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[bookmark: _Toc474220102][bookmark: _Toc486405367]Introduction
This consultation concerns the introduction of Class C Controlled Airspace (CAS) directly below a portion of the Southern Control Area (CTA), from FL125 to FL195 (Black bordered volume in Figure 1).  The airspace volume is currently Class G. The Southern CTA sits directly above this, FL195+ and is Class C.
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[bookmark: _Ref486341255]Figure 1: Portsmouth & Southern CTA and Surrounding Areas


Both volumes, above and below FL195 sit adjacent to existing CTA boundaries to the north and west (Portsmouth CTAs) and the east (Worthing CTA).  The portion of the Portsmouth CTA to the west (bordered Blue in Figure 1, FL125+) will be reclassified as Class C airspace from Class A, with the lower level remaining at FL125.
No CAS is to be introduced below FL125.
The military will retain primacy over the Danger Areas (DAs) contained within the airspace and will be able to activate them for use with a minimum of two hours notice.  See Figure 2 for DAs marked in Red.
The purpose of the change is to:
· Provide additional CAS to enable an improved descent profile for a new Conditional Route (CDR) M185 (the introduction of which is currently under consideration by the CAA – illustrated as the most easterly of the two Orange routes in Error! Reference source not found.).
· Enable tactical direct routings to and from the Channel Islands CTA to London City, Gatwick and other destinations.
· Enable the introduction of an en-route hold for aircraft inbound to Luton and Stansted airports
· Give a consistent lower level to the CTAs in Error! Reference source not found., of FL125
· Give a consistent airspace classification to the CTAs in Figure 1, of Class C
· Provide additional CAS for weather avoidance manoeuvres by civil ATC
· Remove a current cul-de-sac of Class G airspace which is currently surrounded by CAS on three sides
[bookmark: _GoBack]This proposal is one aspect of a wider suite of changes with the aim of introducing Performance Based Navigation (PBN) routes into the UK airspace structure in the south of the UK.  The umbrella project for these changes is called the Swanwick Airspace Improvement Programme (SAIP).  The CAA is currently considering an earlier aspect of SAIP which includes the introduction of the afore mentioned (U)M185 CDR for activation in November 2017.  This proposal to introduce additional CAS in the volume below a portion of the Southern CTA will facilitate the more efficient use of that route. 
The consultation will run from 30/06/2017 for a period of 8 weeks and will close on 25/08/2017. 
NATS is following the CAA’s process CAP725 ‘CAA Guidance on the Application of the Airspace Change Process’ to consult on and hopefully introduce these procedures.  
NATS is seeking your views on our preferred option for this change. 
This document has been designed to provide information you may need to understand the consultation and to gain an insight into how and why the change is being proposed in the way that it is.   We have included information on the preferred option as well details on options which have been discounted as less suitable.
[bookmark: _Toc486405368]Current Airspace & Operations
The Southern CTA (Black bordered volume of airspace, Figure 2 and shaded area Figure 3) is currently Class C airspace, FL195+.  Directly below this is uncontrolled Class G airspace.  The volume from the surface upwards contains the military Danger Areas (DAs) D039 and D040 and a portion of D037 from the surface to 55000ft (Red blocks in Figure 2).  When the DAs are inactive both IFR and VFR traffic can operate in the airspace, with IFR generally at FL195+ (although IFR can operate in Class G airspace) and VFR below this and more usually below FL100.
[image: ]
[bookmark: _Ref486341358]Figure 2: Danger Areas within the Portsmouth & Southern CTAs

