment.

• Engaging with and seeking feedback and input from 
business partners, public entities, the travelling public and 
the wider community, to ensure an equitable balance is 
achieved between the economic benefits of growth while 
managing the social and environmental impacts of such 
development.

A Master Plan is part of a dynamic process within the aviation 
industry. Master Plans provide a framework which allows 
the airport to evolve as markets and technology change, and 
airlines and businesses adapt to new operating environments. 
Therefore, an inherent flexibility has been a guiding philosophy 
underpinning this Master Plan.

The Master Plan report forms part of the Gatwick Airport 
submission and should be read in conjunction with the 
following reports (Appendices to the submission):

London Traffic Report Ground Noise
Economic Impact Assessment Air Quality
Local Economy Impacts Place
Land Valuation Biodiversity
Public Safety Zones Community
Operational Risk Quality of Life
Airspace Construction Programme & 

Risk Profile
Planning Context Programme Risk 

Management
Water and Flood Risk Construction Delivery & 

Transition
Waste Financial Case
Energy Engagement Strategy
Fuel Strategy Consultation Document
Geo-environmental Capital Cost Forecast
Carbon How Technology will drive 

Transformation of the 
Aviation Industry

Surface Access Engagement Charter for 
Local Landowners and 
Occupiers

Air Noise Commercial Facilities 
Requirements

The report is structured to first give a clear and simple overview 
of the Gatwick two runway mixed mode proposal. The second 
section of this report then outlines how this proposal responds to 
the Airports Commission’s Appraisal Framework.

01_Introduction

1.1 Scope of this report
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01 _ Introduction

1.2 The baseline airport

Table 1.2_1 - Baseline airport facilities

* Passenger Processing Area: includes all passenger departures and arrivals areas such as check-in, security, departures 
lounge, immigration, reclaim, customs and the arrivals hall. It excludes gate rooms, piers and APM stations. 

** Long term and staff spaces include off site provision of ~26,280 spaces

Note: The stand provision identified in the combined column above includes remote stands while terminal columns 
summarises just pier-served stand provision.

The baseline airport is a two terminal airport with a single 
runway to the south of the apron. Gatwick is located within the 
administrative areas of Crawley Borough Council (CBC) and 
West Sussex County Council (WSCC) and lies on the boundary 
with Surrey County Council. Mole Valley, Reigate and Banstead 
and Tandridge District Councils are nearby, while Horsham and 
Mid Sussex District Councils are to the south.

The existing terminals have a capacity of circa 21 mppa each 
which can be increased to 45 mppa in total through internal 
reconfiguration, minor expansions and increased operational 
efficiencies (2012 Gatwick Single runway Master Plan). Under 
the Q6 regulatory period Gatwick Airport is currently exploring 
options for redeveloping North and South Terminals to provide 
a combined capacity of 45 mppa and support the consolidation 
of easyJet in the North Terminal.

Surface access to the terminals is provided by a combination of 
road (private vehicle, taxi and bus) and rail. A rail station and 
bus interchange is located adjacent to the South Terminal with 
a similar smaller bus interchange located at the North Terminal. 
Passengers from the rail station can travel from the South 
Terminal to North Terminal via a landside APM. Short stay car 
parking is located adjacent to each terminal with airport based 
long stay parking located primarily to the east of the airport. 
Additional long stay parking is also located off site.

For the purposes of the appraisal of the benefits and impacts 
of the second runway expansion it was necessary to identify a 
baseline against which the new runway development would be 
assessed. The baseline reference adopted has been the airport 
including all developments currently proposed within Q6 
regulatory period.

The projects assumed to be complete are listed below. 

• Pier 1 reconfiguration

• Pier 5 reconfiguration

• Pier 6 extension

• Internal reconfiguration and minor expansion of north and 
south terminals

Some of the projects are under construction whereas others are 
at an earlier stage and are still to be agreed with airlines and the 
Civil Aviation Authority (CAA).

