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Executive Summary
The Future Airspace Strategy (FAS) was launched in 2011 with its initial focus on improving the
efficiency of CAT in CAS through an industry Implementation Group (FASIIG). To deliver the vision
of the FAS to other airspace users a FAS VFR Implementation Group (FASVIG) was formed in 2012.
Its objective is to develop a FAS VFR Deployment Plan to deliver tangible benefits for VFR users
from 2015 to 2020 and to establish a sustainable future for VFR operations.
FASVIG membership comprises business and general aviation, the flight training industry, sporting
and recreational aviation, NATS, airlines, airports, MOD and the CAA.
This document sets out proposals for developing the FAS VFR Deployment Plan. The key elements
are:

Organising FASVIG’s Work
•

Three working groups would develop the changes needed and timescales for implementation.
They would cover:
o

Airspace and Procedures,

o

Regulatory and Government Policy and,

o

Information Management and Communications.

•

The working Groups would identify the requirements and deliverables and coordinate work by
stakeholder groups towards the objective.

•

A joint chairs co-ordinating group would be responsible for safety oversight.

•

A professional programme co-ordinator has been appointed to support the groups and interface
with stakeholders and the wider aviation sector.

Developing the Deployment Plan
•

It is proposed that the Deployment Plan focuses on specific improvements in the efficiency of
VFR operations based on packages of change broadly linked to the FAS. These are subdivided
into areas related to:
o

Modernising Airspace Structures:
The importance of VFR operations is understood and recognised in airspace policy and
decision making. Controlled and regulated airspace is rebalanced to reflect the needs of
both VFR and IFR operations. Flexible management of airspace structures is widely
implemented and based on greater engagement with VFR operators.

o Access to Airspace:
The capacity of airspace structures to accommodate VFR operations is measured and
maximised. VFR aircraft are not excluded from any airspace that is not being fully utilised
for its intended purpose and airspace sharing is enabled in near real-time.
o VFR Efficiency Enablers:
The information and procedures needed to operate safely and efficiently in complex
airspace structures are readily available and accessible. Notification of particular airspace
activities and restrictions are available and timely. The environmental impact of VFR
operations is improved.
•

Each package would contain a mix of new capabilities and an indication of when and where they
could be deployed.

•

The majority of work can be managed within the stakeholder groups however some work will
need to be directly funded.

•

Regulatory and policy changes will be required to support the packages of change and these will
need to be considered in parallel with the other work.

Priorities and Risks
•

A number of package elements should be deliverable in the short term subject to agreement
and the availability of resources and expertise.

•

Resources and commitment are the principal early risk for the FASVIG programme and it
cannot move forward to the Deployment Plan development stage unless these can be secured
and assured.
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1. Introduction
1.1 Context
Following consultation with the aviation
industry and other stakeholders, in June 2011
the Civil Aviation Authority published its
Future Airspace Strategy to 2030 (FAS). The
FAS vision is to establish “safe, efficient
airspace that has the capacity to meet
reasonable demand, balances the needs of all
airspace users and mitigates the impact of
aviation on the environment”.
Initially an Industry Implementation Group
(FASIIG) was formed to develop and agree a
‘FAS Implementation Master Plan' to deliver a
set of tangible benefits for commercial
aviation within the 2015-2020 timeframe.
This group aims to make CAT IFR operations
within controlled airspace more efficient and
its work is fully aligned with the European
ATM Masterplan developed by the SESAR
Joint Undertaking.
Recognising that CAT IFR operations are but
part of the UK aviation sector the CAA set up
a NATMAC sub-group to review Class G
airspace with its work and recommendations
focussed almost entirely on safety issues. Its
report, Class G Airspace For The 21st Century,
forms part of the Future Airspace Strategy
but does not deal at all with the efficiency of
operations for non-CAT airspace users.
The next largest airspace user group after
CAT IFR operations in CAS is that conducting
VFR operations in all airspace so the CAA
established a FAS VFR Implementation Group
(FASVIG) to develop and agree a VFR
Deployment Plan, mirroring the FASIIG
Deployment Plan and through that to deliver
the vision of the FAS to VFR airspace users.
FASVIG is a collaboration between
organisations concerned with VFR operations,
including business and general aviation, the
flight training industry, sporting and
recreational aviation, NATS, airlines, airports,
MOD and the CAA. Its objective is to develop
and agree a ‘FAS VFR Deployment Plan’ which
will deliver a set of tangible benefits for VFR
operations within the 2015-2020 timeframe
and so establish a sustainable future for VFR
operations within the UKFIR. The programme
also supports the government objective to
make the UK the best place in the World for
general aviation.

Page 3

1.2 Purpose of the document
This document sets out proposals for
developing the FAS VFR Deployment Plan
including how the participants will organise
their work and what the core objectives
should be. It describes changes that will
improve VFR operations in all airspace and
includes requirements for airspace and
procedures related to commercial aviation
where they support a more efficient airspace
system overall. The programme’s scope
includes the modernisation of airspace
structures, policy changes to deliver
improvements to airspace access and
changes to regulations and procedures that
enable more efficient VFR operations.
The nature of VFR operations is diverse so to
reduce time and resources, collaboration
between the various interest groups will be
through a set of joint working groups each
with appropriate representation.
This document sets out proposals for
developing the FAS VFR Implementation
Deployment Plan for consideration by
FASVIG. Specifically, this document:
•

Outlines how FASVIG will be organised to
implement FAS for VFR, how it will
manage work and how changes will be
implemented.

