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The four segments are joined laterally to allow for the safe climb and descent of HALE RPA between RAF Fairford and the 
transit altitude of FL600+.  The proposed airspace is adjacent to several controlled airspace structures and ATS routes and 
consequential impacts on other airspace users has been identified and evaluated.  
The proposed airspace is expected to be activated 2-3 times per week for up to 3 hours per activation. The 3-hour window is 
intended to not only accommodate arrivals and departures but also to ensure that the airspace is active for a sufficient time to 
allow for emergency or contingency scenarios. Activation will be by NOTAM at least 24 hours prior to operations. A Danger 
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Area Crossing Service (DACS) is to be provided.   
The proposed hours of activation will be between 1 hour after sunset and 1 hour prior to sunrise. The sponsor has 
acknowledged the impact that this activation period would have during the winter months and has stated that they will restrict 
activation to a shorter window, no earlier than 2000 UTC and no later than 0530 UTC, for normal operations. However, the 
sponsor wishes to retain the option to utilise the full extent of the activation window to allow for operational flexibility in the event 
of an unforeseen urgent defense requirement.  
This ACP is scaled as a Level M2, a proposed change where the anticipated consequences are either (a) an alteration of civil 
aviation traffic patterns at 7,000 feet or above, or (b) no impact on civil traffic. In this case criterion (a) applies as the proposed 
ACP is not considered likely to alter civil aviation patterns below 7,000 ft.  Environmental impacts that are a direct result of 
military aircraft or military operations (including civil aircraft carrying out military function under contract) are not required to be 
considered or assessed.  However, consequential environmental impacts from other airspace users (i.e., civil aviation) that 
are a result of the proposed change must be assessed.  
There are three airports adjacent to the proposed DAs, London Oxford Airport (Kidlington), Cotswold Airport (Kemble), and 
Gloucestershire Airport. There are also several smaller airfields utilised for GA flying and several gliding, hang-gliding, and 
microlight sites (see Figure 3 above).  The sponsor has indicated that the airspace in the region can be busy during the daytime 
however, at night when the proposed DAs are to be activated, aviation activity outside of controlled airspace is stated to be 
‘close to zero’.   The sponsor has supported this rationale by observation of ADS-B data, impact analysis simulation 
(presented in stage 3) and stakeholder feedback.  In conclusion, the sponsor assessed that impacts to Class G airspace and 
General Aviation should be minimal with the provision of a Danger Area Crossing Service (DACS). 
 
For Level M2 ACPs, the sponsor is only required to assess carbon dioxide (CO2) emissions associated with the 
consequential changes on civil aviation patterns (CAP1616 v4 paragraph B12).  A quantitative assessment of CO2 emissions 
was undertaken by the sponsor at Stage 2 and subsequently amended in response to CAA feedback at that stage.  The final 
details of the CO2 assessment are provided in response to Q.8 below. 
 
There is no requirement for sponsors to assess noise or other environmental impacts for Level M2 ACPs. 
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 The Environment Impact Assessment in respect of this ACP was undertaken by NATS Analytics in September 2023.  The 
assessment was based on a number of key assumptions and modelled scenarios to evaluate impacts to civil traffic,  
using representative traffic samples provided by NATS Analytics.   
 
Traffic sampling confirmed that no impacts are expected below 7,000 feet as a consequence of the proposed final design option. 
This conclusion has been confirmed through stakeholder engagement and the categorisation of this ACP as a Level M2 change 
can therefore be validated.  While impacts to civil traffic patterns below 7,000 feet are evaluated as being highly unlikely, the 
Sponsor has incorporated impact mitigation measures including, NOTAMs when proposed airspace would be active, activation 
during periods of low traffic density, and the utilisation of a DACS. 
 
The final Design Option was designed to avoid heavily used routes as far as possible and the worst-case scenario for fuel burn 
and CO2 emissions (where no DACS is utilised) is presented in Annex A of the Stage 4B – Final Submission document.  The 
traffic sample used for the simulation was taken from the 2303 AIRAC (EUROCONTROL) covering the period 23/03/2023 to 
19/04/2023. This AIRAC was chosen to give an up-to-date baseline set of traffic that was not significantly impacted by the 
Covid-19 pandemic and included the West Airspace Implementation. A total of 6 sample days were selected to represent the 
winter and summer schedules (3 days in the winter period and 3 in the summer period).  The dates were selected to give a good 
overall representation of traffic, taking into account day of the week, traffic count and city pair flows. The traffic sample was 
defined as any flight whose simulated trajectory changed due to activation of the Danger Area.  
 
