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Høringssvar: Værnes TWR/APP – endring i luftromsorganiseringen 
(Værnes CTR og TMA) 

1 – Innledning og oppsummering 

Norges Luftsportforbund (NLF) viser til høringsbrev fra Avinor Flysikring AS datert 5. juni 2025 
vedrørende utkast til endringer i luftromsorganiseringen for Værnes kontrollsone (CTR) og Værnes 
terminalområde (TMA). NLF viser videre til oppdatert høringsbrev av 28. juli 2025 og takker for forlenget 
høringsfrist.  

NLFs støtter i utgangspunktet luftromsendringer som vil muliggjøre kortere instrumentinnflygings-
prosedyrer, med påfølgende miljø- og kostnadsgevinster. For NLF er det imidlertid viktig at slike endringer 
skjer på en måte som ivaretar enhetlige luftromsløsninger og som sikrer den alminnelige ferdselen 
luftrommet. Dette omfatter behørig tilgang til luftrom for luftromsbrukere som av ulike årsaker ikke kan 
benytte luftrom klasse C på en hensiktsmessig måte, herunder utøvere av paragliding, hanggliding og 
speedgliding (HPS).  

NLF foreslår derfor at luftromsendringen utredes på nytt med henblikk på en samtidig omklassifisering av 
Værnes CTR til luftromsklasse D. Videre foreslår NLF at det gjøres en ny vurdering av TMA-ens nedre 
begrensning – alternativt vurderes dynamisk rekonfigurerbar luftromssektor. NLF redegjør nærmere for 
forslagene nedenfor.   

 
2 – Værnes CTR 

Som Avinor Flysikring er kjent med, har NLFs medlemsklubber et viktig regionalt luftsportsanlegg for 
HPS ved Forbord, nord for Værnes. Utvidelsen av kontrollsonen er isolert sett marginal, men når 
nåværende luftromsproblematikk sees i sammenheng med utvidelsen av både kontrollsone og 
terminalområde, blir luftromstilgangen vesentlig vanskeliggjort.  

NLF foreslår derfor en mer helhetlig løsning som ivaretar behovene til annen trafikk på en mer balansert 
måte. Et sentralt tiltak som etter NLFs syn bør utredes før endringer iverksettes for øvrig, er 
omklassifisering av kontrollsonen fra klasse C til D. Forslaget støtter seg på følgende argumenter:  

• Enhetlige løsninger: Så vidt NLF har kunnet bringe på det rene, er alle kontrollsoner i Norge 
bortsett fra Værnes luftrom klassifisert som luftrom klasse D. Valget av luftromsklasse C for 
Værnes har som kjent historiske årsaker og har sammenheng med en opphevet bestemmelse i den 
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forrige luftromsforskriften.1 NLF kan ikke se at det er gode grunner til å ha en avvikende løsning 
for Værnes, tatt i betraktning at sågar Oslo CTR er klassifisert som klasse D. Dagens løsning gir 
unødvendig kompleksitet, med mulige sikkerhetsmessige og fleksibilitetsmessige ulemper.  
 

• Flysikkerhetsbetraktninger: Som NLF vil redegjøre nærmere for nedenfor, er det klare 
holdepunkter for at luftrom klasse D er en tryggere løsning for kontrollsoner med blandet trafikk 
enn luftrom klasse C. NLF viser til analyse foretatt av NATS i forbindelse med luftromsendringer 
i nærheten av Heathrow ved London, Storbritannia.  
 

• Fleksibilitet: Av grunner som NATS-studien utdyper, gir luftrom klasse D større fleksibilitet. Det 
er dessuten NLFs vurdering at luftrom klasse D vil kunne gi noe større handlingsrom med hensyn 
til arbeidet med å finne en løsning vedrørende luftrommet over HPS-anlegget ved Forbord. 

