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ATC Information
This information is designed to be read in conjunction with the procedures and charts to be found at the Vatsim UK website - in the London FIR....London ACC sections, together with the AIS charts for Stansted to be found at http://www.ais.org.uk/aes/pubs/aip/html/aipad2.htm
You will find that you have to register to use the AIS site - but it seemed painless enough to me.
You may also like to be running ASRC with the appropriate sector file either offline or as an observer to visualise some of the concepts to be discussed.

If you are reading this document you are probably looking forward to trying one of the ATC positions in the Stansted area.  First off you’ll need to bear in mind the Vatsim Restricted Ratings system, and what this allows you to control.  As a Student (STU) grade you are able to control Stansted Ground and Tower (and delivery if opened), whilst as a Senior Student (STU+) you can also control Stansted Director (the approach position).  The intermediate approach position of Essex Radar, which also deals with traffic for London Luton is nominally a STU+ position, but can easily become busy enough to daunt most STU+ controllers.  It is therefore advisable that you only log on to this position if you are very well versed in its procedures and have demonstrated them during reasonable traffic levels.   It may happen that the position is formally upgraded to CTR level if the traffic levels demand it.

Let’s take each position in turn and see what it entails, paying special attention to Stansted’s own peculiarities.  Don’t forget – the highest rated position must also be willing to cover the role of the positions below them if they are not online.  Hence Essex Radar could be doing full vectoring, tower and ground duties.
Stansted Ground (EGSS_V_GND)
Log in as EGSS_V_GND, on frequency 121.72 with Ground sector file
Suggest ATIS:
80.249.98.88/egss_v_gnd (use IP of choice)

Stansted Ground Runway 23 in use, report ALPHA


Info at www.vatsim-uk.org


If you are not able to use voice at this stage, then put No voice in your ATIS.  Note that you do not need to put the latest METAR or ILS frequencies in your  ATIS – keep it short and simple so pilots don’t have to wait ages to read it, and keep the Roger Wilco bit at the top so that they can switch over quickly.

I like to put the phonetic alphabet identifier in, it often shows you which pilots have actually bothered to read the ATIS.

As the delivery position is rarely open in real life, the Ground controller will be giving all the clearances, so you will most likely get aircraft calling you up pretty soon after they appear on screen.  If they just give a callsign, ask them to pass their message.  If they ask for a radio check, your reply should say:
BAW759, readability 5 (1-5 as appropriate), you may wish to inform them if it is distorted but otherwise strong enough.

At this stage, you would be well advised to use ASRC’s F9 command to insert a “v, t or an r” to indicate the transmission capabilities of the pilot.

I recommend using the ATCA program by Ian Muir which is available for download from www.hawarden.org.uk, and is invaluable for squawk codes, callsigns, airports, and SID information.  Note that the Radar client, ASRC has an automatic squawk code assignment, based on the POF file which is available from the Vatsim UK website.  It is also possible to assign squawk codes generated by ATCA using ASRC – see the ASRC manual, although I tend to just tell the pilot the ATCA squawk and then check they set it correctly.  One other trick I use is to try and look at the flightplan before they call up and get what information you can out of it ready before they call.  Keep all clearances short and simple especially if they look like experienced pilots (you can usually tell by the plan and how it looks).

For example:  BAW759, Cleared to Amsterdam, CLN8R departure, squawk 7320.

You must always have a clearance limit; in this case it is the destination Amsterdam, because they will be in controlled airspace throughout the flight.  But if the flight is to leave controlled airspace then that is the clearance limit, because obviously they must get further clearance from another ATC unit to re-enter controlled airspace further in the flight.  If they have the wrong SID/route in their plan, you can correct this, using the features in ASRC.  If they obviously have no idea about SIDs and what one is then you can still issue them with the SID in the clearance, but tell them that they will receive vectors to help them fly the approximate route.  Don’t forget to inform Tower that they will require vectors.  At this point use ASRC’s F8 function to insert the initial SID altitude into the datablock.  You will have to be tracking the aircraft to do this.  Our convention is to use a Flight Level for this even if the aircraft will be flying on local pressure setting at the initial level.  Hence 030 for 3000 ft.  This makes it easier on the TMA and upper airspace controllers who are used to using Flight Levels for their temporary altitudes.
You should always make sure that the after departure instructions are received before they are handed to tower when conducting circuits.   For IFR circuits, the pilot can be cleared on the BKY SID, or alternatively straight ahead to 3000’ on runway heading.  Either way they need to know what they are to do after take-off.  So for example:

“Cleared via a BKY4R departure - BKY clearance limit, further by radar - climb altitude 3000ft sq 0201”  or initial heading 360 degrees, further by radar.
Always let Tower know the arrangements for anything that isn’t a standard SID departure.