The table opposite summarises the assumed baseline 
characteristics of the airport.

Combined North Terminal South Terminal

Terminals

Capacity (mppa) 45 21 21

Passenger Processing Area * (sqm) 220,500 97,500 123,000

Stands

Code C 28 7 13

Code D 17 2 4

Code E 56 20 14

Code F 6 4 0

Total 107 33 31

Car parking

Short term spaces 5,000

Number of Multi-Storey Car Parks (MSCPs) 5

Long term spaces** 46,300

Staff spaces 10,000

01_Introduction
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02 _ The Master Plan

Gatwick’s Master Plan has been developed to provide London 
with a world-class two runway airport to ensure London contin-
ues to be the best connected world city in the foreseeable future. 
The developed airport will both complement and compete with 
Heathrow. Gatwick’s Master Plan is designed with the flexibility 
to serve a broad range of airline markets; including low cost 
carriers, domestic regional carriers and full service international 
hub airlines and alliances, complementing Heathrow’s focus on 
the full service scheduled airline sector.

Rail connectivity to Gatwick will allow direct access to the 
airport from 175 stations in London and around the country, and 
when considered in combination with a two runway Heathrow, 
it will allow more Londoners easier access to a major interna-
tional airport, distributing the surface access demand over a 
wider area of the transport system rather than focusing it into 
one corridor.

With a dual-two runway London airport system the benefits of 
airport competition, seen since the break-up of BAA and the 
start of new ownership of Gatwick, will be enhanced. Mar-
ket and commercial competition will force both airports to be 
responsive to user and airline needs and to change and innovate 
accordingly. Gatwick’s Master Plan allows the flexibility to do 
this.

2.1 Key Drivers

There are a number of fundamental principles which have 
shaped the Gatwick Master Plan proposals. Details of how 
these have influenced the development of component parts of 
the airport Master Plan are provided in Chapter 4 and are also 
summarised below.

Capacity and efficiency – A wide spaced runway system that 
maximises the mixed mode operational capability.

Minimising disruption – Development of new infrastructure on 
a green field site to allow new capacity to be delivered with little 
disruption to on-going airport operations.

Passenger service – Providing a high quality environment for 
passengers through all stages of their journey. 

Convenient and legible access – Access by public transport via 
a multi-modal transport interchange and for road vehicles by the 
M23 J9 and J9a. The Master Plan provides a simple, legible and 
convenient approach to the airport and between terminals for all 
users.

Flexibility – A flexible New Terminal, pier and apron 
configuration that is adaptable to changing requirements, 
different airline models and new technologies.

Resilient – A resilient airport which supports a reliable overall 
London airport system.

Minimising impacts – Being good neighbours by minimising 
the development impacts while sharing the benefits locally.

02_Master Plan

2.1.1 Capacity and Efficiency

The new runway, located 1,045m to the south of the existing 
runway and 3,400m in length, allows full mixed mode 
operations and can accommodate large Code F aircraft. The new 
and existing runways are supported by a comprehensive but 
simple taxi arrangement that allows rapid uncongested access 
between stands and runways. Airfield simulation modelling 
has confirmed that up to 98 movements in the peak hour can be 
supported, equivalent to 95 mppa in 2050.

A compact and efficient midfield apron layout provides capacity 
for up to 50 mppa allowing the existing northern apron to be 
operated at a reduced throughput level of 45mppa based on the 
2050 traffic forecasts. In 2050 the North Terminal (22.5mppa), 
South Terminal (22.5mppa) and a New Terminal (50 mppa) 
serves each apron area.

In the early years aircraft using the midfield apron will be 
assigned to the new southern runway and those using the 
northern apron to the existing runway. The resulting taxiing 
distances are short and with minimal conflicting aircraft ground 
movements. In later years when runways use increases, it may 
be necessary to allocate the departures runway according to the 
departure route being flown by that flight. This would avoid the 
flight paths of departing aircraft crossing (conflict free airspace 
routings) and the loss of capacity that would result from this.