•

Proposes a set of ‘packages of change’
which deliver operational improvements
and benefits.

•

Describes how changes that lead to
demonstrable benefits will be prioritised
and implemented.

•

Sets out near-term priorities, including
which FASVIG Working Groups will be
responsible for which activities.

•

Highlights an initial set of risks associated
with implementing FAS for VFR
operations.
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1.3 Principles for
implementation
The FAS defined three strategic drivers for
modernising the UK airspace:
•

•

•

Safety: a continuous improvement in
safety as new technologies and concepts
are introduced.
Capacity: ensuring UK airspace can meet
reasonable demand as the profile of
airspace use by different user groups
develops. The impact of improvements
on each segment must be fully considered
and an appropriate balance achieved.
Environment: contribute to minimising
aviation’s environmental impact.

To achieve these goals for VFR operations the
FASVIG will consider changes centred around
three key package groupings:
•
•
•

Modernising airspace structures to
support VFR operations.
Access to airspace where it is
significant for VFR operations or is underutilised.
VFR efficiency enablers to facilitate
safe and efficient operations.

These goals will directly support the FAS by
delivering its vision across all airspace users.

FAS VFR IP 2015-2020 – Version 1.0
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2. Organising FASVIG’s
work
2.1 FAS Governance
The CAA has established a FAS Deployment
Steering Group (FASDSG) to provide
assurance and oversight of the development
of the FAS and the implementation of
proposed changes. Working under the FAS
DSG is:
The FAS Industry Implementation
Group (FASIIG) is the air transport
industry collaboration to develop and
agree a ‘FAS Implementation
Deployment Plan’ and to ensure
alignment between the delivery plans of
the various parties responsible for
implementing the proposed changes to
support the FAS for commercial air
transport operations.
The FAS VFR Implementation Group
(FASVIG) is a collaboration of VFR
airspace users, working in concert with
the wider aviation industry, MOD,
regulator and government to develop a
plan to deliver the FAS vision for VFR
operations.

2.2 FASVIG Organisation
The FASVIG is a joint undertaking between
business and general aviation, the flight
training industry, sporting and recreational
aviation, NATS, airlines, airports, MOD and
the CAA. Established in January 2014, it is
working in partnership to develop a jointly
agreed plan to deliver the CAA’s FAS to VFR
operations in the period 2015‐2020. The plan,
to be completed by July 2015, will include
implementation of changes to procedures,
airspace and associated regulatory and policy
frameworks to deliver the improvements to
safety, capacity, environmental performance
required by the FAS. The proposed changes
have been packaged under the general
headings of:
•

Modernising Airspace

•

Access to Airspace

•

VFR Efficiency Enablers
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Three Joint Working Groups (WGs) have been
set up to explore in more detail the
implications of these packages in the areas
of:
•

Airspace & Procedures

•

Regulatory & Government Policy

•

Information Management and
Communications

A Joint-Chairs Coordination Group will be
responsible for developing the
Implementation Programme to ensure
alignment between the activities of the three
working groups. A programme co-ordinator,
funded jointly by the CAA and GA
representative organisations and reporting to
the joint chairs, will provide the central focus
and link the work of the groups and
organisations involved towards the production
and implementation of the FASVIG
Deployment Plan.
The Regulatory & Government Policy WG
would address policy constraints to realisation
of FASVIG objectives whilst the Airspace &
Procedures and Information Management and
Communications WGs would address the
development and implementation of new
capabilities. These two WGs would be
responsible for developing proposals for
specific ‘deliverables’ (described later under
‘packages of change’), commissioning and coordinating work by various organisations;
engaging relevant stakeholders in developing
changes; prioritising and resolving issues as
they arise. Summary terms of reference are
shown below.
The Joint Chairs Group is responsible for
supporting the activities of the WGs, ensuring
alignment between their detailed plans and
driving progress against the FAS IP.
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Working Groups – Summary Terms of Reference
Airspace &
Procedures

Role

Scope &
Expertise

Outcomes

Identify, and analyse
airspace issues within
packages of change.
Develop solutions and
progress and resolve the
challenges and
uncertainties associated
with development and
deployment of future
airspace concepts and
supporting procedures

All airspace infrastructure
within the governance of
the UK CAA useable by
stakeholder assets.
VFR Operations, Air
Traffic Control, CNS
modernisation and
deployment, risk
management

Preparation for
modernised airspace
structures taking
advantage of
developments in PBN to
support their efficient
use.
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Regulatory &
Government

Information
Management &
Communications

Identify and resolve
policy challenges and
gaps in regulatory
support for packages of
change