NATS-rapporten om luftromsendringen over Heathrow følger vedlagt, men noen nøkkelpunkter kan 
oppsummeres her:  

Fordeler med klasse D:  

1. Åpner for både IFR, SVFR og VFR-trafikk på en praktisk måte: 
• IFR og SVFR separeres av ATC. 
• VFR-trafikk får trafikkinfo, men ikke separasjon – gir mer fleksibilitet.   

 
2. Redusert arbeidsbelastning for flygelederne: 

• Klasse D krever ikke separasjon mellom IFR og VFR, kun trafikkinfo. 
• Gir flygelederne mulighet til å bruke profesjonelt skjønn for å integrere trafikk. 

 
3. Bedre tilgang for VFR-trafikk: 

• Økt kapasitet utenfor indre kontrollområde. 
• Mindre ventetid for helikoptre og allmennfly. 

 
4. Miljømessige gevinster: 

• Mindre «holding» for helikoptre → redusert støy, drivstofforbruk og utslipp. 
 

5. Harmonisering med nærliggende luftrom 
• London City CTR var allerede klasse D → reduserer risiko for misforståelser. Dette er 

en klar parallell til at Ørland CTR er klasse D og ligger tett på Værnes CTR.  

 
3 – Værnes TMA 

Utvidelsene av Værnes TMA med høyde 2 500 fot framstår ved første øyekast som relativt beskjeden. 
Dessverre skaper den store problemer for luftromstilgang for HPS, herunder ved startstedet Stokkvola 
under foreslått TMA1 (se skisse nedenfor).  

 

 

1 Forskrift 15. mai 2009 nr. 523 om luftromsorganisering § 14 andre ledd bokstav d, jf. § 19 femte ledd, se 
https://lovdata.no/forskrift/2009-05-15-523.   
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Figur 1 Avgangssted, Stokkvola HPS (ligger under foreslått TMA1 med høydebegrensning 2 500 fot eller 762 meter. 

 
Luftromstilgangen for HPS blir også vesentlig påvirket av utvidelsen med nedre grense på 3 500 fot 
(istedenfor opprinnelig angitt 4 500 fot). Av topografiske, geografiske og luftromsmessige grunner, finnes 
det ikke aktuelle alternative startsteder i nærheten. NLF vil derfor foreslå at nedre TMA-grense revurderes.  

Prosedyrer og luftrom bør legges opp på en måte som gir brattest mulig gradient for TMA, slik eksempelvis 
det tyske samferdselsdepartementets luftromsretningslinjer pålegger.2  

 

Figur 2 Krav til gradient – tysk luftrom 

 

2 Bundesministerium für Digitales und Verkehr, Leitfaden zur Luftraumplanung in Deutschland, 18. januar 2024.  
 



2025/825-15 NORGES LUFTSPORTFORBUND 26.08.2025 

 Møllergata 39, 0179 Oslo |  + 47 23 01 04 50 |  post@nlf.no |  nlf.no |  org.nr. 974 953 552 MVA 4 

Etter de tyske retningslinjene skal luftrommet utformes etter mottoet «så lite som mulig, så stort som 
nødvendig», ikke ulikt den norske luftromsforskriftens utgangspunkt om minste inngreps prinsipp. Selv 
om luftsport heller ikke i Tyskland prioriteres så høyt som militær og kommersiell luftfart mv., fastslår 
retningslinjene at luftsportens interesser (seilfly, paraglidere, hangglidere) aktivt og begrunnet skal 
vurderes i planleggingen. Slike vurderinger gir også det beste samsvar med «Strategi for småflyverksemda 
i Noreg» i en norsk kontekst, se strategiens s. 33. Selv om kommersiell luftfart har høyere prioritet, skal 
regjeringen ifølge strategien «balansere behova til dei ulike brukarane av luftrommet». Herunder skal 
fritidsflyging «sikrast tilgang til luftrom».  

