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1 Executive Summary

NorwichInternationalAirport(NIA)was established in 1969 and hassincebecome a major

Regional Airport.  Notwithstanding the current economic climate and the recent downturn in

trafficNIAis forecast to continue long-term growth.  The growth of Regional Airports is

reflected in Government Policy detailed in the Air Transport White Paper 2003.

From the onset of operations until early 2006, given the close proximity ofNorwich to the

former military aerodrome atRAF Coltishall, a Letter of Agreementwasestablishedto create

a joint and integrated air traffic management system.  This Agreement effectively protected

NIA traffic from military and other itinerant traffic operating in the vicinity.

The closure of RAF Coltishall in 2006 meant the disestablishment of the joint and integrated

air traffic management system and theconsequentopening up of a significant volume of

airspace to new and uncontrolled activity in the immediate vicinity ofNIA.  This has led to a

significant increase in the number ofaircraft which are not known to Norwich Air Traffic

Control (ATC) but areoperating in proximity to the traffic flows ofNIAarriving and departing

traffic.  Accordingly there has beena commensurate increase in ATC workload, avoiding

action and delaying action is commonplacewhich has been, on several occasions,to the

general detriment of flight safety.

NIA is an Air Navigation Service Provider (ANSP) approved under Article 100 of the Air

Navigation Order and, as such, must satisfy the UK Civil Aviation Authority (CAA) as to their

competence to provide air traffic services (ATS) and that the services are safe.  In meeting

its statutory responsibilities for safety management of the ATS provided and in order to

assure an acceptable level of flight safety for aircraft inbound to or outbound fromNIA in the

critical stages of flight,NIAproposes to submit a case to the CAA to establish Class D

controlled airspace in the vicinity of Norwich Airport.
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2 About this Consultation

2.1 What is this consultation about?

2.1.1This consultation is abouta proposal to establish controlled airspace in the

vicinity of NIA to protect commercial and other aircraft operating to and from the

Airport in the critical stages of flight.  It is a consultation about improving flight

safety.  Currently no controlled airspace exists in the vicinity of NIA.

2.1.2NIA believes that controlledairspace is necessary to enhance the safety of

commercial and other aircraft operating to and from NIA in the critical stages of

flight on approach and immediately after departure.This is explained in detail,

together with the options that have been considered, in the main text.

2.1.3It is emphasised that for normal day-to-day operationsthe routes used by aircraft

flying to or from NIA, or in the vicinity of NIA, will not change.  The proposed

airspace change is intended to protect the day-to-day operation as it currently

stands.

2.1.4Changes were made to Instrument Approach Procedures (IAPs) at NIA in July

2008 following consultation.  There is no requirement to adjust these procedures

as a consequence of this change proposal, although the possibility of making

further adjustments has been considered in the development process for the

proposed airspace configuration.  This is explained in the body of the consultation

document.

2.2 Why is the consultation being carried out?

2.2.1The CAA requires that wherea change to theairspace status ora significant

change to procedures or the distribution of air traffic in the vicinity of an Airportis

proposeda consultation must be carried out, by theairport operator concerned,

with the airspace users who may bedirectly or indirectlyaffected by the change

andwithorganisations representing those who may be affected on the ground by

the environmental impact of the change.This proposal is about a change to the

status of the airspace from uncontrolled airspace to controlled airspace.  There is

nosignificantchangeto procedures or to the general distribution of air traffic in

the vicinity of NIA.

2.2.2The CAA lays down its regulatory requirements and process for consultation in

the Civil Aviation Publication (CAP) 725“CAA Guidance onthe Application of the
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Airspace Change Process”.  This proposed airspace development and

consultation is conducted in accordance with the CAA requirements.

2.2.3The consultation carried out by the airport operator enables the CAA to meet its

obligations under the Transport Act 2000 and the Directions given to the CAA by

the Secretary of State for Transport.

2.2.4Fundamentally, the consultation will enable NIA to obtain or confirm views and

opinions about the impact of the proposed airspace change.

2.3 Who is being consulted?

2.3.1In the first case, theaffectedaviation parties comprise:airlines and other aircraft

operators based at or using NIA; the operators of adjacent aerodromes; other

localaircraft operators who may be affected by the change and the national

bodies representing all UK aviation interests who may be affected by the

proposed controlled airspace.

2.3.2In the second case, the non-aviation affected parties comprise County, District

and Parish Councils over whose areas the proposedcontrolled airspace would

lie.  Certain specific environmental organisations are also consulted.

2.3.3The Airport Consultative Committee (ACC), established under Article 35 of the

Civil Aviation Act 1982, comprises organisations covering both aviation and non-

aviation interests.The ACC has been informedthroughout the development of

this proposal and its constituent members, through its Chairman, are consultees.

A full list of all consultees is given at AppendixI.

2.3.4Consultees should note that in the development of the proposed airspace

arrangements NIA has involved local aviation and non-aviation stakeholders

through the use of Focus Groups, as specified by the CAA in CAP 725.  This is

detailed in Section 6 and Appendix F.

2.3.5Consultees have a crucial role in providing relevant and timely feedback to NIA,

giving their views and opinions on the impact of the proposed airspace change.

2.4 Conduct of the consultation

2.4.1The CAA requires that this consultation is conducted in accordance with the

principles set out in the Cabinet Office Code of Practice onConsultation.
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2.4.2NIA has appointed CyrrusLtd toassist in the development of this proposal and to

co-ordinate the consultation process.  CyrrusLtd is an airspace management

consultancy company with extensive experience of managing Airspace Change

Proposalsin the UK and abroadandconductingconsultation to meet the CAA

requirements.

2.4.3This consultation document encompasses both the aviation and the

environmental aspects of the proposed changes toairspace.  The document is

structured to give a clear and concise explanation of the proposed changes in

plain language.  Whilst aviation consultees will be familiar with the aeronautical

terminology used, non-aviation consultees may not be so familiar with aviation

terminology and practice; consequently, these aspects are explained in some

detail where necessary.

2.4.4A Glossary of Terms isgiven at Appendix A.  Technical terminology is explained

as simply as possible for the benefit of non-aviation consultees.

2.4.5Should individual consultees require additional clarification of the terminology

used or other aspects of the consultation or of the proposed airspace design, a

discrete e-mail addresscas.consultation@norwichinternational.comis provided.

This is the preferred method of contacting the sponsor.  Please indicate clearly

that you are making aQUERY.

2.4.6Although the document isbeing madeavailable on the Norwich Airport Website

atwww.norwichinternational.com/airspaceconsultation, a limited number of hard

copies are available upon request in writing tothe focal pointstated in paragraph

2.7.1.

2.4.7In accordance with the Cabinet Office Code of Practice on Consultation and the

CAA’s requirements a period of 12 weeks is allowed for consultation.  In order to

make allowance for the May Bank Holiday period NIA has extended the

consultation period to 14 weeks.Thus the Consultation Period begins on21
April 2009 and is planned to close on 28July 2009.

2.4.8Within this period we ask you, or the organisation you represent, to
consider the proposal and submit your response to us. Responses can be

made to the discrete e-mail addresscas.consultation@norwichinternational.com

or in writing (to the address given in paragraph 2.7.1).  Please indicate clearly

mailto:consultation@norwichinternational.com
www.norwichinternational.com/airspaceconsultation
mailto:consultation@norwichinternational.com
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that it is a RESPONSE to the consultation.Even if you have no comment to
make on the proposed changes we would still appreciate a response to that
effect.

2.4.9If you have any queries about what is presented in the document please contact

the focal point(as set out in paragraph 2.7.1)as soon as possible.

2.5 Results of the consultation

2.5.1We will be monitoring the responses as they come in to us.  If we need

clarification of any of the comments you have made we will contact you.