Identify, progress and
resolve the challenges
and uncertainties
associated with
information management
and communications
requirements for VFR
operations

All regulations applicable
to the use of airspace
infrastructure by
stakeholder assets
Regulations as currently
applied to VFR
Operations, Air Traffic
Control, CNS
modernisation and
deployment,
Proposals for an updated
airspace change and
review process for
adoption by the UKCAA
A review and suggested
action plan to evolve
current airspace
shortcomings in the top
20 volumes of controlled
airspace

All means by which the
community using airspace
are communicated on
matters of capacity,
safety and efficiency
Expertise in CNS, AUS,
and regulation in all
community specific areas

Proposals for modernised
information promulgation
that ensures that all
users have access to
critical information to
support the safety and
efficiency of their flight
plan.
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3 Packages of Change
This chapter sets out a proposed
methodology for defining a FAS VIG
Deployment Plan based around a framework
of ‘packages of change’ that are designed to
deliver operational improvements to VFR
stakeholders in the period to 2020.

3.1 Framework for delivering
operational improvements
Essentially, a “package of change” refers to
the outputs required to establish or improve a
set of capabilities in order to deliver
operational improvements and generate
benefits.
The proposed set of ‘packages of change’ is
broadly linked to the characteristics of FAS,
each package being centred on specific
operational improvement in the way VFR
traffic is regulated and operates within the
FIR in the period to 2020. They are:

Modernised Airspace
Structures
The importance of VFR operations is
understood and recognised in airspace
policy and decision making. Controlled
and regulated airspace is rebalanced to
reflect the needs of both VFR and IFR
operations. Flexible management of
airspace structures is widely
implemented and based on greater
engagement with VFR operators.

Access to Airspace
The capacity of airspace structures to
accommodate VFR operations is
measured and maximised. VFR aircraft
are not excluded from any airspace that
is not being fully utilised for its intended
purpose and airspace sharing is enabled
in near real-time.

VFR Efficiency Enablers

Each `package' would capture a mix of new
capabilities; airspace, airborne and
regulatory, required to enable the operational
improvements, including an indication of
where and when they will be implemented,
recognising that change will occur in different
areas of the FIR at different times. These are
summarised in the chart on the inside front
cover.
Based on an analysis of current programmes
and developments, this document includes
initial proposals for the content and
timescales of the ‘packages of change' - in
effect a ‘Draft VFR Deployment Plan'.
Delivering the necessary airspace, technology
and capabilities will rely upon specific projects
undertaken by different organisations all
working to the `VFR Deployment Plan'.
Also highlighted in this document are a
number of policy and regulatory changes to
be considered in tandem in order to facilitate
safe, effective implementation of the
proposed operational and technological
developments.
It is essential that, for the Implementation
Programme to be successful, the VFR
Community, the CAT Community, NATS, the
MOD and the CAA have open and frequent
dialogue to help shape the outcomes of the
work. It is intended therefore to use the FAS
VFR Implementation Programme as the pillar
of formal and informal consultation with these
partners to ensure the realisation of the
plan’s objectives and benefits.
The `VFR Deployment Plan' will need to be
consistent with the FASIIG Deployment Plan
and the emerging Single European Sky (SES)
requirements to avoid any misalignment or
out-of-step implementation.
In developing this framework into a VFR
Deployment Plan, each package would
capture the activities required to deliver the
operational improvement and when they
would be delivered. This forms the basis of
the process used to develop the VFR
Deployment Plan from the packages set out
in Appendix A and which are further
explained in the next sections.

The information and procedures needed
to operate safely and efficiently in
complex airspace structures is readily
available and accessible. Notification of
particular airspace activities and
restrictions are available and timely.
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3.2 Evolution of Packages of
Change
At the initial meetings of FASVIG a facilitated
debate on the airspace and associated
requirements for VFR operations led to the
development of lists of proposals under the
headings of Safety, Capacity, Environment
and Cost. These were developed further and
reviewed to provide a consistent set of
packages of change, now subdivided under
headings of Modernising Airspace Structures,
Access to Airspace and VFR Efficiency
Enablers. Each package will need to be
developed in the areas of Airspace,
Regulatory Policy and Information
Management and may need to be revisited as
work proceeds.

FAS VFR IP 2015-2020 – Version 1.0

Appendix A sets out how each of the areas of
capability is expected to evolve, including a
description of the current capability in each
area today, the target capability that is
envisaged following implementation of the
FAS IP and any sub capabilities to be
developed in order to get there – based on an
initial assessment of current progress and
expected timescales in developing these
capabilities.
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4 Implementation
The implementation of the three ‘Packages of
Change’ through the FAS VFR Deployment
Plan will realise the benefits of the FAS for
VFR operations in the areas of capacity,
safety, efficiency and environment.
In terms of modernising airspace structures,
the delivery of the programme will ensure
that the benefits of ATM developments also
deliver more efficient operations for non-CAT
aircraft. Following a review of all airspace
structures it will propose and sponsor
changes to provide balance. Fully aligned
with the FAS it will benefit from other key
initiatives such as a harmonised transition
altitude and provide balance across all
airspace, helping to develop the UK aviation
sector overall.
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The access to airspace workstream will
progress FUA for civil VFR flight and propose
changes to enable VFR operations to be
conducted safely and efficiently in both
regulated and unregulated airspace. It will
seek to amend airspace structures that
exclude or restrict VFR flight and simplify
routings for VFR traffic to achieve safety and
environmental benefits.
These activities will be supported by
proposals to change regulation and
procedures related to VFR flight and to
provide modernised information management
systems.
By working in collaboration with other users,
most notably the CAT sector, the implications
to each community will be more fully
understood and the tradeoffs minimised
where possible.