En mulig måte å balansere behovene bedre på, er å se hen til de tyske luftromsretningslinjene som fastsetter 
at man skal unngå overdimensjonering av kontrollområder i tid eller rom. Blant annet opprettes sektorer 
av TMA-er i Tyskland med HX-betegnelse, dvs. at TMA-sektorer skrus av når de ikke er i bruk. 
Luftromsforskriftens mulighet for dynamisk rekonfigurerbart luftrom, jf. § 7, åpner rettslig sett for 
liknende ordninger i norsk luftrom.   

 
NLF deltar gjerne i en nærmere dialog om løsninger som ivaretar samtlige behov på en mest mulig 
balansert måte.  

 
 
Med vennlig hilsen, 
NORGES LUFTSPORTFORBUND                                             

 
Jostein Tangen                        Torkell Sætervadet (sign.) 
Konst. generalsekretær                          Rådgiver  

 

1 vedlegg.  

 
Norges Luftsportforbund (NLF) er et særforbund tilsluttet Norges idrettsforbund (NIF). Forbundet 
organiserer syv luftsportsgrener: Fallskjermhopping, hang- og paragliding, seilflyging, motorflyging, 
modellflyging, mikroflyging og flyging med varmluftballonger. De 250 tilsluttede klubbene har til sammen 
18 000 medlemskap. NLFs administrasjon har i dag 13 ansatte med kontor i Oslo sentrum og på 
Rikssenteret for seilflyging i Elverum. For mer informasjon, se vår hjemmeside nlf.no. 
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The UK adoption of the Standardised European 
Rules of the Air (SERA) is driving a change in UK 
aviation law.  This change, which came into force 
in Europe on December 2012, will come into 
force in the UK by December 2014 and will 
render NATS’ current SVFR clearances in Class A 
airspace within the London CTR, non-compliant 
with UK aviation law.  

This consultation document will set out the non-
Class A airspace options available for continuing 
to allow SVFR clearances; it will cover the 
reasons why some airspace classifications 
options have not been put forward for 
consideration and will detail the NATS preferred 
option.  The consultation seeks to solicit feedback 
from all stakeholders on the proposed change.   

Your response will enable NATS to make the best 
and most informed decision possible in light of 
the requirement for change.   
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The Standardised European Rules of the Air were mandated by the European 
Commission (EC) on 4th December 2012 (with a transition period until 
December 2014).  This new law means that current SVFR clearances in Class A 
airspace within the London CTR (Control Zone) will be unlawful after December 
2014.  SERA states that Class A airspace shall be for the use of IFR (Instrument 
Flight Rules) traffic only. 
 
Of the non-Class A controlled airspace (CAS) classifications available in the UK 
(B to E), Class E is discounted as it is unlawful for use in a CTR.  This leaves 
Classes B, C and D as possible options.  Safety hazard workshops, operational 
analysis, operational safety benefits analysis and air traffic procedures 
workshops were used to assess these options.  The conclusion was Class D 
airspace was NATS preferred option.   
 
Therefore, the change proposed is to reclassify the London CTR to Class D 
airspace.  Controlled access will apply where necessary for VFR & SVFR (Visual 
Flight Rules & Special Visual Flight Rules) fixed wing flights and transiting 
helicopters.  It is not proposed that access be reduced or increased from 
current levels, in any way by the proposed change.    
 
Access to the existing Inner Area (see Figure 3) of the CTR will continue to be 
managed much as it is today1, on a Prior Permission Required (PPR) basis, in 
the form of existing pre-notification procedures for helicopters and fixed wing 
flights operating in the vicinity of Heathrow.  As today fixed wing SVFR transit 
flights without PPR would have to route around the Inner Area, e.g. via BUR 
NDB2-Ascot whilst transiting helicopters would either route around the Inner 
Area or cross Heathrow via the existing helicopter routes.  The Class D option 
with the PPR Inner Area gives a solution that protects the high volumes of IFR 
traffic operating into and out of Heathrow, minimizes the impact on access for 
SVFR/VFR flights to the CTR and leaves much of today’s operation unchanged.   
 