2.5.2At the end of the consultation period we will analyse the responses received and

prepare a formal submission to the CAA Directorate of Airspace Policy (DAP).  If

the consultation indicates areas where minor changes could be made to the

design of the airspace to improve any aspects of the operation without detriment

to the environmental impact, these will be incorporated within the submission to

DAP.

2.5.3A brief Report of theConsultation will be added to the website

www.norwichinternational.com/airspaceconsultation for the benefit of consultees.

Interested parties should monitor the website address for updates which will

appearmonthlyfrom 1August 2009 onwards.

2.5.4Subsequently, the CAA will follow its regulatory process and, in due course, if

they are content with the consultation, implement the proposed controlled

airspace.

2.5.5Subject to the satisfactory conclusion of the consultation, it is planned that the

proposed controlled airspace would be implemented on 24 June 2010 in

accordance with the international requirements for the promulgation of

aeronautical information.

2.6 What this consultation is not about

2.6.1Finally, it is appropriate to tell you what isnot included in the scope of this

consultation.

2.6.2This consultation is not about any future development of NIA nor any aspect of

Government Airports Policy.

www.norwichinternational.com/airspaceconsultation
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2.6.3This consultation is not about IAPs for NIA as these were changed in July 2008,

following consultation, and do not need to be changed again as a consequence

of this controlled airspace proposal.  Whilst the IAPs were reviewed as part of the

development process, it was concluded that, on balance, the existingIAPs would

provide for the optimum airspace configuration to meet the regulatory

requirements as detailed in the main text of this document.

2.6.4This consultation is not about the Noise Abatement Procedures for departing

aircraft or Noise Preferential Routes.  The proposed airspace arrangements are

compatible with the existing Noise Abatement Procedures.

2.6.5Any comments on the above issues which may be included in your responses will

be discounted from the analysis.

2.7 Focal Point for this consultation

2.7.1The focal point for this consultation is:

Mr M Burch

General Manager, Air Traffic Services

(CAS Consultation)

Norwich Airport Ltd

Amsterdam Way

Norwich  NR6 6JA

Tel: 01603-420600

Fax: 01603-420667

2.7.2A discrete e-mail addresscas.consultation@norwichinternational.com is the

preferred method for you to raise any queries on the content or conduct of this

consultation and to submit your formal response.  Please clearly indicate whether

you are making a QUERY or RESPONSE.  Written responses should be sent to

the sponsor at the address detailedat paragraph 2.7.1.

2.7 CAA Oversight

2.7.1The CAA DAP maintains oversight of the conduct of the consultation being

carried out by NIA, to ensure that NIA adheres to the process laid down in CAP

725.  If you have any complaints about NIA adherence to the consultation

process laid down in CAP 725 these should be referred to:

mailto:cas.consultation@norwichinternational.com


AIRSPACECHANGEPROPOSAL

Norwich ACP Consultation Document 12 of86
Version 1.117 April 2009

Head of Business Management

Directorate of Airspace Policy

CAA House

45- 59 Kingsway

London   WC2B 6TE

e-mail:businessmanagement@dap.caa.co.uk

2.7.2It is emphasised that DAP will not comment to consultees on the proposal itself.

mailto:businessmanagement@dap.caa.co.uk
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3 Norwich International Airport

3.1.1NIAwas established in 1969on the former RAF airfield of Horsham St Faith.  The

early success of theAirport was founded primarily on the introduction of

international air services to Amsterdam which provided travellers from the East

Anglia Region with connections to worldwide air services without the need to

travel to and through London.In addition, charter flights to popular European

holiday destinations were also established.  A limited number of domestic air

services were also introduced, again providing travellers with options which

avoided London and the congestion at the London Airports.

3.1.2Current commercial operations are focussed mainly on scheduled services to a

variety of UK and European destinations byRegionalcarriers, holiday charter

flights andvitalhelicopter support to the off-shore oil and gas industry.

Additionally, Police and Ambulance helicopters are based at NIA which operate

throughout Norfolk and Suffolk airspace, mainly at low levels, often as Priority

flights.  There are also Flying Training organisations, Flying Clubs and privately

owned aircraft based at the Airport and at nearby small aerodromes, all of which

have to be safely integrated with commercial air operations in the local

surrounding airspace.  Flight test operations by two NIA-based aircraft

maintenance organisations are also to be considered.

3.1.3Growth of traffic at NIA has, in general terms, been sustained throughout the

Airport’s history.In 2008 the Airport handled 47792 movements in total of which

26072 were Air Transport Movements (ATMs) and 10061 serving the Offshore Oil

and Gas Industry.  This represented a slight decline in numbers from the previous

year (54086, 27353 and 11153 respectively). Although a further slight decline in

traffic and consolidation of airline operations is anticipated in the next 12-15

months,due to the immediate world economic climate, this is expected to reverse

in due course.  Tables showing the breakdown of Airport movements and 5-year

projections are shown at Appendix C.

3.1.4The Government’s Air Transport White Paper of 2003 indicatedpolicy support for

the growth in Regional Airports as a major feature of the economic growth of the

UK.Norwich featured in the South-East Airports section of the White Paper and

was recognised as a key air transport link which wouldplay a “…valuable role in

meeting local demand and could contribute to regional economic development”.
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3.1.5TheNIAAirport Master Plan, developed as a consequence of the Air Transport

White Paper, reflects the Government policy and provides a framework for the

future growth and development of the Airport.
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4 Air Traffic Management at NIA

4.1 General

4.1.1NIA lies within uncontrolled (Class G) airspace.  An Aerodrome Traffic Zone

(ATZ),which has the sameClass Gclassification,is established with a radius

2.5NM from the Aerodrome Reference Point (i.e. extending to approximately

2.0NM along the final approach and departure paths),from thesurface to 2000ft

above aerodrome level (aal).  It provides the only airspace within which all aircraft

are required to make their presence known to NorwichATCandtocomply with

instructions.

4.1.2NIA providesATS comprisingSurveillance Radar-based Approach Control

Service (APC/APR) and Aerodrome Control Service(ADC)to arriving and

departing flights.An ATS is also providedon requestto transit and other flights

within a radius of42.5nm from the Airport.  Surveillance is provided fromthe

S511primaryradar located at the Airport, supplemented by overlaySecondary

Surveillance Radar (SSR) data from theNational Air Traffic Services Ltd (NATS)

radar located near Cromer.  The APC/APR is provided from two control positions

located in the Control Tower Building with expansion capacity for a third control

position.

4.1.3Radar Separation minima approved for Norwich APR is 3nm using primary radar.

Use of SSR alone is not currently authorised other than in the specific

circumstances detailed in the Manual of Air Traffic Services (MATS) Part 1.

Application for approval for the use of SSR alone has been made to the CAA and

is underconsideration.  The Vertical separation minima applied against unknown

traffic, using SSR Mode C, is 3000ft.

4.1.4The predominanttraffic flows ofNIA traffic joining and leaving the European ATS

Route System are via:

a) OTBED and NALAXto the north-west for Y70/UY70;

b) BODSO to the north-east for L17 and Scandinavian destinations;

c) BANEM to the south-east for Y6/UY6;

d) BKYVORto the south-west for LondonTerminal Area (LTMA) overflight

routes;
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e) OTR VOR for off route traffic to the north-west.

En-route Sector interfaces are predominantly withLondon Area Control Centre

(LACC) Sector 10, Manchester (MACC)- Manchester East, LACC Terminal

Control and London Air Traffic Control Centre (LATCC (Mil)).

4.1.5For outbound aircraft, Norwich APC providesan ATS in ClassG airspace until

such traffic is clear of conflict with other Norwich traffic andknown traffic.“Air

Traffic Services Outside Controlled Airspace” (ATSOCAS) services are provided

on request prior to transfer to the NATS En Route Sectors or to LATCC (Mil).