Readbacks are required, which you should correct if they get it wrong, and then they can be cleared for push and start, with temperature and QNH.
“BAW759, readback correct, push and start approved, temperature xxC, QNH xxxxMb”

I always like to give the QNH at this stage, as you get into a routine which makes it less likely to forget things – make sure you develop a pattern that you are comfortable with.
Push back at Stansted is into the centre of the apron in most cases, and rarely causes conflicts – but be aware of any possible and warn pilots if required.  At this stage you should be looking for the most expeditious taxi route to the holding point.  Obviously taxi to Runway 23 is not far, with 05 being a lot longer.  On Runway 23, look for conflicts with aircraft leaving the aprons, and others taxiing back up taxiways Hotel and Juliet.   Don’t be afraid to get one to wait for another, or hold short of the aprons.  On Runway 05 operations, you may find aircraft vacating at Hotel Juliet onto Hotel, so don’t try and send lots of aircraft down Hotel to the holds for 05.  Send them down Juliet and then HA onto Hotel near the Diamond Hangar.  In that way you don’t get caught with any head-to-heads and red faces.

There is no requirement to get all aircraft lining up at the same hold.  In fact some small aircraft may not require the full length of the runway, and be able to depart from Hotel Alpha from Runway 05.  However in the main, you should use Hotel and Hotel 5 for Runway 05, and Romeo 1 and Sierra 1 for Runway 23.   In this way you can give the tower controller more leeway with his departures, especially if it is busy and they are trying to get as many off the ground as quickly as possible.  See the tower section.  When you handoff to the tower controller, on Vatsim we make them actually contact the tower.  In the real world they are told to monitor the tower, but for better operations on Vatsim it is advantageous to actually get them to contact Tower once at the holding point.  However if you and the tower controller are agreeable you may try the monitor tower option once you can be sure that no conflicts exist in the remainder of the taxi route, the aircraft is clear as to where he should hold and who behind, and the blip is correctly showing a v, t or r to indicate his transmission status.  If the visibility is very poor then the CAT II/III holds at R3/S3 and H6 will be in use.  This allows for greater protection of the runway sterile area, and less infringement of the ILS beam which landing aircraft will be heavily reliant upon.
Arrivals will call you once they are vacated from the runway.  Again bear in mind outbound flow when giving a taxi route – if they are not familiar or do not have charts you will have to help them out as best you can, but if it is quiet a simple “taxi to stand of choice” suffices.  Remember that Tower owns the runway, so if you have cause to taxi an aircraft across the runway, you must transfer them to tower for the crossing, and then have them handed back to you.  This is most likely to occur with larger aircraft going to/from the old west side of the airport.

Stansted Tower (EGSS_V_TWR)
Log in as EGSS_V_TWR on frequency 123.80 with Tower sector file
Suggest ATIS:
80.249.98.88/egss_v_twr (use IP of choice)


Stansted Tower Runway 05 in use


Procedures at www.vatsim-uk.org

I would omit the phonetic identifier unless you are doing Ground duties as well as tower - there is no need for a report of this kind at a critical stage in the flight, or when they are ready at the hold.
We’ll start with inbounds as this is the easiest part of Stansted Tower.  Hopefully you will get the handoff from the approach controller at 6-10 miles with the aircraft established on the ILS.   (VFR traffic will be handed to you with the field in sight or positioning in the circuit.)  You should expect that standard speed control of 160 knots until 4 DME has been applied, unless it is very quiet, and therefore should not ask for any speed changes unless absolutely necessary.  If you find that a gap has shrunk to below the minimum levels listed in the Vatsim training manuals then you may ask an aircraft to slow to minimum approach speed, but ONLY if it will not compromise any following aircraft, and you should inform the approach controller that you have done this so they can adjust accordingly.  If speed control is not the solution then you must send the trailing aircraft around.  Hopefully you will have good spacing on the ILS, and you only need to worry about aircraft occupying the runways.  There is no need to ask pilots to report at 4DME which seems to be a common misconception – just keep your eye on them, and issue the landing clearance when able.  At Stansted there are high speed taxiways so pilots should vacate promptly, but always issue an “Expect late landing clearance” in plenty of time so that pilots don’t go around of their own accord.  Give a wind check to pilots who are in this situation so that they are aware of the winds before you clear them to land at perhaps 300 feet above the ground!  In the event of a go-around, be clear with your commands, and if they initiate one, acknowledge them but don’t overload them with information at a critical stage.  Know the missed approach procedures, and inform pilots to follow them.  If they are unsure, use commonsense, either tell them to climb straight ahead to 3000’ or give them an approximate heading.  Always inform your approach controller of what the pilot is doing.