In addition, the adoption of Class D airspace will bring commonality and 
simplification of ATC (Air Traffic Control) procedures and training, pilot 
procedures and weather minima, in line with all other UK control zones, 
including the adjacent London City CTR and London Gatwick CTR. 
 
The existing Local Flying Areas (LFAs) in the London CTR will remain in place. 
The helicopter routes and other frequently used transit routes (such as BUR 
NDB-Ascot) will remain. 
 
There will be no changes to the CTR boundaries resulting from this 
proposal. 
 
The period of consultation commences on Tuesday 1st October and closes on 
Tuesday 24th December (a period of 12 weeks).  If the proposal is approved 
by the CAA, implementation is expected to occur on 18th September 2014.    

                                           
1 “as today” is a term used within this document to reflect that the operation of the CTR 
is planned to continue as closely as possible, as it does today.  Substantial differences 
will be highlighted in the relevant sections of the document.  
2 The BUR NDB (Non-Directional Beacon) may be removed as part of the VOR 
rationalisation programme however if this is the case, it will be replaced with a Visual 
Reference Point (VRP)  

Executive Summary 



6 London CTR Reclassification: Consultation Document    

 

1.1 Section Summary 

This document has been prepared in four distinct parts.  Sections 1 through 4 
detail the contents of the document, introducing why the change is being made 
with associated assumptions, the purpose and objectives of the proposal and 
detailing current operations within Class A airspace.  Sections 5 and 6 describe 
the airspace options in brief and detail how to respond to the consultation 
whilst Section 7 examines the proposed changes in more detail including the 
reasons why the other closest airspace classification was discounted.  Finally, 
Sections 8 through 10 are the References, Glossary and Appendices. 

• Section 1, Document Structure, details the layout of the document, 
explains the various sections and gives guidance on the how the reader 
may wish to approach the document. 

 
• Section 2, Introduction, explains why the need for the change and for 

this consultation and lists appropriate assumptions which have been 
made in writing this document.    
 

• Section 3, The Consultation, details the consultation’s purpose and 
scope, including the development objectives as well as the required 
timing of events prior to implementation of any changes. 

 
• Section 4, Current Operations, details how the London CTR is operated 

today as Class A airspace, putting the CTR in context of surrounding 
airports and the City of London and summarises the impact of the 
implementation on CTR operations. 
 

• Section 5, Option Assessment, considers the possible airspace options in 
brief and summarises what will and will not change with the introduction 
of the UK SERA-compliant regulations, compared to the current 
operation (as described in Section 2).  
 

• Section 6, Next Steps, details how to respond to the consultation. 
 

• Section 7, gives the Airspace Classification Options in Detail with an 
examination of the Class C (discounted) and Class D (NATS preferred) 
option.   
 

• Section 8 details the References used. 
 

• Section 9 gives a Glossary of terms used throughout the document. 
 

• Section 10 is the Appendices, as follows: 
o Appendix A – lists the consultation Stakeholders  
o Appendix B – uses the NATS “Airspace Options Justification 

Assessment Criteria” to assess Class B airspace (as detailed in 
Section 5 for Classes D & C) 

o Appendix C – gives the cabinet Office Code of Practice on 
Consultation 

Section 1: Document 
Structure 
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2.1 Why the Need for Change? 

SERA (Commission Implementing Regulation (EU) No 923/2012 of 26 
September 2012 (better known as Standardised European Rules of the Air)) 
represents the European embodiment of standardised ICAO (international Civil 
Aviation Organisation) regulations3 and was adopted by the UK on 4th 
December 2012.  The UK CAA (Civil Aviation Authority) has exercised the right 
to a 24 month period of adjustment following implementation, which makes the 
final deadline for implementation 4th December 2014. In practice however, the 
implementation of SERA is likely to take place coincident with the AIRAC 
(Aeronautical Information Regulation and Control) date in November 2014. 
 
Within these new rules, which are designed to provide commonality of 
operation across Europe, Class A airspace (the current London CTR 
classification) can accommodate IFR operations only.  As SVFR flights which 
currently use the London CTR cannot comply with IFR, either the classification 
of the CTR must be changed to one which can accommodate VFR and SVFR 
operations, or such traffic must be excluded from operations within it. 
 