Even considering this, the overall compact airfield arrangement 
results in short taxiing times, rapid turnarounds and reduced fuel 
burn.

2.1.2 Minimising Disruption

The Master Plan allows the new runway, taxiways, apron and 
New Terminal to be built largely outside the current airport 
boundary on undeveloped land with little impact on the 
operating airport through construction. This allows for simpler, 
quicker and cheaper construction remote from passengers as 
they continue to use the existing terminal facilities.

Subsequent expansion of the New Terminal and apron can be 
delivered incrementally, as demand requires, and as the facilities 
can be designed for expansion from the outset, minimal impacts 
will be experienced by airport users.

Improvements to the roads, construction of the new transport 
interchange (the Gatwick Gateway) and extension of the APM 
system between the Gatwick Gateway and New Terminal will 
need careful planning, but can all be achieved with little impact 
on airport and other users.
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2.1.4 Convenient and legible access

Achieving 60% access by public transport is a core objective of 
the Master Plan. The new Gatwick Gateway will be pivotal to 
achieving this, providing 20 train services per hour to a variety 
of London destinations as well as to the south coast and beyond 
London to the north. Wayfinding for passengers is easy with all 
train services arriving and departing from the extended seven 
platform airport station, avoiding the confusion for passengers 
if they were to have to alight at different stations for different 
terminals.

From the Gatwick Gateway, wayfinding to any of the three 
terminals is simple, with a landside APM providing 2-3 minute 
travel times to the New and North Terminals and allowing rapid 
landside connection between all three terminals.

The Gatwick Gateway acts as a central interchange location for 
rail, buses, coaches and car rentals, providing passengers with 
complete clarity of where to go to get each services as well as 
enhancing the efficiency for service providers by not having 
them fragmented at different locations around the airport. Local 
buses and courtesy services will serve each terminal providing 
passengers and staff high levels of convenience to local 
destinations.

Access by road will be equally simple and intuitive. The M23 
J9 and 9a will be the route to the airport for road users allowing 
simple directional signage from the motorway, independent 
of which terminal is to be used. Upgrades to the motorway 
junctions and new grade separated junctions will allow quick 
and easy access to all three terminals and their adjacent short 
term car parking. All long term car parking is located centrally, 
on the eastern side of the airport campus adjacent to the 
motorway.

02_Masterplan

2.1.5 Flexibility

The ability to successfully adapt to; changing aircraft types 
and mix of sizes, developments in passenger processing 
technologies and procedures, trends in airline and retail products 
and evolving surface access requirements is critical to the case 
for provision of sustainable long term infrastructure capacity.  
The Gatwick Master Plan has been developed and future-proof 
tested to allow a range of aircraft mix and operating models to 
be accommodated.

For example, a variety of midfield apron and pier configurations 
can be accommodated within the taxiway geometry which will 
allow different arrangements of gate sizes, loading bridges, 
walk-out gates and remote stands. These have been tested 
against the varying requirements of full-service hub, low cost 
carrier, long-haul point to point and domestic regional airline 
models. MARS and multi-choice stand arrangements will allow 
flexibility of stand use at different times of the day and space in 
the northern apron and the western end of the midfield can be 
redeveloped to provide additional capacity beyond the Gatwick 
2050 forecasts.

The New Terminal will adopt a ‘loose fit’ approach where large 
column free spaces and carefully positioned vertical circulation 
and building services distribution systems allow ready re-
configuration of internal spaced to accommodate changing 
check-in, security and immigration procedures and technologies. 
A modular building form will allow easy incremental expansion 
as growth in demand dictates. The on-going programme of 
upgrades to the North and South terminals will continue 
throughout their life cycles to ensure they are fit for purpose and 
tailored to suit the airline and passenger services needed in each.