FAS VFR IP 2015-2020 – Version 1.0
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5 Setting Priorities
The development of the Implementation
Programme has been influenced by the
following view of FAS VFR user priorities:
•

Improvements to safety.

•

Rebalancing the policies and
procedures of the Airspace Change
Process to take better account of the
needs of VFR users.

•

Adoption of measures of efficient use
of airspace.

•

Increasing regulatory protection of
existing areas of Class G airspace
significant to VFR users.

•

Development of an efficient process
to downgrade regulated airspace for
short or medium term periods.

•

Decommissioning controlled and
restricted airspace that is no longer
required.

•

Switching away from the use of
controlled and restricted airspace
mechanisms to other means of
delivering a known environment.

•

Enabling greater and more
predictable access to controlled
airspace for VFR users.

•

Improving efficiency, sustainability
and environmental aspects of VFR
flight.

FAS VFR IP 2015-2020 – Version 1.0
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6 Managing Risks
The following have been identified as
potential risks to the delivery of the FAS VFR
Implementation Programme Packages of
Change:
•

Lack of volunteer technical expertise
from the GA Sector.

•

Lack of human resources from the GA
Sector

•

Lack of resources within CAA to
support the change process.

•

Lack of political will to take required
decisions.

•

Lack of support from ANSP's and
Airports/Airfields.

•

Lack of willingness on behalf of the
MOD to play a full part in FASVIG.

•

Lack of sufficient financial support.

•

Lack of support from the GA Sector at
large due to longstanding scepticism.

•

ICAO/EASA standards or policies that
may not suit the UK.

Mitigations of these risks will be addressed,
where possible, in the subsequent FAS VFR
Deployment Plan.

John Brady

Tim Hardy

Joint Chairs FASVIG
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Appendix A
Packages of Change in Detail
This Appendix suggests how the ‘packages of change’ could be developed in detail, based on the
methodology described in chapter 3. It contains an initial assessment of current situation and sets
out an indicative plan for drawing on combinations of new capabilities to enable operational
improvements in each of the packages.
While set out in some detail, it should be viewed as ‘indicative’ and a ‘work in progress’ illustration
of how the VFR Deployment Plan might be constructed. In particular, it is based on analysis that
primarily reflects the needs of VFR operations by civil and military aircraft and requires further
development to incorporate the requirements of CAT and other IFR users.
Note that there is no intended meaning to the different colours in the Package of Change timelines.

A.1 Modernising Airspace Structures
A.1.1 VFR Significant Areas (VSA)
A.1.2 Terminal Airspace Structures
A.1.3 LAMP and NTCA
A.1.4 Design for Smarter Regulated Airspace
A.1.5 Incentivise the Release of Underused Regulated Airspace
A.1.6 CAP 725 Process

A.2 Access to Airspace
A.2.1 Understand VFR Capacity of Terminal Airspace
A.2.2 Optimise CTR/CTA Structures for VFR Traffic
A.2.3 Reclassify Under-Utilised Regulated Airspace
A.2.4 FUA Principles Extended to Provide Access for VFR
A.2.5 Release ATZs at Closed Airfields
A.2.6 Reclassify Class A Airspace For VFR Access
A.2.7 UAS Policy Compatible with VFR Operations

A.3 VFR Efficiency Enablers
A.3.1 NOTAM Compatibility with Graphical Display
A.3.2 NOTAMs Relevant to Time
A.3.3 NOTAMs Relevant to Route
A.3.4 Temporary Reserved Airspace Depiction for VFR Airspace User
A.3.5 ADS-B Out implementation
A.3.6 Route & Activity Deconfliction Tools
A.3.7 Infringement Risk Warning Tool
A.3.8 Modernise UK RTF
A.3.9 Standardise UK FIS
A.3.10 Common UK TA
A.3.11 Provision of Real-time In-Flight Weather Data
A.3.12 Extend Use of Listening Squawks