[bookmark: _Toc486405369]Military Danger Areas
The military have primacy over the airspace.  The DAs will be considered live unless the military state otherwise (a procedure is currently in place for this and occurs on a daily basis, Monday to Friday) and they will be able to activate their DAs for use with two hours notice, again as today, between the following times:
D037/039/040 – 0800 to 1800 Monday to Friday, one hour earlier in the summer.
Analysis of the six month period (August 2016 to January 2017) is illustrated in Table 1.  The DAs were active for an average of 59 hours a month (excluding December from the calculation) from a maximum 735 hours a month based on 24 hours per day, 7 days per week.  This represents a utilisation by the military of approximately 8% of total time making it available for civil traffic for the remaining 92% of the time. 
When available, civil ATC routinely route aircraft through the airspace at FL195+ to reduce track mileage, predominantly heading to Luton and Stansted airports or to Gatwick airport during quiet hours.  Civil traffic also uses the airspace below FL195 to reduce route mileage but this is less frequent as it involves traversing uncontrolled Class G airspace, an option which is not open all aircraft operators.
Expressed as a percentage of the stated potential operating times of the DAs, 59 hours represents 27% military utilisation per month.  
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[bookmark: _Ref486343962]Table 1: Analysis of Danger Area Activity by Month

[bookmark: _Toc486405370]VFR Traffic
Analysis indicates that there was zero General Aviation, VFR utilisation of the airspace during the 6 month period August 2016 to January 2017.  The analysis looked for aircraft using the transponder conspicuity code 7000 or the Flight Information Service code 1177.  The analysis looked for aircraft in the FL125 to FL195 band, heights at which aircraft are required to use a transponder, if fitted.  

[bookmark: _Toc486405371]CDRs
The CDR (U)M185 is under consideration for approval by the CAA.  If approved it would go live in November 2017.  Traffic on this route would be restricted to FL200+ unless the changed proposed in this paper enacted in which case the route restriction would be changed to the lowest usable level of the CAS (FL130+).  
With the current airspace, traffic on CDR (U)M185 will descend to FL200 by point DESNA and be given further descent to FL190 by point TELTU (see Figure 3).  This represents two radio transmissions from ATC and a non-optimised descent profile and includes the risk of aircraft entering the next sector at an incorrect (higher) level.  Lowering the CAS base in this area would improve this.
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[bookmark: _Ref486341404]Figure 3: Portion of the Southern CTA with (U)M185 reporting points