2.1.6 Resilience

As a nationally important piece of transport infrastructure, 
the resilience of Gatwick to respond to unplanned events is 
of critical importance. Of course, Gatwick is one of several 
airports serving London and the Southeast and the overall 
system resilience would be significantly enhanced by having 
two major airports (two runway LHR and two runway LGW) 
rather than focusing capacity at one airport only (three runway 
LHR and one runway LGW).

The Master Plan has been developed to enhance the airport’s 
resilience. The addition of a second runway in itself allows 
continued operation of the airport in the event of closure of one 
of the runways. The existing northern runway along with the 
North and South terminals can operate essential independently 
from the southern runway and New Terminal minimising the 
potential for an incident in one area to impact all operations. 
That these runways support mixed mode operations further 
enhances resilience given this mode of operation allows the 
ability to flex runway usage and deal with disruption events and 
peaks in demand.

The close proximately of the three terminals with rapid landside 
connectivity provided by the APM systems means that flights 
could be rescheduled if necessary to adjacent terminals with 
modest levels of disruptions. The short distances between 
terminals and apron areas mean that airside passengers and 
baggage can also be moved with relative ease should it be 
necessary.

These physical characteristics along with appropriate system 
design and operational processes will ensure the expanded 
Gatwick will be able to attain high levels of reliability.

2.1.7 Minimising impacts

Gatwick’s setting in a relatively unpopulated area means that it 
has relatively low impacts on neighbouring communities when 
compared to other London airports. In developing the Master 
Plan, a primary objective has been to retain this position.

The runway location, 1,045m to the south of the existing 
runway, has been the result of extensive analysis which 
investigated a wide variety of options. The proposed location 
was found to have the optimum balance of:

• Supporting mixed mode capability and sufficient midfield 
capacity,

• Minimising airborne and ground noise exposure to 
surrounding properties, and

• Minimising land and properties needing to be acquired.

The resulting plan is substantially within the current 
safeguarded area, meaning that new blight concerns are 
significantly reduced. The airport boundary along the northern 
edge adjacent to Horley has not been further developed in 
the plan, and noise bunds and landscaping features have been 
extended along this boundary and included along the southern 
perimeter to minimise noise and visual impact.

The Master Plan seeks, where possible, to enhance the 
environmental setting around the airport. Existing culverted 
areas of the River Mole are diverted and a natural river setting 
restored bringing ecological improvements. A new green 
corridor along the river diversions is formed on the southern 
perimeter which, with new footpaths and cycleways, creates 
the opportunity for areas of enhanced biodiversity and new 
recreational space. This corridor will also be designed to 
manage flood risks.  The Master Plan also seeks to minimise the 
impacts of noise, air quality and flood risks.

The Master Plan allows for further flexibility and it is 
anticipated that additional enhancements will be made as 
a result of the outputs from the forthcoming community 
consultation process.
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03 _ Basis of Development Plans

3.3 Airfield programme of requirements

Figure 3.3_1  Airfield Simulation Image

03_Basis of Development Plans

The runway and taxiway layout has been planned to provide 
efficient operations in line with acceptable delay criteria, 
maximise capacity and accommodate the forecast aircraft sizes 
including the A380. The key airfield planning assumptions are 
summarized below:

1. Minimum landing distance to be provided: 2500 m

2. Take-off distances for the existing runway remain as 
currently

3. Take-off distances for the new runway: 3400 m

4. Two new parallel taxiways are provided to the south of the 
existing runway and two more north of the new runway 
with apron areas between the two.

5. Taxilanes are provided either side of the midfield apron, 
avoiding push-backs onto taxiways and cul-de-sacs. 

6. Two cross-field taxiways are provided at each end of the 
satellite building with clearances for Code F aircraft.

7. Two rapid exit taxiways are provided for each runway 
direction of the new runway, and for the south side of 
the existing runway. The first one will cater primarily for 
code C aircraft and the second one for code E aircraft, 
minimizing runway occupancy times and increasing 
runway capacity.

8. New holding areas (south of the existing runway and north 
of the new runway) has been designed with 3 Code F 
access taxiways, providing flexibility for ATC to optimally 
sequence aircraft for departure.