4.1.6For arriving traffic, transfer of control fromLACC orMACC normallytakes place

before the traffic leavesthe en-routecontrolled airspace.Additionally, some

traffic which operates outside the ATS Route Structure is transferred from LATCC

(Mil).Norwichcontrollersthen provideATS, including ATSOCAS, marshalling

and sequencing traffic through Class G airspace towards final approach.

4.1.7Norwich APC/APR also provides a surveillance-based ATSOCAS service to a

plethora of locally based and itinerant flights operating under Visual Flight Rules

(VFR) when so requested.

4.1.8The current airspace arrangements have only prevailed since 2006 when the

nearby military unit at RAF Coltishall closed for operations.  Prior to 2006,

Norwich enjoyed the benefit of a Letter of Agreement (LoA)with RAF Coltishall

whichestablished a Joint and Integrated Air Traffic Management System

throughout the area of interest to Norwich ATC.  This is described inmoredetail

inparagraph 4.2.

4.1.9The demise of RAF Coltishallhas leftNorwich APCto operateas a “stand-alone”

ATC Unit in an area of intense, unknown, predominantly military activity.  The

impact of Coltishall’s closure and the resultant withdrawal of ATSare detailed in

paragraph 4.3.

4.1.10Military andother itinerant unknown traffic frequently conflicts with Norwich

arrivals and departures, necessitating extended routing to maintain separation

and/or avoiding action to prevent collision when unknown traffic manoeuvres

unexpectedly.  Military traffic is frequently noted manoeuvringbetween 3 and

10NM from NIA without communicating with Norwich ATC.  Whilst, in some

cases, the aircraft type or controlling authority can be ascertained from the SSR
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squawk, the intentions of the traffic cannot be determined.  There is evidence

from operator’s Air Safety Reports that avoiding action given in the critical stages

of flight has caused flight crew distraction with consequential safety implications.

4.1.11Of particular concern to NIA is the intense military air activity which takes place to

the west of NIA involving “Close Air Support” (CAS) training in support of Army

Units operating in the vicinity of Swanton Morley.  This activity involves loitering,

high energy manoeuvres and simulated ground attack profiles by aircraft

operating between groundlevel and an altitude of approximately 10000ft.Whilst

this is legitimate activity, it does take place in close proximity to the Instrument

Approach final approach track to runway 09 at NIA when public transport flights

are at a critical stage of their flight with a high cockpit workload prior to landing.

Due to ongoing UK military commitments the amount of CAS training in the

vicinity of NIA has increased significantly in the past 2 years.  Similarly, the

closure of RAF bases in Germany has led to an increase in the number of aircraft

based at RAF Marham and operating, normally, without reference to Norwich

ATC.

4.2 History and Effect of the Joint and Integrated Air Traffic Management
System

4.2.1Historically, due to the close proximity ofNIA to the major RAFaerodrome at

Coltishall, a Letter of Agreement (LoA) was established in 1969 under the

auspices of the CAA/MoD (NATS) Joint Field Headquarters which effectively

established a joint and integrated air traffic management system.

4.2.2Under the terms of this LoA, Norwich ATC would deploy a Radar Controller to

provide Norwich APR from the Coltishall Approach Control Room,working

alongside the military controllers, to provide a fully co-ordinated and integrated

service.Coltishall ATC also providedaLower Airspace Radar Service (LARS) on

request within 30NM of RAF Coltishall Aerodrome.

4.2.3The existence of RAF Coltishall and its ATS effectively provided a substantial

volume of airspace within which almost all aircraft were known to, or under the

jurisdiction of, theintegrated ATC Units.It was normal for itinerant military flights

to either communicate and receivean ATS from Coltishall APC or remain well

clear of the area.  Transient civil aircraft, knowing there was an active military

aerodrome in the vicinity, would also tend to participate in the LARS service
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provided by Coltishall APC.  Norwich traffic could thus be fully integrated with

local military activity (includingthose engaged in high-energy tactical training

manoeuvres) and itinerant military and civil operations.

4.2.4Outside the hours of operation of Coltishall ATC(when there would be a

generally lower level of airspace activity in the area as a whole) the APC service

was provided from the Approach Control Roomat Norwich Airport.Initially this

was a non-radar service, but from 1992 (when the S511 radar was introduced)

the service was radar-based.

4.2.5Theairspace arrangements that were established between the two ATC unitsin

Class G airspaceprovided an enhanced level of safety to NIA traffic which, in

effect,created a known air traffic environment.  These airspace arrangements

avoided the need to establish the controlled airspace which would otherwise have

been necessary. However, RAF Coltishall closed in April 2006 and as a

consequence and without priorconsultation on the potential safety impact on the

airspace arrangements, the Joint and Integrated Air Traffic Management System

which had been in place for 36 years was disestablished.  The removal of the

RAF unit created a void within which aircraft movements are now random and

unknown.  The effects of this change are considered below.

4.3 Impact of the withdrawal of the Joint and Integrated ATM System

4.3.1The opening up of a substantial volume of Class G airspace which had

historically been “protected” by the existence of RAF Coltishall and its ATC Unit

has led to a significant increase in uncontrolledmilitary activityat low and

medium altitudesin close proximity to the traffic flows of arriving and departing

Norwich traffic.  Thus, the closure of RAF Coltishall and the withdrawal of

Coltishall ATC have resulted in a significant change in the nature of the airspace

arrangements in the vicinity of NIA.  Rather than a reduction in the airspace

usage, through the withdrawal of a large number of locally based aircraft, this

significant change to the airspace arrangements has actually resulted in an

increase in unknown, non-communicating, itinerant flights.

4.3.2This situation has been exacerbated to agreatextent by the southwards

realignment of ATS route Y70 (previously B1) to the north; the northwards creep

of the London TMA and Clacton Sector boundaries to the south; and the

establishment of a dedicated Lakenheath Aerial Tactics Area (ATA) to the east.
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In effect, these major changes to airspace arrangements have funnelled military

activity into the residual Class G airspace which Norwich also has to use for its

operations.  Moreover, one aspect of the government’s strategic plan to withdraw

of UK military aircraft from Germany was to base them atRAF Marham, 26nm to

the westof Norwich.  The growth of activity at this strategically important airfield

further adds to the difficulties that NIA faces in delivering a safe and expeditious

ATS to aircraft in the area.

4.4 General Operating Difficulties

4.4.1The new situation faced by NIA controllers has presented many new challenges

and operating difficulties.  Notwithstanding that NIA traffic itself has continued to

grow,which isin itselfisa challenge to operations in Class G airspace, the

increased traffic density as a wholethroughout the airspace within which Norwich

ATC provides service means that theATS providedby NIA is not as efficient or

effective as it should be and the overall level of risk has increased.

4.4.2The need for NIA traffic to be given extended routing or delayto avoid military

and otheractivity hasbecome more routine over the whole of the service area.

Most critically, the need for avoiding action, particularly in the critical stages of

flight has increased.  This includes situations where civil ATM aircraft have been

broken off final approach for avoiding action against both fast moving (i.e.

military) and slow moving (i.e. possibly civil) non-transponding targets passing

through the final approach track close to the ATZ boundary.

4.4.3Due to the nature of some military activities, little advance planning is available to

the NIA radar controllers in managing the tactical integration of NIA traffic with

unknown radar responses.  Military aircraft are not bound by the International

Civil Aviation Organisation (ICAO) airspace speed limit of 250kt below Flight

Level FL100(approximately 10000ft agl)in Class G airspace and the nature of

their operations in the vicinity of NIA frequently requires operation at higher

speeds.  In some cases, controller concentrationwhen resolving a sudden

conflict in one area of traffic flow may result in a new conflict elsewhere being

missed or critical ATC instructions being delayed or disrupted.

4.4.4Empirical evidence shows that an unacceptable number of conflicts occur, or

have the potential to occur, once NIA traffic is joining or is established on the final

approachIAP or immediately after departure.  Cockpit workload is high during
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these stages of flight and the distraction of flight crews by traffic information

and/or avoiding action is detrimental to the safe operation of the aircraft.  The

“see and avoid” principle is not appropriate to these phases of flight for civil air

transport operations.