During periods of weather avoidance the CTA is used by civil ATC to manoeuvre and hold aircraft.  The majority of the time this is at FL195+ however it is sometimes necessary to utilise the Class G airspace below the Southern CTA.  This is not a common occurrence, anecdotally on 5 or 6 days a year.
The Class G airspace below the Southern CTA is used, predominantly at night, to give aircraft (the majority landing at Gatwick airport) direct routings (see Figure 4).  
206 aircraft were plotted during the period of analysis (6 months, August 2016 to January 2017).  With no 7000 or 1177 squawks present it is assumed that all aircraft are most likely to be flying under IFR rules, receiving a service from London Area Control (LAC, Swanwick) and transiting the airspace following clearance from the military.
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[bookmark: _Ref486341478]Figure 4: Radar plot of aircraft tracks FL125 to FL195 below the Southern CTA
[bookmark: _Toc486405372]Proposed Airspace Change and Operation
This proposal would see the introduction of Class C Controlled Airspace from FL125 to FL195 in a volume below a portion of the Southern CTA as illustrated in Figure 3.  CDR (U)M185 (also illustrated Figure 3) will benefit from the introduction of this change.  However, if the CDR is not approved by the CAA there are still substantial benefits to be gained.  The benefits and whether they are dependent upon the introduction of CDR (U)M185 or not, are listed in the section of this document titled, Justification for Change.
The proposed volume of airspace would be available when the military are not operating in the DAs illustrated in Figure 2.  It is estimated that this would make the airspace available for an average of 92% of each month.  This however is an average and utilisation by month varies considerably and past usage does not necessarily indicate future utilisation.
Traffic on (U)M185 inbound to Luton and Stansted airports could be descended earlier than is the case today.  This should improve the descent profile of inbound aircraft, reduce the number of radio transmissions required thus reducing workload and minimise the risk of an aircraft entering the following sector higher than the agreed level.  
A new point ADLOG included in the proposal for the introduction of (U)M185 (Green race track pattern, Figure 5) would be used as an en-route hold for aircraft inbound to Luton and Stansted airports.  This would relieve pressure on the LOREL hold in instances where demand is high or the flow of traffic to these airports from the hold is disrupted (for example in cases of runway closure).
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[bookmark: _Ref486341560]Figure 5: CDR (U)M185, new point ADLOG & proposed enroute hold
The new controlled airspace will have permanent “on route status” subject to approval by the military, allowing the airspace to be used tactically by civil ATC whenever it is available.  This will allow the class C airspace to be available for IFR flights for direct routes to and from the Channel Islands, Brest FIR and airfields in the South East of the UK.  This in turn will keep aircraft over water for longer and away from the complexity of the LTMA airspace.  
The proposal would introduce a uniform lower level of FL125 in the area of the Portsmouth and Southern CTAs (Blue and Black bordered volumes illustrated in Figure 5) as well as a uniform airspace classification of Class C. 
In the short term aircraft will be given direct routes to and from The Channel Islands CTA, the Brest FIR and airfields in the south east of the UK, to reduce track mileage.  In the longer term further CDRs may be introduced (subject to CAA approval) to replicate these direct tracks, no lower than FL125.  Figure 6 illustrates a number of potential direct routings across the CTA and the routes which must currently be flight planned or which are flown in instances where the military DAs are active.
These direct routes would be the same as they are today but are likely to increase in frequency as carriers would benefit from the additional protection of CAS.  The U designator for the upper air route is to be included for this CDR to enable the airspace to be segregated in vertical as well as lateral dimensions.  The lower part of the routes can be made unavailable for flight planning when military activity is promulgated subject to the upper level limit being used in the DA).
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[bookmark: _Ref486342295]Figure 6: Flight planned & direct routings
[bookmark: _Ref486344205][bookmark: _Ref486344235][bookmark: _Toc486405373]Justifiaction for Change
This change is predicated on the following:
CDR enhancement (assuming CDR (U)M185 is approved)
· Improved descent profiles for CDR (U)M185
· Reduced radio transmissions for traffic in the descent on (U)M185
· Reduce the risk of agreed next sector level being missed 
· Establish an enroute hold for LOREL inbounds on (U)M185

Non-CDR based benefits (if CDR (U)M185 is not approved)
· Enable direct tracks to and from the Channel Islands CTA, the Brest FIR and airports in the south east of the UK through CAS, reducing fuel burn and emissions
· Enable future CDRs to allow direct routes to be flight planned when the military DAs are inactive
· Give a uniform airspace classification of Class C to the area detailed in Figure 1
· Give a uniform base to CAS detailed in Figure 1, of FL125+
· Provide additional CAS for weather avoidance manoeuvres
· Remove a cul-de-sac of Class G airspace which is currently surrounded by CAS
· Retain the ability for VFR traffic to transit the area by keeping the lower level of CAS at FL125+
NATS considers that the second set of bullets deliver enough benefit to justify the change in the event that the (U)M185 CDR is not approved by the CAA.  If it is approved then the benefit derived from all of the bullets will be realised.
The fuel and emissions savings from direct routings are likely to be considerable however this change is not predicated on a fuel saving metric due to the variability of tactical direct routings.  The Post Implementation Review will contain details of any savings which are realised.
[bookmark: _Toc486405374]Considered Options
Four options were considered for this change.
5.1  Do nothing
5.2  Minimum CAS requirement
5.3  Maximum CAS requirement
5.4  Maximum CAS requirement and change adjacent Class A volume to Class C (the subject of this consultation paper)