9. For the new runway, a Runway End Safety Area (RESA) 
length of 240 m has been provided for both landing 
overshoots and undershoots and take-off overruns.

10. Instrumented Landing System (ILS) CAT III capability for 
the new runway has been assumed. Critical and sensitive 
ILS areas have been considered to define the airfield 
boundary, ensuring that these areas are clear of objects 
during airport operations.

The airfield layout and operational assumptions have been 
validated using a dynamic simulation tool developed in CAST 
Aircraft software. Assumptions for the airfield set and operation 
have been validated through discussions with NATS and 
Gatwick Airfield Operations, including SID routing, runway 
allocation, runway crossings and ATC separations standards. 
Figure 3.3_1 shows a capture of the CAST Aircraft model.

Passenger aircraft stand requirements have been calculated 
using NAPA software tool which is an Arup proprietary 
software. The main inputs being the flight schedules and the 
gate definition of the baseline stand configuration assumed. 
The gate definition assumptions used have been discussed 
and agreed with Gatwick Airport and a calibration exercise 
was undertaken of the 2012 schedule in order to ascertain that 
any assumptions used when gating future schedules would be 
realistic and representative of Gatwick’s operation, particularly 
of the existing stands.

The output includes Gantt charts from which the stand 
requirements can be calculated as well as gated flight schedule. 
Figure 3.3_2 shows a capture of this output.  
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This section provides a tabulated ‘appraisal summary table’ 
analysis for the Airports Commission criteria relevant to the 
Master Plan.  These tables indicate: the relevant Airports 
Commission criteria; how it has been met; where it is addressed 
in this report; and other consultant reports which include 
supporting information.

Airports Commission Criteria Strategic Fit: Capacity

Commentary The mixed mode operations which are supported by the layout described within 
this report enable the highest possible two runway throughput.  This in turn 
enables the greatest hourly and annual passenger and cargo capacity for the two 
runway system.

Performance/Measures The runway capacity provided, which has been validated through dynamic 
simulation, is the following: 
• 98 two-way atm/hour;
• 60 departures atm/hour;
• 53 arrivals atm/hour.

This level of runway hourly capacity is forecast to deliver; 
• 95 mppa by 2050;
• 1,070,000 tonnes of cargo.

All new forecast capacity requirements to 2050 can be accommodated in the 
midfield hence minimising impacts on the existing airport operational facilities. 
The airport as a whole and the midfield in particular can accommodate a range of 
airlines through alternative stand configurations.

Beyond 2050 further additional capacity requirements could be accommodated in 
the northern apron through the extension of north terminal.

Reference Section in this report 3.1 Summary of Passenger and Cargo Forecasts
4.2 Runways and Taxiways
Appendix A - Airfield Simulation Report

Reference to other documents Traffic Forecast Report
Airspace Report
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Airports Commission Criteria Strategic Fit: Connectivity
Commentary Central to good connectivity is high capacity. As identified for the Capacity 

criterion Gatwick’s second runway delivers the highest possible increase in 
capacity for the London system. Coupled with a high capacity, this report also 
demonstrates the range of options for terminal and apron configuration. These are 
evidence that the Master Plan is able to adapt and serve a range of anticipated fleet 
configurations ranging from longhaul to shorthaul LCC traffic.

The proximity of terminals allows for airside inter terminal connections of 45 
minutes.

Performance/Measures The airfield and apron design has been demonstrated to support a range of 
operations including:
• domestic regional traffic;
• longhaul schedule traffic;
• fast turnaround for short haul aircraft;
• transfers including international and domestic transfers, interline transfers and 

self-connectors.

The MCTs achieved support efficient and fast hub operations to provide airlines 
with the maximum flexibility needed to schedule flights with a high percentage of 
transferring passengers:
• 45 minutes for airside inter terminal connections;
• 90 minutes for landside inter terminal connections.