4.4.5Criticalradio (RTF) transmissions (such as turn instructions to join the final

approach track) frequently cannot be given at the optimum time due to conflict

resolution workload elsewhere.  This can lead to “rushed” approaches.

4.4.6Inter-controller and inter-unit co-ordination is frequently disrupted by conflict

resolution workload, leading to inefficiencies for both of the controllers/Units

attempting co-ordination.

4.4.7Whenever practicable, departing aircraft are held on the ground when a potential

conflictis observed, causing delay until the conflicting traffic either passes by or is

otherwise resolved.  Such delay is becoming increasingly unacceptable to

commercial aircraft operators and there are both environmental and operational

consequences.  On occasion, avoiding action has also been necessary shortly

after departure against unexpected manoeuvres by unknown fast-moving traffic.

4.5 Occurrences and other airspace events

4.5.1Since April 2006, a number of ATC Incident and/or Occurrence Reports have

been filed in respect of unknown traffic in conflict with NIA traffic.  Five Air

Proximity (AIRPROX) reports have been filed (including one evaluated as

Category B) by aircraft under the jurisdiction of Norwich APR and at least two

Airline Safety Reports have been filed as a consequence of avoiding action.

AIRPROX categorisation is explained in AppendixA (Table at paragraph A-4).

4.5.2In addition, there have been 4 infringements of the ATZ, where unknown aircraft

have come within 2NM of NIA without communicating.

4.5.3In addition to Reportable Occurrences, NIA has maintained a log of airspace

events in which traffic flows have been disrupted, or which had the potential to

disrupt traffic.  Whilst these eventsare not, in themselves, considered as

Reportable Occurrences nonetheless they represent additional, unwelcome and

distracting workload, for both controllers and pilots endeavouring to maintain a

safe operating environment.

4.5.4A tabulation of Occurrences and other airspace events is given atAppendix D.
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4.6 Safety

4.6.1The need for controllers to pass “avoiding action” instructions to pilots to avoid

potential imminent collision is unwelcome.  However, such action has become

“routine” for controllers at NIAasmuch of the airspace activity in conflict with NIA

traffic flows is fast moving and its intentions unknown.  The need for controllers to

constantly be alert for pop-up or unexpected manoeuvres detracts from the ability

to plan and implement an effective traffic sequence or to safely integrate the flow

of traffic to and from NIA.

4.6.2Evidence of Airline Safety Reports shows that the urgency of pilot reaction to

avoiding action instructions can impact on the safe operation of aircraft through

the disruption to essential flight deck procedures such as check lists and aircraft

configuration changes.  The need for pilots to react promptly and decisively to

avoiding action instructions is outlined inUKAeronautical Information Circular

(AIC) 99/2006 (Pink 102).

4.6.3In January 2003, in response to concerns expressed by airline operators, the

CAA published a Policy Statement regarding flight outside controlled airspace.

Whilst it could notconclude (due to the fundamentally different nature of the

operating environments) that airline operations outside controlled airspace were

any less safe than those inside controlled airspace, nonetheless it acknowledged

that there was a perception of increased risk and that aircraft would be exposed

to a different range of hazards to those anticipated inside controlled airspace and

that separation of aircraft could not be assured.

4.6.4The Policy Statement noted that the four mid-air collisions that had occurred over

a ten-year period had taken place at low level and not “at levels that would

commonly be used by aircraft involved in public transport flights”.  However,

aircraft landing at and taking off from airports outside controlled airspace do,

indeed, operate to the levels at which the mid-air collisions occurred and,

furthermore, the rate of ATZ infringements and the ATC Events Log maintained

by NIA indicate a substantial exposure to risk in the critical stages of flight in the

vicinity of NIA.

4.6.5The CAA Policy Statement recommends that, wherever possible, public transport

flights should be conducted inside controlled airspace.
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4.7 Conclusions

4.7.1The withdrawal of the joint and integrated Air Traffic Management System which

previously served the interests of allairspace users in the vicinity of NIA and RAF

Coltishall has effectively resulted in the loss of the ‘known traffic environment’

which existed hitherto and altered the dynamic of the airspace surrounding NIA to

such an extent as to constitute an unacceptable risk to aircraft operating to and

from the Airport.

4.7.2The general growth in traffic that has taken place at NIA and is forecast to

continue would result in progressively greater numbers of public transport aircraft

becoming exposed to risk in the critical stages of flight.

4.7.3NIA, in meeting its statutory responsibility for the safety management of the ATS

provided, has concluded that the establishment of controlled airspace in the

vicinity of the Airport is necessary to providean acceptable level of flightsafety

for aircraft in the critical stages of flight operating to and from NIA.
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5 Options for Change

5.1 Background

5.1.1The design of controlled airspace is a careful balance between the competing

needs of all of the various airspace users and must also take into account the

environmental impact of the aircraft operations.  However, at all times flight safety

takes precedence.

5.1.2Airspace designers and sponsors of controlled airspace do not have a “free hand”

in determining the shape and size of any new controlled airspace.  There are

many requirements and protocols that must be observed in developing suitable

and optimum airspace configurations.

5.1.3TheCAARegulatory Requirements for the design of controlled airspace and

associated infrastructure in the UK are detailed in CAP725 and are derived from

ICAO Standards and Recommended Practices (SARPS) and associated

documents (e.g. Procedures for Air Navigation Services- PANS), Single

European Sky(SES)Regulations and Eurocontrol requirements, together with

discrete UK Policy requirements.

5.1.4Those elements of the Requirements, which are pertinent to the design of the

proposed Norwichairspacechange,are reproducedin Appendix E to assist

consultees who may not be familiar with, or have ready access to, CAP 725.

5.2 Basic DesignRequirements

5.2.1The principle objectives for the design of controlled airspacein the vicinity of an

airportare summarised as follows to:

a) Provide protection to public transport passenger aircraft in the critical

stages of flight prior to landing and after departure;

b) Be of the minimum practicable dimensions, commensurate with the

regulatory and environmental requirements and the safe and efficient use

of airspace;

c) Provide for access to the maximum extent practicable by all classes of

aircraft;
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5.2.2The basic requirement for the development of a CTR and associated CTA for

NIA, based on the regulatory requirements, is to:

a) Contain the Holding and IAPs established at the NWI NDB (including

holding area and primary area containment);

b) Provide for effective radar vectoring of IFR flights for marshalling and

sequencing traffic to the final approach track; and

c) Facilitate the integration and safe operation of departing flights in the initial

phase of flight.

5.2.3Additionally the airspace design must facilitate the effective integration of VFR

flights operating to and from NIA and other small airfields in the vicinity, transiting

VFR and IFR flights and access to the maximum extent practicable of other flights

(including balloons, microlights, gliders and military aircraft).  In this respect NIA

considers that Class D controlled airspace would adequately meet the basic

requirement.

5.2.4It is the NIA objective to cause as little disruption as practicable to the routine

operation of the peripheral aerodromes and General Aviation activities in the

area.

5.2.5Environmental considerations must also be taken into account.  In this respect

the revised Holding and IAP configurations introduced in July 2008 have

facilitated a reduction in the overall population overflown by aircraft carrying out

the full IAPs. No further changes are proposed to these procedures or the extant

Noise Abatement Procedures at NIA.  The environmental impact of VFR and

General Aviation activities has been considered in the development of the

proposed airspace configuration.  However, by the very nature of their operations,

aircraft fly random routes to suit the individual pilot’s purpose. Experience

suggests that when the controlled airspace is in place pilot’s will continue to fly in

accord with personalrequirements and fly direct routing under the appropriate

ATC surveillance and/or guidance as far as practicable.