If no change is made then aircraft operations as they are today within the CTR 
would be deemed unlawful.  As the London CTR surrounds the UK’s busiest 
airport (Heathrow) and a significant portion of its largest city, the airspace 
classification needs to enable VFR and Special VFR operations. 
 
Therefore NATS is looking to implement an option on 18th September 2014, by 
reclassification of the airspace, which maintains compliance with UK and 
European law and accommodates all current airspace users with minimal 
impact upon their current operations.  
 
 

2.2 Assumptions 

The CAA is in the process of finalising its SERA implementation proposals.  As a 
consequence NATS has had to make assumptions regarding the UK CAA 
interpretation of SERA and how it is to be incorporated in revised Rules of the 
Air 2014, as well as other operational assumptions.  These are detailed below.      
 

• For the purposes of this consultation, the CAA’s proposed provisions are 
referred to as ‘Rules of the Air 2014’; it is acknowledged that the final 
title may differ; 

• SERA legislation will be implemented in the UK no later than 4th 
December 2014; 

                                           
3 It encompasses ICAO Annex 2 “Rules of the Air” and other ICAO Standards and 
relevant practices (SARPs) and Procedures for Air Navigation Services (PANS). The 
implementing rule does not create new obligations but rather transpose already existing 
obligations, and standardises the way the existing ICAO obligations are implemented 
within the single European sky. 

Section 2: Introduction 
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• The Rules of the Air 20144, incorporating SERA, will retain the current 
legislation that states that SVFR flights are exempt from the 1000ft 
Rule; 

• The Rules of the Air 2014 will state that published routes may be 
notified for the purposes of being exempt from the 1000ft Rule, as per 
current UK law; 

• The helicopter routes in the London CTR will be notified for the purposes 
of being exempt from the 1000ft Rule; 

• The Local Flying Areas (LFA) of Denham, Fairoaks, White Waltham and 
Brooklands will continue to be notified for the purposes of SERA 8005 
(b) (5), in order that ATC separation is not required between SVFR 
(Special Visual Flight Rules) flights operating within these areas. 

 
 
2.2.1 Environmental Assumptions 
NATS believes that the adoption of a Class D airspace classification for the 
London CTR should see some reduction in helicopter holding times and a 
consequent reduction in noise, fuel burn and emissions.  However due to the 
unpredictable nature and cause of helicopter holding and its impact on IFR 
operations, NATS is unable to quantify the expected benefits 
 
It is NATS intention to continue managing the airspace as it does at the 
moment.   
 
Reference to environmental assumptions throughout the document are 
indicative only of a likely operational outcome as predicted by NATS operational 
experts. 
 
 

2.3 Audience 

This document has been written predominantly for a technical audience (i.e. the 
aviation stakeholders) however plain language and extended explanations have 
been given where possible to make it as accessible as possible.  Therefore a 
baseline of current operations and detailed explanations of operating 
procedures have been included.  These are sometimes repeated, to achieve a 
level of understanding and clarity within each section, for the benefit of less 
technically experienced stakeholders.   
 
Hopefully all stakeholders will appreciate the difficulties of preparing a single 
document for a wide range of aviation technical knowledge and this will not 
detract from the key messages within the document.    
  

                                           
4 Currently in draft form with the CAA 
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3.1 Purpose of the Consultation  

The purpose of the consultation exercise is to allow stakeholders to consider the 
proposal and provide NATS with feedback.   
 
At the end of the consultation NATS must demonstrate to the CAA that the best 
balance possible has been achieved between conflicting demands and 
objectives.  The reason for the change is a European legislative requirement but 
NATS has still applied the same level of rigour as with all airspace changes in 
considering safety, capacity and environmental benefits impacts of the 
proposed change.   
 