FAS VFR IP 2015-2020 – Version 1.0
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A.1 Modernising Airspace Structures
A.1.1 VFR Significant Areas (VSA)
The FAS paper, Class G Airspace for the 21st Century, includes sections on the operational
requirement for airspace for each of the main airspace user groups but it does not apply any
geographical distribution to those requirements. There is no VFR activity mapping and without that
the information related to the use of airspace by non-commercial activities cannot be utilised in
airspace planning and decision making.
Within the UK FIR there are areas that are significant to VFR flight, either because they are
important for military or civil training, provide VFR routes joining or around centres of population or
they provide the conditions needed for recreational flying or air sports, some to World
Championship standard. These areas also connect airfields used for VFR operations and provide
international VFR connectivity; they are mainly over the UK landmass including the inshore waters
and islands with connections to Ireland and the near continent.
Presently there is no categorisation of these areas and when an increase in regulated airspace is
proposed by a sponsor, they have no means to reference the present function or value of areas
they propose to change or have an impact on. This package would propose to address that by
developing a non-statutory register of VFR significant areas (VSA) that would be recognised by
authority. It would mirror the existing process set up by Sport England and which performs a
similar and proven function related to sports facilities and land development. This proposal would
see airspace user groups develop national dossiers of such areas which would be subject to scrutiny
by the CAA and where agreed, be made publicly available by authority to inform the change
process. Sponsors of airspace change would be expected to take these dossiers into account and
identify the impact of their proposal on existing airspace usage and offer mitigation during the
consultation phase of the ACP process.
In addition, this would provide a framework against which other airspace users would be able to
comment effectively on proposals for change and the decision making process would have more
complete and balanced information available to it.
There are 3 elements to this package; FASVIG would:
Develop a process to map VFR activity, register VSA’s and a mechanism to utilise the data
during the Airspace Change Process.
Identify VSA’s and construct dossiers for consideration and inclusion.
Utilise the information gleaned from the second element to review the current structure of
significant areas, identify those that may be less effective than they should be and propose
adjustment.
To be useful the register would need to be maintained and the resource implication recognised.
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A.1.2 Terminal Airspace Structures
The nature of terminal airspace structures varies significantly across the FIR. Whilst London airport
airspace is compact and heavily used some other, mainly regional airports have relatively low traffic
volumes resulting in lightly used airspace particularly where predicted growth has not materialised.
Established in the lower levels, this airspace has the most impact on VFR operations and in the
extreme can result in an almost empty space with the main volume of traffic flowing around it.
A significant proportion of aircraft which fly VFR are unable to access CAS because they cannot
obtain a clearance or comply with one. Some aircraft have no means of communication, often
because they have little structure or no source of power whilst others cannot maintain a level or
track because they have to follow the atmospheric energy. Within this category are some 7000
unregulated aircraft including paragliders, para-motors and ultra-light aircraft, 2700 gliders and a
proportion of the 4000 microlight aircraft. Something in the order of 10,000 of the 27,000 UK
aircraft are automatically excluded from CAS. Local access can be provided by LOA but that
normally only applies to small areas for particular purposes by particular groups. Those VFR
aircraft which can access terminal airspace are not always able to obtain a clearance because of
traffic, controller workload or weather restrictions. Because they must have an alternative plan
avoiding CAS, many VFR pilots choose to take the avoiding option as the simplest, most reliable
and therefore safer primary route. Because of the rising cost of GA, increasing numbers of pilots
are unable to fly sufficiently to maintain the skills and confidence to fly VFR in CAS. Thus the shape,
size, characteristic and location of CAS have a significant impact on a large proportion of VFR
aircraft.
FASVIG would carry out a review of existing terminal airspace from the VFR user viewpoint,
engaging with the airspace projects that are set up to consider London (LAMP),
Manchester/Liverpool (NTCA) and other entities where appropriate. Where the design of CAS may
be larger than is strictly necessary for its present task or where there are particular challenges for
VFR aircraft avoiding it, FASVIG would quantify the issues and if appropriate proposals to adjust the
boundaries to achieve better balance would be identified and passed to a stakeholder organisation
for ACP action.

FAS VFR IP 2015-2020 – Version 1.0
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A.1.3 LAMP and NTCA
The development of airspace for the London airports (LAMP), NTCA and other major airspace
change projects are proceeding without obvious integration of the needs of VFR operations which
are likely to be affected significantly by it. In FAS terms, although this is a significant and essential
project it is at risk of being unbalanced in that VFR activities which could be accommodated will be
excluded purely because they have not been considered at the planning stage. Input on
considerations from VFR operators is presently not invited until after the point where airspace
design can be changed; the design risks being a fait accompli.
The LAMP programme needs to demonstrate that it has sought and considered advice on aspects of
airspace design and procedures that could impact VFR operations in all classes of airspace. By this
means it can achieve support from the other users of the airspace in the South-East of England and
better meet the aims of the FAS.
Although at a later timescale, similar considerations apply to the NTCA and other major airspace
programmes and should be implemented from the outset. FASVIG would engage with these
airspace projects.