5.2.6Environmental aspects of the proposed airspace change are covered in Section

7.
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5.3 Option 1- Do Nothing

5.3.1CAP 725 requires that all proposals todevelop new controlled airspace include

consideration of the effects of “Doing Nothing”.

5.3.2If no action was taken to adapt the airspace arrangements to restore, to some

extent, the level of integration of civil and military operations that previously

existed, NIA traffic would continue to be subject to the threat from fast-moving

unknown traffic, with the associated avoiding action and delaying manoeuvres

that have been experienced in the past 3 years.

5.3.3There is evidence that the distraction to flight crews in taking avoiding action can

lead to consequential safety degradation as normal cockpit routines are

interrupted.  The “see and avoid” principle is not appropriate to civil air transport

operations in the critical stages of flight.

5.3.4The delay and disruption incurred by both arriving and departing flights is

becoming increasingly unacceptable to commercial aircraft operations.

Significant adverse environmental and operational consequences arise from

delay and disruption to traffic.

5.3.5NIA has had 3 years practical experience of the “do nothing” option, which has

led to the conclusion that this is no longer a viable option.

5.4 Option 2- Establish formal control and co-ordination procedures for
military operations within Class G Airspace in the vicinity of NIA

5.4.1NIA maintains a close liaison with the adjacent ATC Units at RAF Marham and

RAF Lakenheath.   Speed dial telephone lines exist to enable direct controller–

controller co-ordination when necessary.

5.4.2However, attempts to establish discrete areas of ATC jurisdiction or to constrain

the military tactical operation have not met with success.

5.4.3Military operations (such as “simulated airfield attacks” on the former RAF

Coltishall or CAS in the vicinity of Swanton Morley) are such that they may not be

carried out by Marham or Lakenheath-based aircraft and, equally, may not be

known to those ATC Units.  Whilst such operations may be authorised by the

Ministry of Defence, no co-ordination is carried out with potentially affected civil

ATC Units.
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5.4.4Military airspace activity is routinely carried out under the jurisdiction of Airborne

Warning and Control System (AWACS) aircraft.  No provision exists for controller

– controller co-ordination in respect of this activity.

5.4.5NIA has therefore concluded that the establishment of civil/military operating

agreements in Class G airspace which would improve the necessary level of

airspace safety and thus reduce the level of concern is not feasible.

5.5 Option 3- Establish controlled airspace to contain procedures based on the
off-AirportNH NDB and associated operations.

5.5.1Until July 2008, the terminal arrival facility and associated IAPs for NIA were

based on the “NH” Non-Directional Beacon (NDB) sited at Rackheath, some 4NM

east of NIA.

5.5.2Early contact, in 2004, with the CAA DAP indicated that the Directorate would be

unlikely to accept a case for controlled airspace to contain the then extant

procedures and operations because the volume of controlled airspace required

would be too extensive.  CAA Policy is that the volume of controlled airspace

should be theminimum necessary to achieve the safety, environmental and

operational objectives.

5.5.3The CAA DAP indicated that Holding and IAPs based on the existing on-airfield

“NWI” NDB would require a smaller volume of controlled airspace for procedure

containment.  Also, raising the Initial Approach Altitude from 1500ft amsl to 2000ft

amsl would facilitate Control Area (CTA) containment for parts of the IAPs rather

than Control Zone (CTR) containment which would otherwise be necessary.

5.5.4Thus, on the advice of the CAA, the introduction of controlled airspace to contain

procedures based on the off-airfield “NH” NDB was not pursued further.   Indeed,

as the “NH” NDB had reached the end of its operational life, NIA took the decision

to reconfigure the Holding and IAPs onto the “NWI” NDB as a precursor, and

essential element, to the development of controlled airspace.  Furthermore, in a

separate report, CAA SRG had specified an urgent need to either replace or

withdraw the NH NDB, as it no longer met the CAA SRG regulations for the

operational use of NDBs.  Therefore, this option was no longer considered as

viable.
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5.5.5Consequently, the decision (with the agreement of the CAA DAP) was taken to

progress the reconfiguration of procedures separately from the case to establish

controlled airspace. The key consideration was the anticipated timescales

associated with consultation for the establishment of controlled airspace which

could not be reconciled with the urgency required to establish safe operational

NDB procedures.  The revised Holding and IAPs were introduced, following

consultation, on 3 July 2008 (AIRAC 07/08).

5.6 Option 4- Establish controlled airspace to contain procedures based on the
on-Airport NWI NDB and associated operations.

5.6.1This option is outlined in greater detail in Section 6 below.  However, broadly the

establishment of controlled airspace to contain Holding and IAPs based on the

“NWI” NDB and associated operating procedures would:

a) Facilitate the minimum practical volume of controlled airspace necessary to

meet the safety, environmental and operational requirements of NIA;

b) Facilitate the use of CTAs with a base level of 1500ft amsl to enable non-

participating flights to transit beneath the controlled airspace whilst

remaining in compliance withthe civil Low Flying Regulations;

c) Facilitate the safe and effective integration of Instrument Flight Rule (IFR)

and VFR flights at critical stages of flight in the vicinity of NIA;

d) Provide the least environmental impact. This was deduced from the

consultation process applied to the IAP changes made in Summer 2008

5.6.2This Option, therefore, is the NIA preferred option.

5.7 Option 5- Establish additional controlled airspace to provide linkage to the
ATS Route Structure.

5.7.1There was one final option to consider.  CAA Policy1 recommends that Public

Transport flights be conducted, wherever possible, within controlled airspace, but

recognises that for various reasons such flights may not be able to operate within

controlled airspace.  Similarly, airline operatorsdesire that controlled airspace be

provided throughout the airspace in which Public Transport flights take place.

1  Ref CAA Policy Statement on Flight Outside Controlled Airspace; 20 Jan 2003
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5.7.2NIA has considered the possibility of establishing controlled airspace linkage

between the proposed CTR/CTA in the vicinity of NIA and the main entry/exit

points to the European ATS Route System.  To cover the network of routes used

by NIA traffic linkage would be necessary from NWI NDB to the existing ATS

route structures at OTBED, BODSO, BANEM and BKY.

5.7.3It is clear that whilst traffic figures for public transport flights at NIA itself, and the

threat level to such traffic in the immediate vicinity of NIA, justifies the provision of

controlled airspace at the lower levels, the density of flights on each of the access

routes is, naturally, muchlower and could not, we believe, support justification for

controlled airspace.

5.7.4Factors that have been taken into account by NIA in reaching this conclusion

include:

a) Lower traffic numbers per access route;

b) NIA traffic would not be in the critical stages of flight (immediately after

departure or on final approach) in this segment of the airspace design;

c) All NIA traffic intending to operate within the ATS Route System is both

SSR and TCAS equipped, as would be a greater proportion of “threat”

aircraft, thereby enabling an enhanced capability for cockpit resolution of

conflict.  Additionally there is a greater probability that potential “threat”

aircraft would be in receipt of an ATSOCAS Service;

These factors combine to reduce the “threat” rate from conflicting unknown traffic.
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6 Design Proposal for Norwich Control Zone & Control Area

6.1 Development of the proposed controlled airspace

6.1.1The CAA recommends that in the development of the proposed airspace

arrangements, including the design of controlled airspace, the sponsor should

involve local aviation and non-aviation stakeholders through the use of Focus

Groups.  NIA has followed this ideal in the development of this proposal.  Four

Focus Groups were established comprising:

a) Airport-based Operators FocusGroup;

b) Local Aerodromes Focus Group;

c) Military Airspace Users Focus Group (via MUACT);

d) Local Non-Aviation Interests Focus Group.

Additionally, the ACC has been briefed at each of their quarterly meetings and

ACC comments have been taken into account.

6.1.2A number of useful suggestions were made by members of the Focus Groups

and NIA has taken a balanced approach in reviewing these suggestions.  The

suggestions and consequent modifications to the original airspace design

proposal are outlined at Appendix F.