At Stansted, most aircraft will be vacating to the East of the runway for the terminal.  Be aware that some traffic will be for the GA side of the airport though.  I like to issue a vacate left or right and report clear, when it is busy so you get positive confirmation of runway availability, because unlike in the real world we have no tower windows.  It is good practice to issue this command once the aircraft has landed, to avoid information overload at a critical time.  Once they are clear of the runway, prioritize yourself.  If you need to issue a late landing clearance do so immediately, then go back and transfer the first aircraft to the ground frequency.  Knowing who needs the instruction first comes with experience, and getting down to a busy airfield and having a listen is recommended too.
Departures should be handed off to you at the holds, and the aircraft will call you.  Remember the rules for separation as found in the training manuals at the Vatsim-UK site.  You might like to try some tactical planning if you can, such as not sending a Saab 340 after a B747 on the same SID, because you will have to wait three minutes for vortex separation.  If you have departures at different holding points it is possible to mix them up to be as economical as possible.  For example, a 747 at R1 on a DVR, two 737s on BUZAD and CPT SID’s at R1 and S1, and a Saab 340 on a CPT behind the 737 at S1.  I would send the 737 on the CPT first, then the 747 on the DVR 1 minute behind.  You then need two minutes for the lower class 737 on the BUZAD, and a further two minutes for the SAAB on the CPT.  So that’s 5 minutes between the first and last departure.  Any other combination would not give a shorter time interval.  Of course you are more than likely to have arrivals as well, so your vortex separation will probably be taken up by the arrival, although don’t forget that a touch and go or a very low go-around will require separation to be applied too.  The handoffs are as follows:  CPT, BUZAD and BKY departures together with IFR circuits go to Stansted Director 126.95 (EGSS_V_APP), or Essex Radar on 120.62 (ESSEX_APP) is there is no director.  In the absence of either of these positions look for LON_NW_CTR then EGTT_S_CTR.  All other SIDs handoff to LON_NE_CTR on 118.82 (London Control) - or in their absence LON_NW_CTR on 119.77.  If neither of these TMA controllers is available, then EGTT_S_CTR on 127.10 will take departures. If no upper airspace controllers are online but one of the approach positions is, then they will accept the handoff.  As previously mentioned, LON_NE_CTR is the usual TMA position for handing off CLN, DVR, LYD and LAM departures.  However this position is only opened after LON_NW, and LON_SW_CTR positions so you may find that they are not available on regular evenings.  In these instances, LON_NW_CTR will always be the preferential controller for handoffs.

There are some rules on notification of departures to the TMA controllers.  Most SID’s from Stansted operate under a free-flow basis – in other words they enter the TMA without any release being required.  (In the real world they also have to comply with a slot time, but we have no equivalent on Vatsim – thankfully!!)  However there are a few situations when your duties as Tower controller involve coordination with your TMA controller.  This is in essence just what would be happening at Stansted Tower every day.  The tower controller will pick up his dedicated phone line to the Support controller working alongside the radar controller at West Drayton; inform them of an impending departure on a certain route, and obtain a release for that aircraft.  You will work a similar system using the chat boxes in ASRC.  In the future it may well be possible to actually talk to the TMA controllers using the advanced features of ASRC, and the new integrated voice client – AVC.
So, which departures require this special treatment??

