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This document has been produced conjointly by SN Brussels Airlines, Virgin Express, DHL, Thomas Cook Airlines and Birdy Airlines
1. The actual BRU preferential Runway system
Defines the Runway in use based on the weather conditions.
The Air Pilot stipulates:
The runway in use is based on the wind condition.
Runway 25L is the preferential runway for landing.
Runway 25R is the preferential runway for takeoff. 
This configuration is applicable as long as the wind condition (gust included) at the threshold 25L is such that its crosswind component is less than 25 Kts and its tailwind component is less than 10 Kts.
The runway can be wet but not contaminated.
This preferential runway system fulfils the following criteria:
Safety:
Runways 25L and 25R are the only one to remain operational during operations in low visibility 
Runways 25L and Runway 25R take-off into the prevailing wind.
The position of the wind speed measurement point is at the threshold 25L making the wind data accurate for landing on Runway 25L only.
Runways 25L and 25R have the longest usable length for takeoff and landing.
They have positive slope that reduces the landing ground roll of the aircraft.
The use of parallel runway for landing increases the spacing between aircraft on final approach
· Decreasing the risk of wake turbulence. 

· Decreasing the risk of GA due to traffic density.
· Decreasing the risk of diversion (capacity will be limited using single runway operations) 

· Take off power is reduced minimising considerably the risk of engine failure after take off.
Flexibility:
The design of the runways allows simultaneous dependent ILS approaches on Runway 25L & 25R.
· Increasing the airport capacity. 

· Decreasing the risk of diversion. 

· Decreasing the ground delays for T/O. 

· Creating expansion possibilities for BRU. 

· The approaches are shorter.
Environmental issue:
Runway 25R and 25L are into the prevailing wind and so provide the greatest effective climb gradient on takeoff resulting in less noise on take-off. 
Runway 25R and 25L are the longest runways so take off is possible at a reduced power meaning less noise.
Approaches are much shorter than for Runway 02 or 20 resulting in less pollution.
2. The planned BRU preferential Runway system
Its aim is noise dispersion.
Defines the runway in use based on the date and the time of the day. 
(e.g.: Runway 02 or 20 at the weekend, the Runway 25 in the week at peak hours and Runway 02 or 20 in the week, outside the peak hours)
It implies the extensive use of secondary and a combination of intersecting runways.
 

Its implementation will have the following consequences:
Safety:
It will force aircrew to fly to the maximum wind limitation.
There is no accurate wind data available for Runway 02, 07R, 07L or 20.
The only wind measuring equipment is located at the threshold of Runway 25L, far away from all other runway thresholds and in another topography.
Intensive use of runways with high cross wind and tailwind component
· It increases the T/O and landing ground roll of the a/c. 

· It increases the T/O and landing ground speed of the a/c 

· It reduces the effective climb gradient on take-off. 

Shorter runways or tailwind demands a higher thrust setting on take-off thus increasing the risk of engine failure at take-off and producing more noise.
Intersecting runway operations for T/O and landing (e.g. T/O Runway 25R, Landing Runway 20)
· Increases the risk of Runway incursion. 

· Increases the risk of ground collision. 

Many aircraft (Virgin Express 737, Thomas Cook A320 and all wide bodied aircraft) will not be able to take off from these runways at maximum weights even in no wind conditions. They will request a takeoff from the longest runway resulting in potential conflict on the ground and in the air.
Changing runway configuration several times per days, several times a week, will create chaos in the air and on the ground.
 

Flexibility:
Intersecting runway operation implies:
· Decreased airport capacity. 

· Increased ground delays for take-off. 

· In-flight delays (holdings). 
· It makes BRU less attractive for airline operators. 

· It inhibits possible expansion for BRU. 

· Existing airline operators may decide to reduce or stop operations into BRU because of the payload restrictions and the reduced aircraft utilisation that will result from the delays caused by the reduced runway capacity. 

· In the long term because of these limitations there is the risk of BRU becoming a regional airport.
 

Environmental issue:
T/O with tailwind decreases the effective climb gradient and results in higher noise production. 
The longer flight (an approach on Runway 02 or Runway 20 takes about 5 minutes more than an approach on Runway 25) means more noxious emission, thus more pollution.
3. The airlines point of view:
· We, as the main Brussels operators are keen to work together in a constructive way to reduce any nuisance caused by aircraft but so far, we have not been invited to participate in the establishment of new procedures. 
· We consider that the proposal of runway use regardless of the actual weather condition is inappropriate and will inevitably decrease the level of safety at Brussels. 

· Wind limitations should only be used in exceptional circumstances and not on a daily base. 

· Pilots must be able to anticipate which runway is in use before start up. A purely random selection, not function of the weather is simply not acceptable for safe flight preparation. 

· Pilots will simply refuse to take off with a tailwind measured from a distant pick up located at the threshold of another runway. 

· Increased take off power (operating, often to maximum permissible), will cause more engines failure at take off. 

· New EU regulation, oblige carriers to transport every booked passenger and face financial penalties if they are offloaded. It is unthinkable that some passengers would be offloaded for environmental issues. 

· The cost of extra engine wear, extra flight time, delays, extra crew needed for longer duties, and last but not least, a huge increase in fuel consumption could become unbearable for airlines operating from EBBR. 

· There will be more noise and more noxious emissions. 

· Crossing runways means higher risk of ground collision and runway incursion 

Several accidents have happened in the past due to special procedures dictated by noise regulations.
On the 24th of December 1997, a B757 of TRANSAVIA departed the runway on landing at Amsterdam on a secondary runway due to high crosswind. The wind measuring equipment was not properly located. The main runways, without crosswind, were not in use because of National Noise Reduction Policy.
On the 24th of November 2001, an AVRO RJ100 of CROSSAIR crashed into the woods while performing a NPA (VORDME 28) at Zurich, on a secondary runway, by night in bad weather.
The main runways, with ILS, were not in use because of National Noise Reduction Policy.
The conclusions of both the Aircraft Accident Reports were:
· When implementing special procedures for noise reduction purpose, the safety aspects must be closely monitored! 
· To minimise the safety margins reductions when designing the National Noise Reduction Policy is simply not acceptable 

Recommendations:
Keep the weather as the parameter to define the runway in use. 
More and more airports in Europe are noise sensitive. 
They are all applying the same procedures in order to reduce and to spread the noise level : 
For departure, they use omni-directional departures. 
(E.g. Runway axis to 1.000’, then vectoring or inbound the navigation waypoint). The pilot knows, the runway for departure and its initial instructions or SID 15’ before start-up. He then expects to be vectored by radar and may revert to the SID in case of radio failure. 
For arrival, they impose speed limits and provide precise vectoring with a continuous descent profile.
Most airports have solved the noise problem without safety margin reductions. Let us do the same at Brussels National Airport.