6.2 Proposed design of the controlled airspace

6.2.1The proposed controlled airspace is shown at Figure 1 and comprises:

a)   A Control Zone (CTR) of radius 6NM centred on the Runways 09 and 27

thresholds respectively and extending to 5NM either side of theextended runway

centrelines, surface to 6000ft amsl;

b)  A Control Area (CTA) surrounding the CTR and extending to 12.5M to the

west and 13NM to the east from the respective runway thresholds and to 6.5NM

north and 5NM south of the extended runway centreline, 1500ft amsl base level

to 6000ft amsl.  To the west, the south-western corner is cut back along a line

from just north of Shipdam Aerodrome to just north-west of Wymondham.

c)   To the south-east, the CTA is extended to 6.5NNM south of the runway 27

extended centre-line to contain the holding area.  The base level of this portion is

also 1500ft amsl and the upper limit 6000ft amsl
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All of the proposed controlled airspace would be designated Class D airspace.

Figure 1:  Proposed Norwich ControlledAirspace Design
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6.2.2The Control Zone (depicted in Figure 2) contains the flight path of aircraft on the

IAP final approach tracks where these are below 2000ft amsl.  Additionally climb

profile of departing aircraft is contained until they are above 2000ft amsl.  The

width of the CTR (5NM either side of centre-line) provides adequate lateral

containment and protection for aircraft below 2000ft amsl.

Figure 2:  Proposed Norwich Controlled Airspace– CTR

6.2.3The Control Area (depicted in Figures 3 and 4) contains the flight paths and

associated Primary Areas for:

a)  The holding pattern at NWI NDB from 2000ft amsl to 6000ft amsl;

b)  Most of the IAPs to runways 09 and 27 where these procedures are at or

above 2000ft amsl (see paragraph 6.2.4)

c)  The protection and radar vectoring of departing flights below 6000ft amsl  and

provides sufficient flexibility to radar vector arriving flights in the later stages of

the intermediate approach and turn onto final approach.
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Figure 3:  Proposed Norwich Controlled Airspace– CTA (east)

Figure 4:  Proposed Norwich Controlled Airspace– CTA (west)
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6.2.4The proposed airspace dimensions do not fully meet the CAA regulatory

requirements in two respects as follows:

a)  The Primary Areas for IAPs without DME are not fully contained, although the

nominal flight path is contained.  NIA intends to develop mitigation in respect of

this deficiency in the presentation of the case to the CAA;

b)  The climb profile of the missed approach procedures below 2000ft amsl,

based on ICAO missed approach climb gradient (2.5%) is not fully contained.

However,empirical evidence indicatesthat the majority of aircraft carrying out

missed approaches have a climb performance much greater than the ICAO

minimum and under normal circumstances radar monitoring and vectoring is

provided. Suitable mitigation will be given in the presentation of the case to the

CAA.

6.2.5The proposed upper limit of both the CTR and the CTA is 6000ft amsl and the

Transition Altitude is 6000ft amsl in accordance with CAA DAP Policy.

6.3 Military Operations– Airspace sharing arrangements

6.3.1In order to meet the CAA requirement of meeting the needs of other airspace

users to the maximum extent practicable and to gain military acceptance of the

airspace change proposal it has been necessary to develop airspace sharing

arrangements which would allow the existing military air activity focussed on

Swanton Morley to continue to the maximum extent practicable commensurate

with the safety of operation of NIA flights.

6.3.2Clearly, much of the proposed controlled airspace to the west of NIA is required

only for the protection of aircraft and containment of instrument flight procedures

when runway 09 is in use at NIA.

6.3.3Thus when runway 27 is in use at NIA (which is approximately 70% of the time)

arrangements have been developed which will permit the delegation of a defined

portion of the proposed Norwich CTA (known as the Swanton Box) to military air

operations, with ATC at RAF Marham providing co-ordination of, and delegated

control of, military air activity.   The Swanton Box is depicted as the shaded area

in Figure 5.
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6.3.4The airspace sharing arrangements also provide sufficient tactical flexibility to

accommodate some NIA activity when runway 27 is in use and some military

activity when runway 09 is inuse.

6.3.5The airspace sharing arrangements are to be detailed in a LoA between NIA and

RAF HQ Air Command.  Details of the delegated airspace will be included in the

notification of the airspace arrangements in the UK AIP for the benefit of civil

pilots.  When the delegation arrangements are in operation, NIA will not issue

ATC clearance for civil flights within the delegated airspace unless co-ordinated

within the flexibility afforded by the proposed LoA.

Figure 5:  Proposed Norwich Controlled Airspace– Swanton Box
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6.4 Other Aerodromes

6.4.1Felthorpe aerodrome lies approximately 4NM to the north-west of NIA and within

the proposed Norwich CTR.  A number of light aircraft, including non-radio aircraft

are based at Felthorpe aerodrome.  An outline LoA has been established with the

aerodrome operator at Felthorpe to formalise the integration of traffic operating in

the area.

6.4.2Horsford Airstrip lies approximately 2.5NM to the north-west of NIA and within the

proposed Norwich CTR.  A small number of light aircraft are based at the airstrip.

A LoA exists with the owner/operator of Horsford airstrip and this will be updated

to reflect the changed status of the airspace and to facilitate the safe integration

of traffic operating in the area.

6.4.3Shipdam aerodrome lies approximately 13NM west of NIA and just outside the

western boundary of the proposed Norwich CTA.  However, part of the

aerodrome traffic circuit at Shipdam lies beneath the proposed CTA and the

aerodrome is close to the area of intense military activity around Swanton Morley.

A Memorandum of Understanding (MoU) is to be developed with the aerodrome

operator at Shipdam to facilitate co-ordinated access to the Norwich CTA by

arriving and departing flights to/from Shipdam aerodrome and enhanced

awareness of military activity.

6.4.4Ludham aerodrome lies approximately 10NM to the east of NIA and beneath the

proposed Norwich CTA.  A MoU is to be developed with the aerodrome operator

at Ludham to facilitate co-ordinated access to the Norwich CTA by aircraft

inbound to or outbound from Ludham.

6.4.5North Denes is an unlicensed heliport which lies 16nm to the east of NIA and just

beyond the eastern boundary of the proposed Norwich CTA.  An existing

operating agreement between Norwich ATC and North Denes aerodrome

provides for the deconfliction of traffic inbound to NIA from helicopters carrying

out instrument approaches to runway 09 at North Denes.  This agreement is to be

revised to reflect the proposed Norwich CTA.

6.4.6Watton aerodrome is a military (Army) aerodrome which lies approximately 17NM

to the south-west of NIA.  RAF Gliding operations take place from Watton up to

8000ft amsl, including winch launching to 3000ft aal.  Discussions with the

military authorities (see Appendix F) have led to the “rolling back” of the south-
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western corner of the proposed Norwich CTA which will facilitate the avoidance of

the immediate vicinity of Watton aerodrome by itinerant General Aviation flights.

In addition, NIA proposes to notify the existence of the Watton activity in the

Norwich sectionof the UK AIP.

6.4.7Other peripheral aerodromes that have been considered in the development of

the proposed Norwich CTR/CTA include Beccles, Seething, Hardwick, Tibenham,

Long Stratton, Priory Farm, Old Buckenham, Hethel, Cromer, Gunton Park and a

number of other small Farm Airstrips.  All lie well outside the boundaries of the

proposed CTR/CTA and are not directly affected by the proposal and LoAs are

not necessary.  Flights operating to/from these aerodromes will,whennecessary,

be given ATC clearance through the CTR/CTA in accordance with the normal

rules for Class D airspace and integrated with other flights as detailed below.

6.4.8All proposed LoAs will be submitted to the CAA DAP as part of the formal

Airspace Change Proposal on completion of this consultation.