Departures that route via DET (LYD, DVR and EGKK flights), should be coordinated with LON_NE_CTR (or the controller covering the TMA).  This is best achieved by chat message in the following form:  RYR749 DVR.  In other words, the callsign and the SID are included.  TMA will then say released or indicate they are happy, or they will perhaps give you some condition, stopping the climb at 4000 feet for example.  If this is the case, then you must inform the aircraft of the amended clearance and get a readback before takeoff.  Therefore plan when to ask TMA for a release, bearing in mind they may be busy and cannot reply straight away.  There is usually a five minute period (or slot) for the release to be effective.  You may ask for two releases at once, although TMA may put a time delay on the second aircraft if it will be following the same route.  When voice communications are possible between controllers, then you should wait for the controller to acknowledge the sound which is generated by ASRC when you initiate G/G communications, before identifying yourself and asking for the release as above.  
Release is also required for LAM departures which will only be those aircraft transitting to Heathrow.  Depending on the traffic in the area, and whether the aircraft wished to climb to Minimum Stack Level or otherwise, will affect how the LON_NE controller wishes to deal with your release request.  They may well coordinate with Heathrow Director, and you could be required to handoff straight to them without going via TMA at all.  However this decision must be made by the TMA controller, not between yourself and Heathrow unless there are no controllers available except Heathrow Director.

You learn to be a good judge of the gaps available between landing aircraft, so you can fit a departure in between.  Make good use of conditional line-up clearances.  i.e. “After the departing Go 737, line up and wait Runway 23”, or “After the landing company 747 short finals, line up and wait Runway 05”.  This allows you to get the traffic in position ready to go once the arrival has vacated or the previous has departed.  Remember though that if you get them to line up after a departure you must allow the separation time as well.  It looks a bit silly while you are waiting for the two minutes to pass, with one inbound at three miles!!  Finally there is no requirement to have pilots reporting airborne.  Use the Mode C readout on the radar screen to confirm that they have a positive rate of climb.
VFR traffic as stated earlier will generally be handed over to you once they are in sight of the field, possibly following one of the SFVR routes as depicted on the CTA/CTR chart.  It is possible that the approach controller has advised the aircraft to join the circuit, and they should advise you of this.  IFR aircraft have priority (unless there is an emergency), so you should be prepared to use tactical orbiting or extension of the downwind leg as appropriate until it is safe to allow a turn to base and then final.  Obviously don’t extend the downwind leg too far otherwise you will have a Cessna on final at 8 miles causing a delay to IFR traffic.  The Controllers guide to VFR is an excellent consideration of operations at Stansted which you should also read.  Remember that separation is the pilots responsibility, so they must keep clear of other VFR traffic in the circuit.  Once you clear the pilot to turn base, and then final, you should advise them of the type of aircraft they are following and the recommended separation – however it is their responsibility to maintain this and not turn to final too close behind a 747!  
On occasion you may be asked by Stansted Director to check departures on certain SIDs, for example those turning right after departure from Runway 05.  This is due to traffic under Director’s control that may conflict with the SID route.  It is obviously easier to deconflict by keeping the departure on the ground.  Director will advise when the departures can recommence.  He may also impose an initial climb limit on SIDs, such as 3000’ for similar reasons – although this will be arranged for an individual departure.  You will then be asking for a release on all departures affected, and from Stansted Director.  They will advise of any change from the normal SID routing, a slot time if required (not likely on Vatsim), and the frequency to whom control should be passed after departure.
Stansted Director (EGSS_V_APP)
Log in as EGSS_V_APP, on frequency 126.95 with Essex Radar sector file
Suggested ATIS:
80.249.98.88/egss_v_app (use IP of choice)


Stansted Director Information SIERRA Runway 23 






(110.50, OBS 226)


Report Aircraft Type and SIERRA on first contact

This is my recommended ATIS for use when Stansted Director is online whether Essex is or not.  Although Essex may ask some aircraft to report their callsign only to you, after prior coordination of course, when you are on your own, you will be wanting them to report that they have read the ATIS and you have the aircraft type for spacing requirements.

Let’s assume that Essex Radar is online, and is in coordination with you via chat or some other means.  It is their responsibility to get a stream of inbounds off the two holds at LOREL and ABBOT, clear of conflict and arranged in a logical order for you to perform the final vectoring.   Obviously with the holds being to the north of Stansted, you are going to have more vectoring for Runway 05 operations than for Runway 23.  On the other hand, you will be able to handoff departures to TMA sooner from Runway 05.