Due to the proximity of the Danger Area to the southern edge of the UK FIR (London FIR), some flights need to change their UK 
entry/exit point between the Baseline and Scenario simulations in order to produce a valid flight plan. Therefore, a Simulation 
Region was created for the study, matching the UK FIR on the Atlantic boundary but expanding across European airspace. This 
fixed the Oceanic UK FIR entry/exit point for any transatlantic flights, ensuring that the North Atlantic Tracks were utilised in a 
realistic manner. See Figure A-2: Example Trajectory. 
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Baseline (red) 
Scenario (green) 
 
In this scenario the flight route length was calculated to increase by 
77 nm with resultant increase in fuel burn and CO2e emissions. 
 
To assess the environmental impact of the ACP, the track distance 
flown within the UK FIR (NM) was taken from the Baseline and 
Scenario models and used to calculate the change in distance flown. 
The fuel burn at cruise by aircraft type was then taken from the BADA 
4.2 PTF tables and used to calculate the fuel burn change based on 
the change in distance flown. The figures (A-3 and A-4) below show 
baseline trajectories compared to the simulated trajectories of traffic 
routed around the activated Danger Areas. 
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The flights modelled were used to represent a typical 3-hour long activation segment of the Danger Area. Based on a maximum 
of 9 hours of activation per week, this was scaled up to represent a maximum annual impact of 468 activation hours per year. 
The average route length, fuel burn and carbon dioxide equivalent (CO2e) emissions per impacted flight per hour were 
calculated for the winter schedule (between 17:00 and 07:00 UTC) and summer schedule (between 21:00 and 05:00 UTC) and 
the results used to calculate the annualised minimum impact (best case scenario) and annualised maximum impact (worst case 
scenario) in terms of fuel burn and CO2e emissions for years 2024 – 2033.  Overall, an average of 15 flights are impacted per 
typical 3-hour long activation segment. Based on a minimum of 2 activations per week, this equates to a minimum of 1,560 
flights impacted per year, and for the maximum of 3 activations per week, an estimated maximum of 2,340 flights 
impacted per year (based on 2023 traffic data). The weighted average fuel burn per flight of 32,999 kg in the baseline and 
33,299 kg in the simulated scenario for the whole flight trajectory was applied to the annual impacted traffic to obtain the total 
fuel burn (in tonnes) for each scenario. 
 
The traffic forecasts were calculated using the NATS (March 2023) Base Case Forecast to estimate the maximum annual 
impacts from 2024 to 2033 (10 years post implementation) and assuming a steady growth rate of 0.7% for 2029 onwards. 
 
The cumulative fuel burn and CO2 emissions were determined for the aircraft that were simulated to be impacted along their 
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normal route and the delta value calculated by reference to the baseline fuel burn and CO2 emission values for the 10-year 
forecast period.  The table below provides the delta from the baseline fuel burn (Tonnes) and the predicted increase in fuel cost, 
based on the worst-case scenario. 

  
 
According to the calculations, the estimated increase in cumulative annual fuel 
cost in a worst-case scenario equates to an average of ~ £178 in fuel cost per 
impacted flight, this amounts to an increase in fuel costs for civil aviation of 
£4.63m over the 10-year forecast period (2024-2033). 
 
The jet fuel price used to derive these costs was derived from the IATA jet fuel price of 
£590.45/tonne as updated on 17/07/2023. 
 
Using the Defra TAG Greenhouse Gas Workbook, the sponsor has calculated that the 
Net Present Value of carbon dioxide equivalent emissions of proposal is 
calculated as - £2,339,003. The negative value reflects a net cost, i.e., an increase in 
CO2e emissions. 

 
The simulation, modelling and calculation methodologies used to conduct the environmental impact assessment are considered 
robust and representative of the worst-case scenario. 
 
UPDATE 05/02/2024: The late change to the upper limit of segments C and D from FL500 to FL660 has the potential to change 
the outputs to the environmental impact assessment, specifically if the change in volume of segregated airspace impacted more 
civil traffic movements.  The sponsor formally requested feedback from NATS on whether the assumptions that were made in 
the environmental impact assessment at Stage 3 would be the same based on the amended airspace.  NATS confirmed that the 
NATS Analytical model was built using the dimensions of the TDA to FL500 with an additional 2,000 ft buffer above and below to 
account for the CAA SUA buffer policy.  NATS confirmed that there were no aircraft identified above FL500 in the traffic sample 
used to inform the model outputs. Regarding the duration of activation, the change sponsor states that the flight profile of the 
platform is not anticipated to change, and there would be no change to the duration of activation prior to releasing the airspace.  
 
NATS cautioned that while current usage indicates that there would no impacts associated with raising the upper level of the 
airspace, this did not take account of future “new entrant” civilian traffic which may operate from FL500 to FL660. The definition 
of “new entrant “was not specified.  Whilst this may have an impact on the number of flights consequentially impacted by the 
proposed (amended) ACP over the 10-year forecast period, it would be difficult for the change sponsor to predict the type and 
frequency of those flights at this stage.  Pragmatically, the number of ‘new entrant traffic’ is likely to be comparatively small with 






