A.1.4 Design for Smarter Regulated Airspace
Presently, sponsors of airspace base their design on standards which reflect a requirement for the
operation of CAT without taking the impact on other airspace users into account. Some design
elements which are no longer relevant to modern air operations are still included even though
seldom ever used. The FAS vision and FASIIG plans would see continuous climbs and descents but
much airspace is designed to accommodate stop altitudes at low levels and low rates of climb
reducing or eliminating benefits. Some existing terminal airspace has a lower base than necessary
for modern day CAT. Moreover, although traffic using London airports must expect significant
circuitous routing in the TMA because of interactions with adjacent IFR operations, regional airports
typically design their airspace to facilitate direct track routing ignoring the impact on adjacent VFR
operations.
FASVIG would work with the CAA to review the way design rules are applied to take account of the
limited airspace available and to balance the requirements of other airspace users at the design
stage.
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A.1.5 Incentivise the Release of Underused Regulated Airspace
Sponsors and operators of regulated airspace have no incentive or formal requirement to release
elements of it when the original basis for the CAS no longer applies or when it has become
underutilised. Indeed there is considerable disincentive in the form of cost and risk. Approaches by
other airspace users who would seek to change CAS boundaries tend to be frustrated by this
disincentive.
The disincentive to give up any CAS could be corrected at 2 levels:
1. Develop a regulatory framework to allow elements of regulated airspace to be released
whilst retaining the option to reinstate them at a later date without the need for formal
public consultation, once the original basis for the regulated airspace application becomes
relevant again.
2. Developing a proposal for an incentive pricing environment such that the charges levied
on the airspace sponsor are proportionate to the volume of airspace managed.
FASVIG would review the requirements needed to achieve these outcomes and make proposals for
change.

A.1.6 CAP 725 Process
The Airspace Change Process (CAP 725) contains 3 elements which would benefit from review if the
FAS vision is to be delivered to VFR users:
1. Typical ACP consultations seeking to establish regulated airspace are based on traffic
growth but the majority use data which is quite different from that published in CAA
statistics making it impossible for consultees to establish the need for change or support it.
Growth projections are rarely supported by evidence and are nearly always grossly
optimistic.
2. CAP 725 requires a sponsor to set out the impact of the proposal on other airspace
users in the Operational Report as part of Stage 4. This includes a statement on the
operational impact on other airspace users but this report is not released in the public
domain. The other airspace users never know the basis of the airspace decision as it
relates to their operation. During Stage 7, the Operational Review, they do not know what
impact has been accepted in the proposal so have no means to understand what the
airspace should provide and how they should expect to utilise it. Moreover, if in the future
they propose to challenge the airspace they have no visibility of the baseline impact on
their operations that was accepted in the original decision.
3. There is no means to provide an evidence base of VFR utilisation that could be used to
strengthen the Post Implementation Review process. A mechanism is needed to
understand what level of access was achieved and what level of avoidance occurred.
FASVIG would work with the CAA to review the CAP 725 process with a view to making those
elements more relevant to the VFR community, standardising data formats acceptable in
submissions and making the process transparent throughout. FASVIG would develop a means to
record levels of access to regulated airspace.

FAS VFR IP 2015-2020 – Version 1.0
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A.2 Access to Airspace
A.2.1 Understand VFR Capacity of Terminal Airspace
There is no available measure of the capacity of terminal airspace to support VFR traffic whilst it is
used by different volumes of IFR traffic. As a result airspace change sponsors have to make
estimates about the anticipated levels of IFR traffic and the likely impact VFR traffic will have upon
it and vice versa. Moreover there is no agreed benchmark to assess if the VFR access provided in
terminal airspace is unreasonable.
To provide a benchmark, terminal airspace needs to be modelled under a range of IFR traffic
conditions. This modelling methodology would be agreed by all users and become the standard
basis for airspace design. It would be tested against a range of current scenarios as part of the
benchmarking process. Measures would also be proposed to assess the operational efficiency of
the airspace once it is in operation in order to verify the actual operation against the design
assumptions.

A.2.2 Optimise CTR/CTA Structures for VFR Traffic
FASVIG would identify terminal airspace that has a substantial impact on VFR operations and, using
the benchmark model, identify areas where improvements could be made.

A.2.3 Reclassify Under-Utilised Regulated Airspace
Terminal and some en route airspace which is no longer used or which is under-utilised should be
returned to Class G but there is no incentive for an ANSP to initiate that process. FASVIG would
coordinate a review and its organisations would raise airspace changes to resolve this. Full use
would be made of the new alternative tools of RMZ or TMZ.
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A.2.4 FUA Principles Extended to Provide Access for VFR
Flexible Use Airspace is defined in CAP 740 and applies to military/civil arrangements and certain
other activities. There is nothing within this policy that provides for shared use of regulated
airspace for VFR operations. Whilst CAP 725, the Airspace Change Process requires sponsors to
apply FUA to new regulated airspace this is largely ignored because the published FUA policy is not
relevant to terminal airspace.
Working with the CAA, FASVIG would propose a new FUA policy for VFR use of regulated airspace.

A.2.5 Release ATZs at Closed Airfields
ATZs at civil airfields are only established during the hours of operation of the ATS, FIS or A-G.
However, military ATZs are either H24 or have longer hours than the unit that controls them. This
makes an ATZ at closed military units inaccessible to VFR (or any other) traffic.
FASVIG would propose a policy change related access to ATZs at closed units.