Runway 23 in use:
This is the preferred runway configuration for Stansted, and you should be aware that departures via BKY have an initial cleared altitude of 3000’ only.  Aircraft should contact you in the initial SID turn, unless special arrangements have been made with TWR for pilots unable to follow the SID.  In that case you would be offering vectoring to follow the approximate SID route, but in most cases your aircraft will be able to follow the SID themselves.  In both cases however, they must not climb above 3000’ unless you clear them to.  You have to take into account a number of things before you allow the further climb.  Firstly, is there other traffic inbound to Stansted near BKY that has been descended early on the downwind leg for Runway 23. This is the least likely option.  Secondly, are there any Luton arrivals joining the Runway 26 ILS that may come into conflict. Finally, are there any aircraft arriving on the LOREL STAR?  As in the real world, aircraft are cleared to a maximum of FL070 or FL080 dependant on whether the QNH is above or below the standard 1013Mb, based on the Heathrow QNH.   This level is known as Minimum Stack Level (MSL).  Thankfully the real world procedures offer us the perfect solution.  The TMA controller and Essex Radar are not able to use this Minimum Stack Level in the BKY/LOREL area – it is allocated to you!  Therefore any arrivals will not be cleared lower than MSL+1000ft.  It is also required that Essex Radar coordinate any Luton arrivals passing west across the line on the RMA diagram below known as the XY line.  This gives you a reminder of impending Luton traffic crossing the SID track.  Thus once you can be sure of avoiding any Luton traffic, you can issue a climb to the MSL.  The aircraft must not climb above 3000’ until north of the northern edge of Airway R123 – this is shown on the diagram in the Essex Radar section, and on the sector file.  The final thing to note is that the aircraft should reach MSL before the eastern edge of Airway B4 (also on the diagram and sector file).  Once cleared to the MSL and sure to reach it before the edge of B4, you can handoff without coordination to LON_NW_CTR  TMA controller.  Practice as ever, is the best way to see what can and cannot be achieved with departures – it is a much underrated position, because of working this traffic.
Hopefully your departures are behaving themselves – so let’s tackle the inbounds.  Once your Essex Radar controller has decided that the aircraft is free of conflict then they will hand them onto you.  This should usually be as they turn onto downwind leg for Runway 23 (from the west), or as they are near ABBOT (from the east).  Generally aircraft will be cleared to 4000’ at this time depending on traffic conditions.  They may have been given a heading to report to you by Essex, or Essex may coordinate a heading and level.  The aircraft may then appear on your frequency and just report themselves as BAW559 – in other words callsign only.  This is pretty standard practice in the real world – but remember those controllers are coordinating everything and you should be doing the same with Essex.  So let’s look at what we have to do to get the aircraft on the ILS.  As already indicated the aircraft will probably be under speed control (220 kts) and cleared down to 4000’.   You only have a small amount of airspace to play with at Stansted – see the CTR/CTZ, Radar Vectoring area charts and the Stansted Radar Manoeuvring Area (RMA) diagram below.
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There is only 7NM from ABBOT to the centreline on a 270 degree heading, so you need to be aware of planning the intercept turn – and descending the aircraft to 3000’ or 2000’.  Slow them to 180 knots – it will buy you some time, and they’ll need to get the speed off for the intercept.  Remember you cannot descend to 3000’ outside the CTA as shown on the Essex Radar sector file and above on the RMA.  Once inside it however you can descend to 2000’.  If it is really busy you may find that Essex has put the aircraft on a north or north-western heading off ABBOT to give you extra space.  The intercept heading is nominally 255 degrees, but don’t be afraid to use 250 or 260 to achieve spacing on the ILS.  If you find you have to take an aircraft through the localiser make certain to tell them of this so they aren’t surprised as the needle centres abruptly.  This is probably the tightest area when on Runway 23 ops, so be prepared for a few mistakes at first.  
Coming off BKY or LOREL (if they hold) you will generally take the handoffs on anything between 050 and 070 degrees.  I have found that aircraft often seem to descend slowly, so ask them to expedite if you want them down faster.  You’ll need to be sure where they might fit in with arrivals from ABBOT, so spot the gaps.  If Essex is handing them off to you all bunched up then they are not doing their job correctly so have a word in their ear and tell them to put some in the hold.  Don’t forget the minimum spacing for the different types of aircraft – when it is busy you can really achieve a good rate of arrivals by packing the aircraft in at these minimums – obviously if tower has lots of departures they will want some gaps as well!!  But don’t worry about getting the “string of pearls” effect – it is notoriously difficult to achieve on Vatsim because of the more variable standard of pilots and the aircraft available.  A useful guide to achieving separation and spacing is to be found on the Vatsim UK site, under the London Heathrow pages of the London ACC.  A good time to bring their speed back to 180 knots is just before or during the turn to base leg – but be flexible if you need to create more space.  Remember – create separation by using altitude, speed and lateral (heading) changes – don’t just rely on one method.  What you want to avoid are situations where aircraft are heading towards each other at the same altitude, so try and build in some leeway in case you lose connection or you can’t get a word in on frequency!  If you can get the hang of this then you should be able to sort out most problems.