This consultation has been carried out in accordance with guidance provided by 
the Government and the CAA. (See Appendix C: Cabinet Office Code of Practice 
on Consultation.)   
 
 

3.2 Scope of the Consultation 

This consultation concerns the London CTR only (see Figure 1) and the changes 
to flight procedures which would result from its reclassification.  The 
consultation is to elicit response from stakeholders specifically with respect to 
the airspace classification (Class D) which NATS feels is the most appropriate 
replacement for the current Class A airspace. 
 
Where the opportunity arises, or the introduction of SERA rules necessitates an 
increase in height to either commonly used routes, helicopter routes or the 
LFAs, this has been considered and the details are contained within this 
consultation document. 
 
The details of this consultation exercise have been agreed in principle with the 
CAA and meet the requirements of their airspace change process (Section 8: 
References 1).  This includes the rationale for who should be involved in the 
consultation for this proposal. 
 
A full list of all the stakeholders who have been identified for this proposal is 
contained in Appendix A: List of Consultees.  This list is not exclusive; any 
group or individual not on the list, is welcome to make comment, and respond 
to the consultation 
 
 
3.2.1 What is Not Included in this Consultation? 
The consultation does not involve: 

• a change to the vertical or lateral shape or size of the current London 
CTR volume; 

• a change to the shape or control authority of the London City Airport 
CTR or CTA (Control Area); 

• a change to the shape of the Inner Area of the CTR (in which prior 
permission is required to enter – see Figure 3); 

Section 3: The Consultation 
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• the introduction or removal of low level routes, helicopter routes, 
reporting points, holding points or Visual Reference Points (VRPs)5; 

• the lowering of any low level or helicopter routes or the LFAs. 
• consultation on SERA itself nor the CAA’s UK implementation proposals. 

 
 
3.2.2 Aviation Stakeholders 
As detailed in Appendix A: List of Consultees, groups representing the interests 
of both General Aviation (GA) and commercial operations within the London 
CTR, including the Heathrow Airport FLOPC as well as Police, medical flights and 
the Military are included as recipients of this consultation.   
 
 
3.2.3 Non-Aviation Stakeholders 
Only limited consultation with non-aviation stakeholders will be carried out on 
the basis that there will be little change from operations as they are today.  
NATS will consult with the Heathrow Airport Consultative Committee (HACC) 
which has representation from the local boroughs6 within the area 
encompassed by the London CTR and therefore within the scope of this change. 
 
 

3.3 Development Objectives 

Whilst the driver for this change is the implementation of SERA legislation, 
NATS has taken the opportunity to review the safety, efficiency and 
environmental aspects of each of the possible airspace classifications.  The 
results of this have informed the option being proposed by NATS, i.e. Class D 
airspace with appropriate management of traffic operating within the Inner 
Area of the CTR. 
 
 
3.3.1 Safety 
Safety is the primary concern with every airspace change which NATS 
proposes.  Comprehensive safety assessment workshops (which have included 
operational experts from within NATS, the RAF, airline and helicopter pilots) 
have been conducted alongside statistical analyses of current and proposed 
operations to determine the safety benefits of each airspace classification.   
 
 
3.3.2 Efficiency & Resilience 
This proposed airspace change is not driven by a need to effect changes to 
delays to traffic operating at Heathrow or within the London CTR.  Rather the 
change should see an improvement in the efficiency of the way IFR and VFR 
traffic is integrated within the CTR and should also improve operational 
resilience.  
 
 

                                           
5 The need to establish VRPs within the CTR will be considered in light of the consultation 
feedback 
6 See Section 10, Appendix A, Heathrow Airport Consultative Committee Member 
Organizations for a list of the boroughs included in the HACC 
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3.3.3 Environment 
This proposed airspace change is not driven by the need to influence 
environmental change.  The proposal will not affect the profiles of IFR flights 
into or out of Heathrow airport and as such noise, visual intrusion and 
emissions will not change as a result of altered profiles.  It is anticipated that a 
Class D option could slightly reduce airborne holding of IFR flights, however due 
to the many influences which effect aircraft holding this cannot be reasonably 
calculated. 
 