A.2.6 Reclassify Class A Airspace For VFR Access
Low level Class A airspace is not accessible to VFR flights even when it is not being used for its
primary purpose. Where the area is needed for VFR activity the Class A should be reclassified,
normally Class D.
FASVIG would identify relevant airspace and propose changes.
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A.2.7 UAS Policy Compatible with VFR Operations
Aviation authorities around the world are under pressure to develop policies to facilitate the
increased use of Unmanned Aircraft Systems (UAS).
UAS policy and VFR operations need to be compatible in terms of airspace access and flight safety.
UAS policy should ensure VFR user safety is maintained without the imposition of onerous airspace
restrictions for VFR users.
FASVIG would engage with UAS policy making activities to represent the interests of the VFR
community and engage with the UAS community to seek to improve mutual understanding.
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A.3 VFR Efficiency Enablers
A.3.1 NOTAM Compatibility with Graphical Display
Most civil aircraft intending to operate VFR use a graphical presentation for NOTAMS but many are
not compatible with this format. FASVIG would identify areas of issue and propose changes.

A.3.2 NOTAMs Relevant to Time
Certain NOTAMS cover an omnibus period with the actual activity period detailed in text. This is
incompatible with the majority of VFR user NOTAM interfaces and results in clutter, complexity and
unnecessary funnelling of VFR traffic.
FASVIG would review and propose a policy change.

A.3.3 NOTAMs Relevant to Route
As part of their definition, NOTAMs have a geographical centre location and radius specification that
indicates the area affected. It is not uncommon for the area specified to be different from the
actually area affected by the subject matter of the NOTAM. Recent prime examples include a
NOTAM covering the whole of the UKFIR announcing the ban on flights in Ukrainian airspace and a
NOTAM covering a significant part of the UK land area concerning a TMZ offshore.
Use of the NOTAM system in this way causes information to be presented to GA pilots that is totally
irrelevant to their planned route. The resultant information 'clutter' increases the chances of pilots
missing important details that are relevant to their planned route. This practice should be stopped.
It is accepted that this type of information is important for those planning flights which are affected
by the true geographic area of the subject of the NOTAM. If using the true location of the affected
area in the NOTAM definition is deemed insufficient then a different method should be employed to
provide general notification to those truly affected. FASVIG would work with users and the CAA to
identify a means to deliver only appropriate NOTAMS to airspace users
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A.3.4 Temporary Reserved Airspace Depiction for VFR Airspace
User
The presentation of TRAs and other airspace notifications in the AIP and through NOTAMS tends to
be set out in a way that is convenient for the author but is ineffective as a source for airspace
users. This is particularly important for the VFR user where there is no intermediate service
provider to translate the source data into a more useful format as is usually the case in commercial
operations. This represents an airspace safety hazard.
Although significant airspace reservations which are planned well ahead are commonly depicted in
the AIP the presentation is usually an IFR-type chart, centred on the airport or facility in question
and showing its position from that viewpoint. However, the VFR user needs to be able to
understand the reservation as viewed from outside the airspace and for the VFR pilot this increases
workload and infringement risk. The VFR user is familiar with CAA topographical charts but these
are rarely used to depict airspace reservations.
Shorter term airspace reservations are described only by text only NOTAMS and whilst that is
legally sufficient it is of little direct value for navigation and manual plotting is difficult on plasticsurfaced charts and is prone to error.
FASVIG would review the human factors issues for airspace users related to the way airspace
reservations are promulgated or depicted and propose changes to improve airspace safety.

A.3.5 ADS-B Out implementation
ADS-B Out is a proven technology offering enhancements to safety.
The slow progress towards authorising ADS-B Out from uncertified GPS sources transmitted
through certified Mode S transponders, together with the low number of volunteers for the NATS
trial, is very disappointing. Increased focus, greater certainty and more drive and urgency from
agencies is needed to encourage pilots to invest the time, effort and cost to enable ADS-B Out.
The progress on stand-alone ADS-B Out devices has been equally slow.
The various ADS-B Out activities have been publicised in a piecemeal fashion. A more holistic,
strategic approach should be taken to actively market the concept and encourage voluntary
adoption, with minimum of bureaucratic impediment commensurate with proportionate safety
considerations.
FASVIG would work with organisations involved to make the implementation of ADS-B Out as quick,
simple and cost effective for users as possible.
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A.3.6 Route & Activity Deconfliction Tools
Efforts to develop route and activity deconfliction tools are welcome. Opportunities for GA to exploit
them should be explored.
One such effort is the SESAR ProGA research project. ProGA is studying the feasibility of a system
that can continually and automatically predict the future GA trajectory or volume of operation and
share this information with stakeholders. The information could be used by other GA aircraft, by
commercial aircraft and by ATM. The GA trajectory information will be of a probabilistic nature, with
a level of confidence depending on the time horizon of the prediction, the path flown prior to the
estimation, and the type of flight. Suitable levels of confidence are for example expected for aircraft
flying for a longer period of time in a given direction towards a known destination. By automatically
estimating GA trajectories SESAR’s idea of Business Trajectories and the GA community’s wish to
fly freely are combined. The system’s output is a continually updated estimation of future GA
trajectories which can be shared via SWIM with other airspace users and ATM.
FASVIG would explore the potential for better integrating deconfliction tools into GA flight planning.