[bookmark: _Toc486405375]Do Nothing (discounted)
The ‘Do Nothing’ option was considered but would not deliver the benefits outlined in this paper, 4 Justifiaction for Change.
Assuming that the CDR is approved, doing nothing will mean that aircraft on that route will operate with a non-optimal descent profile, with more radio transmissions than could be the case if the airspace is altered and with the higher chance of entering the next sector at a higher level than standing agreement between the sectors.
Assuming the CDR is approved the opportunity to create an effective en-route hold to relieve pressure on the terminal sectors during periods of high demand for  Luton and Stansted inbounds would be limited to one at FL195+ instead of FL125+ (more useful levels).
The numbers of aircraft achieving a direct routing across the airspace will remain the same as today, consisting predominantly of those which can operate in Class G airspace and those at the higher levels of FL195+.  The lack of opportunity to descend will deliver a non-optimal profile for those taking the direct routing. 
During weather avoidance aircraft can enter the airspace but below FL195 they must be willing to operate in Class G airspace.  This can prove restrictive at a very busy time.
The Class G airspace from FL125 to FL195 would remain a cul-de-sac enclosed on three sides by CAS.

[bookmark: _Toc486405376]Minimum CAS Requirement (discounted)
[image: ]
Figure 7: Minimum CAS requirement
The minimum CAS requirement would enable traffic on (U)M185 to descend to FL180 in anticipation of further descent once inside the current southern edge of the  Portsmouth CTA.  This would be useful to enable a more continuous descent but this would not be as optimised as could otherwise be possible.
It would require a minimum of CAS, FL175+.
It would not eliminate the current cul-de-sac and it would not create a common base level across the sections of the Portsmouth and Southern CTAs in question.  It would not enable increased numbers of aircraft to benefit from direct routings above those which receive them today and if the CDR (U)M185 is not approved by the CAA this option would become redundant.
This option has been discounted as not delivering the maximum possible benefit and potentially delivering zero benefit if the CDR is not approved.


[bookmark: _Toc486405377]Maximum CAS Requirment (discounted, subject modification)
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[bookmark: _Ref486344316]Figure 8: Maximum CAS requirement & enroute hold
The maximum CAS requirement (Figure 8) would enable traffic on (U)M185 to descend to FL125 if/when required, enabling an optimum descent profile. 
It would require the maximum volume of CAS, FL125+.
It would eliminate the current cul-de-sac of Class G airspace and it would create a common base of CAS but it would not create a common airspace classification across the sections of the Portsmouth and Southern CTAs in question.
It would enable increased numbers of aircraft to benefit from direct routings in addition to those which receive them today.
It would enable the establishment of an en-route hold for LOREL inbounds AT FL125+ giving greater network resilience during peak periods and unforeseen circumstances and it would deliver increased airspace for weather avoidance manoeuvres.
If the CDR (U)M185 is not approved by the CAA this option would still enable benefits to operation as described above.
This option has been discounted in favour of the option described in this consultation document in order to deliver these benefits but with the addition of a common airspace classification.
[bookmark: _Toc486405378]Maximum CAS requirement and change of airspace classification for adjacent CTA 
As proposed and described within this consultation document.

[bookmark: _Toc486405379]How to Respond to this Consultation
You have received this consultation paper as you are a member of the National Air Traffic Management Advisory Committee (NATMAC).
We would ask that you read the consultation document, consider the contents and reply by responding to the email to which this document was attached.  The lower part of the email contains a section to be completed by ticking a selection box to either, support, object to or have no objection to the proposal.  There is also a free text box for further comment if required.
If you read this consultation and feel that it will not impact you we would still appreciate a response to that affect, using the third tick box option ‘no objection’.  This lets us know that the document has reached its intended audience even if you are not affected.
All responses will be passed to the CAA.  If you do not wish for your name and address to be passed to the CAA please make that clear in your response.
The Civil Aviation Authority’s Safety and Airspace Regulation Group (SARG) will oversee the consultation and ensure that it adheres to the process laid down in CAP725 and government guidelines.
If you have any complaints regarding how this consultation has been conducted, these should be referred to:
Airspace Regulator (Coordination)
Airspace, ATM & Aerodromes
Safety & Airspace Regulation Group
CAA House
45-49 Kingsway
London WC2B 6TE
Please note that this address is for concerns and complaints regarding the non-adherence to the defined consultation process and SARG will not engage in communication regarding the proposed changes.
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