Reference Section in this report 3.1 Summary of Passenger and Cargo Forecasts
3.3 Terminal Programme of Requirements
4.3 Aprons
4.4 Terminals
4.5 Surface Access
Appendix A – Runway Capacity Report
Appendix C – Inter-terminal Connectivity Analysis Report

Reference to other documents Traffic Forecast Report

Airports Commission Criteria Passenger Experience: Wayfinding and Legibility
Commentary 70% of all airport arrivals will enter Gatwick Airport via the Gatwick Gateway. 

Strong wayfinding in this area will facilitate a seamless journey for these 
passengers. This way finding is also supported by the landside terminal access 
strategy.  A single landside APM that connects all terminals will mean that 
passengers arriving at the Gateway and movement to one of the other terminals 
will all head to the same centralised position.  The design of the Gateway will also 
support segregation of arriving and departing passenger flows.

Other passengers accessing the New Terminal and north terminal using private 
vehicle drop off or parking will also be supported by strong cohesive wayfinding.  
A single surface access entry point for access to the South and New Terminals, and 
maintaining the same point of access for the North Terminal will also support easy 
and intuitive terminal access.

Inside the airport the New Terminal has been designed to be intuitive and minimise 
level changes from when a passenger enters until they arrive at their gate.

Performance/Measures Key Passenger experience measures are the following; 
• Easy and familiar access to the airport with 60% public transport mode share 

and 70% of all arrivals and departures using Gatwick Gateway. 
• Single road entry point for South and New Terminals with the existing North 

Terminal entry route maintained.
• Clear, intuitive and simple way finding provided through straightforward 

access from Gateway to the terminals and minimal level changes. Design is 
tailored to serve all airport users, from business passenger to families. 

• Efficient and reliable systems with short journey times through terminals and 
inbetween terminals for fast connections. High frequency airside and landside 
APM routes an average 60 second wait time.

Reference Section in this report 4.3 Terminals
4.4 Surface Access
Appendix C – Inter-terminal Connectivity Analysis Report

Reference to other documents Traffic Forecast Report
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Airports Commission Criteria Passenger Experience: Mobility and Travel Distances
Commentary Terminal and surface access design has been developed with the aim of 

minimising journey times for arrivals, departures and connections. This 
philosophy is also supported by intuitive and legible terminal design.

Performance/Measures The proximity between the three terminal buildings minimises travel distances for 
outbound and inbound passenger and for transferring passengers (MCTs of 45min 
for all inter terminal airside connections).

Ease of movement for all passengers including mobility impaired passengers 
(minimal level changes and directness of routes).

The New Terminal building is planned as a simple three level terminal with 
departures and arrivals primarily consolidated over two levels and minimal level 
changes to facilitate mobility and fully integrated with landside transport access 
(road and landside APM) and airside pier and airside APM.

Reference Section in this report 4.2 Runways and Taxiways
4.3 Aprons
4.4 Terminals
4.5 Surface Access
Appendix A - Airfield Simulation Report
Appendix C – Inter-terminal Connectivity Analysis Report

Reference to other documents Surface Access Technical Report

Airports Commission Criteria Operational Efficiency: Capacity
Commentary The mixed mode operations described within this report provide the highest 

possible two runway throughput.  This in turn enables the greatest hourly and 
annual capacity from the two runway system.

Analysis of stands and midfield apron has identified that a range of operations 
can be supported and there is sufficient stand infrastructure to meet peak day and 
annual demands.

Taxi times have also been minimised through preferential assignment of runways 
given the destination apron and by supplying all new capacity in the midfield area.

Performance/Measures The runway capacity provided, which has been validated through dynamic 
simulation, is the following: 
• 98 two-way atm/hour;
• 60 departures atm/hour;
• 53 arrivals atm/hour.

This level of runway hourly capacity is forecast to deliver; 
• 95 mppa by 2050;
• 1,070,000 tonnes of cargo.