Similarly VFR helicopter flights are predicted, under a class D option, to have to 
hold less as a result of interaction with IFR traffic however the exact cause of 
holding for a specific flight is difficult to determine and the duration difficult to 
quantify. 
 
For these reasons environmental performance is not an objective of this 
change.      
 
 

3.4 Pre-Consultation 

In order to maximise the input from this formal consultation, a pre-consultation 
exercise was conducted.  This consisted of face to face presentations being 
made to:  

• Heathrow Airport Consultative Committee,  
• Heathrow Flight Operations Committee (FLOPC),  
• the British Airline Pilots Association (BALPA)  
• a small selection of representative organisations making up the users of 

the London CTR (including secondary aerodromes).   
 

This last group was split into General Aviation and Commercial/Professional 
users (police, air charter etc.) who were presented to on different days.  
Feedback sought after these sessions was positive with follow up questions and 
answers being given to ensure that all stakeholders were fully aware of the 
details of the change.    
 
The role of the pre-consultation exercise was to inform the attendees of the 
reason for change, to detail the various options and explain why some are 
unsuitable.  Of the two options which NATS believed to be the most suitable, 
(Classes C & D), an increased level of detail was given to allow the audience to 
make a considered judgement, whilst at the same time explaining the 
reasoning for Class D being NATS preferred solution.   
 
Since this pre-consultation exercise was conducted, safety workshops have 
indicated that Class D airspace, when considering the overall system and all 
airspace users, is safer than Class C and as a consequence NATS is presenting 
Class D airspace as the only option for consultation.  Simulations have also 
been conducted in a Class D environment and have substantiated the view that 
a Class D CTR represents an efficient and safe environment in which to 
accommodate the IFR and VFR needs of Heathrow airport and the London CTR.    
 
The pre-consultation exercise has been used to help shape the formal 
consultation in that it has allowed NATS an early view of people’s opinions and 
perceptions, and has indicated where further work was required.  This resulted 
in some of the consultees being included in the safety assurance workshops and 
being given a demonstration of Class D radar operations within the surrounding 
London City airport CTR. 
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3.5 Consultation and Implementation Time Line 

Pre-consultation:    June 2012 to Sept 2013 
 
Consultation start date:  1st October 2013 
 
Consultation end date:  24th December 2013 
[This allows for a 12 week consultation period as agreed with CAA, and as 
recommended by Government guidelines (Appendix C)] 
 
Submission of ACP  
(including consultation 
 responses) to CAA:   24th January 2014  
 
CAA decision  
period ends:    23rd May 2014 
 
Submission of UKAIP  
change details:   30th May 2014 
 
Pilot Awareness   June – Nov 2014  
[National & Local programme coordinated by CAA] 
 
AIRAC distribution date:  10th July 2014  
[Double AIRAC cycle7] 
 
AIRAC effective date:  18th September 2014 
 
 
3.5.1 Why Implementation for September 2014? 
The SERA regulation became European law in December 2012 and the UK CAA 
exercised the derogation option on its implementation until December 2014.  
NATS intends to implement the London CTR change in September 2014 ahead 
of this final date, for the following reasons: 
 

• This date coincides with other SERA related Airspace Changes within the 
NATS domain that allows for simple and clear messaging for NATS 
controllers. 

• It allows for simple and clear messaging to the General Aviation 
community during the summer before transition. 

• It allows time for the change to ‘bed in’ from September to November 
2014 before shorter daylight hours and bad weather. 

• It provides for contingency (e.g. allowing the implementation date to be 
rescheduled to October or November 2014 if necessary)  

• It coincides with annual map publication dates (e.g. VFR & Helicopter 
Route Charts). 