A.3.7 Infringement Risk Warning Tool
Experienced VFR pilots plan their routes to avoid areas where a failure or error might lead to an
airspace infringement. Planning tools could include an algorithm to identify and warn about routes
which have a high risk of infringement in such circumstances.
FASVIG would engage with the community involved in VFR navigation and airspace safety to
identify and progress options.
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A.3.8 Modernise UK RTF
UK RTF procedures for VFR aircraft are cumbersome. For example the requirement in CAP413 for
the transmission of point of departure and destination when requesting any ATC service is
irrelevant and contrary to the procedures published in the UKAIP. However, the CAP413 procedure
is enforced rigorously by many ATC units causing congestion and reducing the availability of
services.
Efficient access to airspace for VFR aircraft requires RTF procedures that are short and simple such
that they can be used effectively and confidently by the private pilot. Reduced flying rates caused
by increased costs are reducing skills and recent practice increasing the importance of these
characteristics. Simplified and improved UK RTF procedures need to be developed and effective
refresher training provided to maintain adequate RTF skills which in turn will lead to improved
safety.
FASVIG would review RTF procedures and VFR pilot skills and propose improvements to enhance
efficiency and safety.

A.3.9 Standardise UK FIS
Within UK FIS the term Basic Service (BS) is widely misunderstood by UK VFR pilots and not
understood at all by all non-UK pilots. Whilst we are given to understand that the UK BS complies
with the ICAO definition for a Flight Information Service the UK-only title is often mistaken for a
service in which some form of surveillance is available. This causes confusion within the UK FIR and
beyond when UK pilots use UK-specific terminology. It is cited in the UKAB AIRPROX Magazine 2014
on page 45; ”a misunderstanding of the ATSOCAS regulations seemed to be a common feature of
many AIRPROX”.
This could be resolved at a stroke by renaming ATSOCAS to adopt ICAO nomenclature. CAP 774
should provide for services using standard ICAO service names at least in this regard.
FASVIG would seek support for a change in title from BS to FIS, propose an amendment to CAP
774 and develop options to improve understanding.

A.3.10 Common UK TA
The present variable UK TA is opaque and is widely misunderstood by VFR pilots. A common high
TA should enable release of CAS at lower level. FASVIG supports a common TA.
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A.3.11 Provision of Real-time In-Flight Weather Data
Loss of control following inadvertent entry into IMC is a significant cause of fatal accidents to UK
aircraft. As technology advances it should become economically viable to provide real-time
weather data to the suitably equipped pilot in-flight in the cockpit. In-flight weather data has been
available to pilots in the USA for a number of years through the U.S. ADS-B system.
Whether it be via satellite or 3G/4G/5G mobile technology, the provision of real-time weather data
to pilots in UK airspace should be accepted as a viable and desired safety enhancement.
Encountering unexpected bad weather enroute is a factor that affects VFR pilot's use of airspace
and can be a major factor in some aircraft accidents. Mitigating these situations by providing
advanced warning of bad weather is a valuable safety enhancement.
As well as weather, the same communications system could also facilitate the provision of other
vital real-time information.
This aligns with the proposed Aircraft Access to SWIM (AAtS).
FASVIG would develop proposals to align VFR safety data availability with the proposed Aircraft
Access to SWIM (AAtS)

A.3.12 Extend Use of Listening Squawks
The adoption of ‘Listening’ Squawk codes as a means by which pilots can indicate to radar
controllers they are listening on a given radio frequency has proven to be very effective. It provides
a useful service enhancement giving radar controllers an indication of which ATC Unit to liaise with
if they have a need to communicate with the pilot concerned. It also aids pilots on ‘busy radio days’
when they may not be able to ‘get in’ to speak with a LARS controller but can, by setting the
listening squawk, indicate to the controller that they are on frequency.
The London Information listening Squawk offers wide UK coverage. But listening squawks are not
available for all LARS units in the UK. It would be beneficial if the use of listening squawks was
extended to all areas with LARS coverage, with squawk codes for each LARS unit.
FASVIG would propose extending the use of listening squawks to all radar equipped ATC Units.
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Appendix B
AOPA UK

Participating Organisations

Aircraft Owners and Pilots Association UK
Ascent Flight Training
Blackpool Airport

BBAC

British Balloon and Airship Club

BGA

British Gliding Association

BHA

British Helicopter Association

BHPA

British Hang Gliding and Paragliding Association
Birmingham Airport Limited

BMAA

British Microlight Aircraft Association

CAA

Civil Aviation Authority
Cambridge International Airport

CHIRP

UK Confidential Human Factors Incident Reporting
Programme for aviation
Damyns Hall Airfield
easyJet
Flyer Magazine
Light Aviation Magazine

GAA

General Aviation Alliance

LAA

Light Aircraft Association
Leeds Bradford International Airport
Light Airlines

MOD

Ministry of Defence

NATS

National Air Traffic Services
Pilot Magazine
PPL/IR
Shoreham Airport
Stapleford Flight Centre
UK Airprox Board
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