All new forecast capacity requirements to 2050 can be accommodated in the 
midfield hence minimising impacts on the existing airport operational facilities. 
The airport as a whole and the midfield in particular can accommodate a range of 
airlines through alternative stand configurations.

Beyond 2050 further additional capacity requirements could be accommodated in 
the northern apron through the extension of north terminal.

Reference Section in this report 3.1 Summary of Passenger and Cargo Forecasts
4.2 Runways and Taxiways 
4.3 Aprons
4.4 Terminals
Appendix A - Airfield Simulation Report

Reference to other documents Traffic Forecast Report
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Airports Commission Criteria Operational Efficiency: Safety and Security
Commentary The airport Master Plan has been configured in accordance with relevant standards 

and design criteria published by ICAO and CAA.  Reference has also been made 
to EASA requirements where appropriate. These are not yet fully implemented 
in the UK and primarily adopt ICAO standards however in one or two key areas 
they align with CAA requirements. In some cases other criteria is used, where this 
is published by others e.g. Public Safety Zone Policy issued by the Department 
for Transport (DfT), or where it is recognised as best practice and no specific 
guidance exists in a comparable ICAO or CAA document e.g. Federal Aviation 
Administration (FAA) standards. Where that is the case the source is specified.

Performance/Measures The airport has been planned to be compliant with all relevant safety and security 
standards. An objective audit has been carried out to ensure compliance. 

The impact of new Public Safety Zones (PSZs) on existing and proposed land uses 
has been considered.

Any changes required to the airspace would support safe operations.
Reference Section in this report 3.7 Safety and Security

Appendix B - Safety and Compliance Report
Reference to other documents Public Safety Zone Report

Airspace Report
Operational Risk Report 

Airports Commission Criteria Operational Efficiency: Efficiency
Commentary The two runway system operated in mixed mode provides the most efficient way 

of delivering the maximum capacity. This is further enhanced by the runway 
assignment strategy which assigns arriving aircraft to runway depending on the 
apron of destination thus reducing journey times and potential delays. 

The three terminal buildings are integrated through the continuous landside 
APM and the dedicated airside APM corridor which allows efficient operations 
particularly with regards to connections between the terminals for passengers and 
staff. Their proximity further supports to minimise passenger and staff journey 
times. 

The supporting landside infrastructure is consolidated and centralised in the form 
of the Gatwick Gateway and the surface car parking zones east of the railway line. 
Sharing of common facilities allows for a more optimum resource allocation and 
generates space efficient developments whilst simplifying the operational costs. 

Performance/Measures Efficiency refers to competency in performance and is measured through;
• Ability of runway and airfield to accommodate forecast peak hour ATMs 

whilst minimising delays and taxiing distances.
• Ability of the three terminal system to operate seamlessly.
• Ability of supporting infrastructure (landside and airside) to support 

effectiveness.
Reference Section in this report 4.2 Runways and Taxiways 

4.3 Aprons
4.4 Terminals

Reference to other documents Airspace Report
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Airports Commission Criteria Operational Efficiency: Reliability and Resilience
Commentary The solution proposed by Gatwick Airport is inherently reliable due to its 

simplicity and ease with uncomplicated and straightforward design from road and 
public transport access through to terminal intuitive navigation plan.

The split apron capacity with a high proportion of Code E and F MARS stands in 
the mix offers greatest reliability to accommodate all aircraft types. 

Mixed mode runway operations are the most reliable and resilient by nature being 
able to accommodate high one way peaks, segregated mode of operation and 
single mixed mode operations should one of the runways be out of service. 

The landside and airside APMs connecting the terminals are supported by airside/
landside road corridors for resilience. Furthermore, an airside/landside perimeter is 
provided to provide access through the west and eastern areas of the airport. 

All terminal buildings have a secondary landside access should the primary access 
be down due to unforeseen reasons. 

Ancillary facilities, including de-icing facilities, have been provided to manage 
demand during severe cold weather.  In addition to this, river cross-sections and 
flood attenuation areas have been designed to accommodate extreme flooding 
events.