                                           
7 It was decided to use a Double AIRAC to give the Aviation community as long a notice 
period as possible.  This longer notice period will compliment  national and local pilot 
awareness programmes coordinated by the CAA in June – August and will give aviation 
map producers greater certainty in advance of their annual or bi-annual publication 
schedules. 
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4.1 Description of the Airspace 

Figure 1 shows the London CTR (currently categorised as Class A airspace), 
bordered in red, with Heathrow airport at its centre, the London City CTR and 
airport to the East (currently Class D airspace) and RAF Northolt approximately 
4½ nautical miles to the North.  Current helicopter routes are shown as blue 
dashed lines, which are deemed separated8 from Heathrow IFR inbound and 
outbound traffic, with the exception of H3, H9 (south of Heathrow) and H10 
(east of Northolt)9 when Heathrow is on Easterly operations.  The vertical 
extent of the CTR is from the surface to altitude 2500ft. 
 
In textual terms as per UKAIP EGLL AD 2.17, the London CTR is the airspace 
from surface to altitude 2500ft enclosed by 513611N 0004133W - 513611N 
0001253W – thence clockwise by the arc of a circle radius 12 nm centred on 
512812N 0002713W (Heathrow Airport) to 512013N 0001255W - 512013N 
0003800W - 512104N 0004242W – thence clockwise by the arc of a circle 
radius 12 nm centred on 512812N 0002713W (Heathrow Airport) to 513611N 
0004133W. 
 
Figure 2 is taken from a VFR airspace chart and illustrates the positioning of the 
London CTR within the context of Luton airport to the North, Stansted airport to 
the Northeast, London City airport to the East and Gatwick to the South.  
Greater London is also shown in grey to the East between Heathrow and 
London City airports. 
 
Figure 3 illustrates the Inner Area of the London CTR as a red shaded volume 
delineated by Ascot and the BUR NDB to the west then a straight line to the 
Iver RP (Reporting Point) to the north and an irregular shaped line following the 
helicopter route H10 to the north and east.  The irregularly shaped H3 then 
delineates the south eastern and southern boundaries with a straight line from 
the Thorpe RP to the Ascot RP delineating the south western boundary.  This 
area is currently promulgated via the UKAIP (UK Aeronautical Information 
Publication) EGLL (Heathrow airport) section and within this area helicopters 
landing or departing close to Heathrow, are required to obtain Prior Permission 
(PPR) 60 minutes before flight.  
 
 
  

                                           
8 Helicopter routes are ‘deemed separated’ as for the majority of the routes the aircraft 
on them maintain 3nm and 1000ft from IFR traffic and for the remainder they maintain a 
set altitude on a well-defined track which has historically been classed as a separated 
from IFR traffic, as authorised by the CAA.  This historical context was set against 
departing aircraft with much reduced climb performance compared to today’s aircraft.     
9 For a greater explanation of these routes and proposed changes to their operation, see 
Section 7, 7.1.8 & 7.2.9, Helicopter Routes under Class C & Class D.  

Section 4: Current Operations 
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With the exception of high priority aircraft i.e. Flight Priority Category A or B (as 
defined in CAP493 Section 1 Chapter 4, see Reference 6), flights wishing to 
land or depart from within the Inner Area may be subject to holding delay on 
the ground or outside of the Inner Area, commensurate with the current 
respective inbound or outbound Heathrow delays. 
Figures 2 and 3 also illustrate the Local Flying Areas (LFAs), which are volumes 
of airspace surrounding 4 airfields and the London Heliport within the London 
CTR: 
 

• Denham airfield up to at 1000ft amsl 
• White Waltham airfield up to 1500ft amsl 
• Fairoaks airfield up to at 1500ft amsl 
• Brooklands Museum up to 1500ft amsl (only depicted on Figure 2) 
• The London (Battersea) Heliport up to 1000ft amsl (only depicted in 

figure 3) 
 
Aircraft within these LFAs operate under SVFR rules but without a clearance and 
separation provision from ATC at London Terminal Control (LTC).  SVFR traffic 
outside the LFAs in receipt of a clearance from London Terminal Control is 
considered separated from SVFR traffic within the LFAs. 
 
 