6.5 VFR flights and Visual Reference Points

6.5.1It is NIA’s desire to make as little impact as is practicable on the extant operation

of VFR flights in the vicinity of NIA, including operations to and from the

peripheral aerodromes at Felthorpe, Horsford, Ludham, and Shipdam.NIA does

not envisage any capacity problems in the integration of VFR flights, including

transit flights, into the traffic flow. Currently two Radar Controller positions are

provided and expansion capacity exists for provision of a third radar controller

position as future traffic growth requires additional capacity.

6.5.2In accordance with the CAA principles for the management and integration of

VFR flights in Class D airspace, NIA proposes to establish a number of Visual

Reference Points (VRPs) aligned on prominent ground features.  The CAA

principles for the establishment and use of VRPs are detailed in AIC 98/2005

(Yellow 185).  The proposed VRPs are detailed atAppendix H and shown

graphically by blue VRP markers in Figure 6.
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Figure 6:  Proposed Norwich Controlled Airspace– VRP

6.5.3The proposed VRPs would be used to reference inbound and outbound

routings/clearances to and from NIA for VFR flights although, whenever

practicable, direct routing will be approved.  As far as is practicable, the VRPs

and VFR routings will reflect current operating practice for locally based light

aircraft and other VFR operations.  However, in issuing VFR clearance and

routing within the CTR/CTA Norwich APC will take cognisance of the airspace

sharing and delegation arrangements for military air activity to the west of NIA.

6.6 Transit Flights

6.6.1Transit flights through the proposed CTR/CTA by both VFR and IFR flights will be

accommodated on direct routings to the maximum extent practicable.
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6.6.2Exceptionally it may be necessary to specify ATC clearance with reference to the

notified VRPs, or by radar vectoring, or refuse transit clearance through the

CTR/CTA.  NIA expects that refusals are only likely in exceptional circumstances

such as emergencies. (The CAA DAP requires refusals of clearance to be

recorded)

6.6.3In issuing VFR clearance and routing within the CTR/CTA Norwich APC will take

cognisance of the airspace sharing and delegation arrangements for military air

activity to the west of NIA.

6.6.4A number of hot-air balloon and hang-glider operations take place routinely in the

vicinity of NIA.  Such flights will be accommodated to the maximum extent

practicable within the proposed CTR/CTA subject to prior co-ordination with

Norwich APC/APR.  The capabilityfor two-way RTF communication with Norwich

APC/APR would be a distinct advantage to the accommodation of such flights.  A

LoA is under development with a local balloon operator and the British Balloon

and Airship Club (BBAC) to facilitate the effective integration of hot-airballoon

flights with other airspace activity.

6.6.5Gliding:   Gliding takes place from a number of locations in proximity to the

proposed Norwich CTR/CTA, in particular from Watton, Shipdam and Tibenham

aerodromes.  Due cognisance has been taken of this airspace activity.  The

“rolling back” of the proposed CTA boundary to the south-west provided an

increased “gap” between the military gliding activity a Watton and the proposed

establishment of the NIA controlled airspace which will enable itinerant General

Aviation flights outside the CTA to avoid Watton by an adequate margin.

Similarly, this revised airspace configuration also reduces the overall impact of

the proposed controlled airspace on Shipdam operations.  NIA recognises that

Tibenham aerodrome has become an important focal point for civil gliding activity

in the area, including the use of the site for competitions.  Consequently, NIA is

confident that there is potential for developing access arrangements to the

proposed controlled airspace for Tibenham-based gliding competitions which

might be similar to the arrangements employed elsewhere in the UK.

6.7 Special VFR Flights

6.7.1Special VFR (SVFR) clearances are applicable only within CTRs and under

conditions which would normally require aircraft to comply with the IFR (i.e. in
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IMC or at night) and are normally available to those types of light aircraft

operations which are conducted with visual reference to the ground.  The full

airspace and operating rules for SVFR flights are detailed in the UK AIP (ENR 1-

2-1, paragraph 2).

6.7.2For flights operating on SVFR clearances ATC is required to providestandard

IFR separation both between such flights and between SVFR and IFR flights.

6.7.3NIA proposes to establish visually referenced Clearance Limits for inbound SVFR

flightswhich will provide adequate geographical separation, in accordance with

MATS Part 1, for the purposes of IFR separation, from Final Approach and

Departure tracks.  Where necessary, IFR departure clearances may be tactically

modified to expedite the traffic flow (e.g. straight ahead to 2000ft amsl).  Routing

within the CTR to the SVFR clearance limits willnormally be with reference to the

VRPs (as depicted in Figure 6-6) and associated routes established for VFR

operations.

6.7.4SVFR clearances for flights operating to/from Felthorpe Aerodrome and Horsford

Airstrip will be managed, as necessary, in the same manner.

6.7.5It should be recognised that it is the pilot’s responsibility to determine the flight

meteorological conditions under which he/she intends to operate.  However, for

flights in Class D airspace the pilot is required to take the reported meteorological

visibilityfor the aerodrome (as passed by ATC) as being the flight visibility and

willconduct his flight accordingly. (Rules of the Air Regulations 2008, Rule 26).

6.8 Offshore Operations

6.8.1Helicopter operations in support of the offshore oil and gas industries are based

at NIA and at Great Yarmouth (North Denes) Heliport.  A network of Helicopter

Main Routes (HMRs) is established to facilitate the integrationof helicopter

operations over the North Sea in Class G airspace with other airspace activities.

ATS is provided offshore by NATS “Anglia Radar” based at Aberdeen Airport.

Norwich APC provides service to helicopters inbound to and outbound from NIA

for the overland portion of their flights and co-ordinates traffic with the Anglia

Radar controllers.

6.8.2To facilitate the integration of traffic an area of Class G airspace is designated as

the Anglia Radar Area of Responsibility (ARAR) for helicopter operations from the
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surface to FL65.  The eastern boundary of the proposed Norwich CTA overlies a

portion of the ARAR, although no HMRs penetrate the proposed CTA.

6.8.3As noted previously, the eastern extent of the proposed CTA is required

principally to meet the regulatory requirement for containment of the primary area

of the IAPs to runway 27 at NIA.  Insodoing it has the added benefit of providing

controlled airspace containment of HMR1 and HMR450 (for helicopters operating

to/from NIA) almost to the coast.

6.8.4NIA doesnot anticipate any insurmountable difficulties in the integration of

operations in the eastern part of the proposed CTA with Anglia Radar as this air

navigation service provider was involved in early consideration of the controlled

airspace proposal.  In the event that Anglia Radar needs to route traffic to the

west of HMR4 (North Denes to Pickerill B) then standard inter-unit co-ordination

would permit penetration of the Norwich CTA.

6.8.5All inter-unitco-ordination procedures between Norwich APC and NATS Anglia

Radar will be subject to detailed review and revision as necessary prior to

implementation of the proposed CTA.
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7 Environmental Considerations

7.1 Overview

7.1.1The CAA (Air Navigation) Directions 2001 (HMG, 2001) requires the CAA to take

into account ‘the need to reduce, control and mitigate as far as possible the

environmental impacts of civil aircraft operations, including the disturbance

caused to the general public arising from aircraft noise and emissions from

aircraft engines’. In order to achieve this DAPrequires the Airport to undertake an

environmental assessment of the proposed airspace change. The environmental

impact of the proposed airspace arrangements has been considered by NIA

throughout the development process, in parallel with aircraft safety and the needs

of other airspace users.

7.1.2Throughout the development of this airspace change proposal, the NIA objective

has been to minimise changes to the current routing and operation of aircraft and

to minimise any adverse environmental impact of the proposal, subject to the

overriding requirements for flight safety.

7.1.3No changes are proposed to any Instrument Flight Procedures or to the manner

in which IFR arriving and departing flights are handled using radar vectoring

techniques on a day-to-day basis.No changes are proposed to the currently

published Noise Abatement Procedures.Thus, no noise contours have been

produced in relation to this proposal.