Performance/Measures Reliability is the ability to be dependable and predictable. This can be measured 
through; 
• Simplicity of end to end passenger journey
• Terminal and Airfield efficient operations

Resilience is the ability to recover and return to normal operations due to unfore-
seen or irregular operations. 

Reference Section in this report 4.3 Aprons
4.8 Airport Boundary
Appendix A - Airfield Simulation Report

Reference to other documents Water Report
Operational Risk Report 

Airports Commission Criteria Operational Efficiency: Scalability
Commentary The report has described that New Terminal and apron facilities are able to support 

a range of demand and aircraft mix alternatives.  Assessment has considered 
a range of scenarios including, low cost, long haul, high and low transfer and 
identified that the proposed configuration can accommodate all the requirements of 
these alternatives. 

All the forecast growth to 2050 can be accommodated within the midfield and 
therefore planned to be provided incrementally over time. The phasing strategy 
will minimise impact on existing operational facilities and terminal, apron and 
supporting facilities can be easily built by building flexibility into the earlier 
phases of construction so that they are easily adaptable to growth and to changes.

Performance/Measures The Master Plan demonstrates scalability given it’s ability to support a range of 
future scenarios and the facilities needed to support these. This ability has been 
demonstrated by presenting the ability to accommodate the following:
• Either a higher proportion of wide body aircraft, including Code F aircraft, or 

a higher proportion of narrow body aircraft.
• Point to point or Hub operations.
• Low cost carriers.
• Growth incrementally and independently from operational areas.

Reference Section in this report 4.2 Runways and Taxiways 
4.3 Aprons
4.4 Terminals

Reference to other documents -
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Airports Commission Criteria Operational Efficiency: Surface Access
The capacity of the proposed surface access for the Master Plan has been tested rigorously 
at both 2040 and 2050 demand horizons. 

On the rail network, the capacity boost provided by the new Thameslink franchise and the 
switch to 12 car trains from 8 car trains, will improve performance. Even at 2040, crowding 
ratios in peak periods are improved compared to today.
 
On the strategic highway network, additional capacity on both the M23 and the M25, 
including enhancement of the junction of the two motorways, is required to support 
background growth.  A combination of these and other committed strategic highway and 
local road improvements is capable of meeting 2050 demand.

Planning has considered the scalability of infrastructure provision and phasing for road 
improvements has been understood and can be achieved.  For rail, no physical infrastructure 
requirements are required with all the additional capacity delivered on committed schemes.  
The Gatwick Gateway is a priority investment for Gatwick.  The Master Plan envisages  
the Gateway going beyond simple station improvement leading to the creation of a new 
integrated transport facility.

In terms of resilience on the rail network, Network Rail operates a joint Regional Operations 
Centre at Three Bridges controlling all trains on the network with staff working alongside 
each other and taking joint operational decisions. Network Rail has reported that service 
reliability has improved dramatically in 2013 with the benefit of resilience works that have 
already taken place.

The internal road network is designed to allow passengers, staff, operational and emergency 
vehicles to reach each terminal and all parts of the airport via alternative routes in the event 
of any one access route being blocked or unavailable (including events impacting the A23 
and M23).

Access to terminals will be provided by a continuous landside APM.  This means that 
should the forecourt or access roads to specific terminals be disrupted, it will be possible for 
Gatwick to bring traffic into another terminal and distribute people on the APM system back 
to the affected terminal. 

Performance/Measures The Master Plan demonstrates efficiency of the surface access network given it’s ability to 
respond to increases in private and public transport trips.  The details on performance are 
outlined in the main body of this report and in the Arup Surface Access Technical Report. 
The following measures were used to measure performance
• Peak hour capacity of surface access compared to airport demand.
• Surface access congestion and delays.
• Ease of access to/from airport.
• Scalability of surface access systems.
• Reliability and resilience of all surface access modes.

Reference Section in this report 4.4 Surface Access
Reference to other documents Surface Access Technical Report
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