7.1.4Revised IAPs introduced in July 2008 (following extensive consultation as

required by the CAA) conferred environmental benefits both to communities in the

locality and to the operation of those flights whicharerequired to carry out the full

IAPs.  These benefits will be sustained with the proposed CTR/CTA

arrangements.

7.1.5An unquantifiable environmentalbenefit will accrue from the introduction of

controlled airspace as a result of an overall reduction in avoiding action,

repositioning of flights, extended routing and ground delay.  Similarly, a higher

Transition Altitude together with improved consistency of aircraft routing will

enable greater achievement oftheContinuous Descent Approach (CDA).  These

benefits will be manifested in reduced fuel burn (and consequent reduction in

emissions) for aircraft operators and inassociatedreduction in noise exposure to
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communities on the ground.  The benefit is unquantifiablein measurable scientific

termsbecause of the random nature of the hazards to which flights are currently

exposed; however, it should be self evident that more regularity in an orderly flow

of traffic would be significantly more beneficial in environmental terms than the

unknown irregular patterns that often occur in the control of the air traffic today.

7.1.6With respect to the proposed airspace sharing arrangements to facilitate military

operationsto the west ofNIA, any minor changes to the way in which departing

flights from NIA runway 27 are handled will be insignificant and imperceptible to

people on the ground.  Currently departing flights may be radar vectored to avoid

or take account of “unknown traffic” operating in proximity to the intended route.

The segregation of operations provided by the proposed airspace sharing

arrangements, together with the operational flexibility built into the arrangements,

are expected to result in radar vectoring of departures to the same or lesser

extent than is currently the case.  At the request of the CAA, NIA has reviewed

the originally planned method of operation when the delegated airspace

arrangements are in force and, as a consequence, the method of operation has

been adjusted so that there can be no perception that the distribution of traffic

has changed as a consequence of the proposed controlled airspace.

7.1.7With respect to operations by VFR flights by light aircraft,VRPsare selected to

minimise overflight of communities at low level and reflect current practice.  Pilots

have a duty to minimise the noise and disturbance they cause through visual

avoidance of sensitive areas and this will not change.  Routing restriction of

flights by ATC will be kept to the minimum necessary to facilitate the effective

integration of VFR flights with other airspace activity.  The use of VRPs is detailed

in UK Aeronautical Information Circular 98/2005 (Yellow 185).

7.1.8Helicopter operations are known to be a particular annoyance to communities.  A

proportion of the helicopter operations in the vicinity of NIA are priority police and

air ambulance operations and, naturally, there is no intention to restrict these

operations.  The establishment of controlled airspace will reduce exposure of

these operations to unknown traffic and will enhance the management of the

airspace to the benefit of these operations.

7.1.9Helicopter operations in support of the offshore industry operate under both IFR

and VFR conditions.  For VFR operations, where necessary for traffic reasons,
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flights will be integrated by use of the notified VRPs.  Pilots will use visual

avoidance of built up areas in accordance with normal aviation practice.

7.1.10It is therefore considered that, overall, theintroduction of thecontrolled airspace

will beenvironmentally neutral i.e. any minor impacts that manifest themselves

will be balanced out by small benefits gained elsewhere.  For example, should

VFR traffic choose to route around the airspace to avoid communication with ATC

there might be a small increase in fuel burn; however this is counter-balanced by

the passenger traffic operating to/from the Airport with more regularity and

extended routingwithin the controlled airspacewould be rare.  Moreover, there

would also beunquantifiable environmental benefitsthat would accrue from the

more efficient use of airspace andtheoperation of aircraft.

7.2 Climate Change

7.2.1It is recognised that aircraft do contribute to the CO2 emissions and this has an

impact on climate change.  A responsible approach to the airspace planning is to

balance between competing demands and ensure that the most direct routes

possible are used commensurate with optimal aircraft performance as this will

minimise fuel burn and emissions and therefore reducethe impact upon climate

change

7.2.2Under the existing airspace arrangements, as explained in Section 4, NIA traffic

frequently has to be deviated from the direct routing or optimum climb or descent

profile in order to maintain the prescribed separation from unknown traffic

operating in the vicinity of NIA.  The introduction of controlled airspace will reduce

the need to re-route aircraft in the immediate vicinity of the airport, although some

re-routing will be required in respect of the airspace sharing arrangements or in

respect of unknown traffic operating outside the proposed controlled airspace.

7.3 Visual impact and Tranquillity

7.3.1Although difficult to measure, the potential visual intrusion and impact to

tranquillity is recognised.  No changes are proposed to any Instrument Flight

Procedures or to the manner in which IFR arriving and departing flights are

handled using radar vectoring techniques on a day-to-day basis.Similarly, VFR

flights will be integrated in essentially the same manner as they are under the

current airspace arrangements. Thus,it is anticipated thatthe proposed



AIRSPACECHANGEPROPOSAL

Norwich ACP Consultation Document 44 of86
Version 1.117 April 2009

controlled airspacewill not havea greatervisual impactnor affectthe tranquillity

of the countryside any more than that experienced today on an occasions.

7.3.2However, it can be assumed that the reduction in avoiding action against

unknown aircraft in the vicinity of NIA and the associated repositioning of aircraft

at low level would be a benefit.The benefit is unquantifiable because of the

random nature of the hazards to which flights are currently exposed.

Additionally, improved achievement of CDA as a noise abatement approach

technique would be of benefit.

7.4 Air Quality

7.4.1Technical guidance from the CAA does not require NIA to make an assessment

of air quality as neither the airport nor the surrounding airspace lies within an Air

Quality Management Area (AQMA) identified by Norwich City Council.
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8 Economic Benefit

8.1 The requirement for the establishment of controlled airspace in the vicinity of NIA

is a safety requirement; and thusno economic factors for or against the proposal

have been considered.

8.2 However, some peripheral economic benefits are expected to accrue to aircraft

operators, principally in reduced delay and fuel burn resulting from more efficient

use of the airspace andthrough the elimination of avoiding unknown traffic at the

critical stages of flight.  Such benefits cannot be quantified as they would accrue

only to those flights which may have otherwise suffered avoiding action, extended

routing or ground delay arising from random unknown traffic affecting individual

flights.

8.3 Forecast traffic growth at NIA, as outlined in the Airport Master Plan is not

predicated on the availability of controlled airspace although there is an

assumption that it would be provided.  However, should significant traffic growth

take place without the operational benefits of controlled airspace then the rate of

avoiding action, occurrence reports, airline safety reports and general operating

delay would inevitably be likely to increase commensurately.
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9 Summary

9.1 NIA, in meeting its safety management responsibilities, has determined that the

establishment of controlled airspace is necessary for the continued safe

operation of civil air transport operations at the critical stages of flight in the

vicinity of the Airport.

9.2 In developing the configuration and arrangements of the proposed Norwich CTR

and CTA, NIA has taken full account of the CAA Regulatory Requirements and

the process for airspace change specified in CAP 725.

9.3 NIA has taken a balancedapproach to the views of local airspace users, both

based on and off the Airport, and local environmental interested parties in the

development of this proposal.  In particular, airspace sharing arrangements have

been developed to ensure the minimum operational impact of the proposed

controlled airspace on military operations to the west of NIA.  NIA intends to

facilitate access to controlled airspace by general aviation activities with the

minimum of operational impact on their activities.

9.4 NIA believes that there are no quantifiable environmental impacts arising from the

proposed controlled airspace.  Instrument Flight Procedures and Noise

Abatement Procedures do not change.  Radar vectored routing of aircraft remains

essentially the same as for current operations except that the need for avoiding

action and extended routing of aircraft in the immediate vicinity of NIA will be

reduced.

9.5 NIA believes that the airspace arrangements detailed in this consultation will

improve the safety of operation of commercial air traffic at the critical stages of

flight prior to landing and immediately after departure and will also improve the

safety of other air operations in the vicinity of NIA.