Looking at the CTA/CTZ chart shows us that the controlled airspace doesn’t allow too much manoeuvre to the north.  You can descend aircraft to 3000’ as long as they remain inside the marked CTA area on the sector file, but stray outside this to the north and you will have to keep the aircraft at 4000’ because this airspace has a base altitude of 3500’.  This is shown above as the north eastern section of the RMA marked 1 outside the red CTA boundary. Therefore I tend to keep the aircraft at 4000’ until I am sure I can turn them into the Stansted CTA and descend to 2000’.  However the RMA doesn’t extend too far, so you haven’t got all day – remember it may be easier to take them through the localiser to get the height off.  Once an aircraft has been descended into the RMA by Essex Radar it should not be vectored outside it under normal circumstances.
The standard base leg heading is 135 degrees, but vary as required.  The intercept is usually achieved on a heading of 200, but again if required don’t be afraid to change it.  Again you can descend to 2000’ once inside the CTA-1 airspace.  Speed control is usually applied in order to preserve the separation you have created for aircraft on the ILS.  At Stansted this is 160 knots until 4DME – but if they ask for 170 until 5 early enough this can be given.  You can wait for a while before you impose the speed restriction if you want to close a gap; often the real world Stansted Director asks for 160 knots between 4 and 7DME only.  On the flip side, don’t worry if you need to apply speed control before they establish if you need to maintain a gap – this is perfectly acceptable.  If you feel that it is going to be tight between intercepting and then descending on the ILS, you may wish to issue the following instruction when they are on the intercept heading:
“BAW759, descend altitude 2000’, further descent with the ILS”

Thus, they should intercept, and if they are unable to get a radio call in, due to frequency congestion, they will then descend with the glide slope of the ILS.  Usually they report established, and you then clear them for further descent with speed control.  At this point the aircraft can be instructed to call the tower, and that should be your job done for that one!!  Of course if they get sent around or declare a missed approach, they will be returned to you, hopefully following the missed approach procedure.  If unable to do so then tower may instruct them to climb straight ahead on runway heading to 3000’ or give them an initial heading – whatever, they should coordinate with you.  You should be looking to turn them onto a right downwind heading as soon as possible, and integrate them with your other arrivals, so remember to get their speed at 220 knots when you can.  Keeping them at 3000’ is easiest, and you may find that you need Essex to give holds to a couple of aircraft if things are very busy.
Runway 05 in use:
This is the less common, but more exciting arrangement at Stansted, due to the need to vector arrivals down what is essentially a 12 mile cul-de-sac.  It is this arrangement, which is leading some real world controllers to ask what will happen when Stansted gets a second runway.   But let’s look at the departures first.  You will be responsible for BKY, CPT and BUZAD SID’s as before, but the initial altitude in all cases is 5000’.  Your likely conflicts to be resolved before further climb are Luton arrivals leaving ABBOT, and aircraft arriving in the BKY area under the control of Essex Radar.  Real world procedures often see the use of radar headings to ensure a clear route for departures to climb into – but under Vatsim you may get the TMA or EGTT_S controller a bit hot under the collar with this, because they are unlikely to have time to do the necessary coordination with you.  So I tend to stick to the SID routing, and be aware of the rules before issuing climb to the Minimum Stack Level (MSL).  As mentioned above, Essex Radar should indicate all Luton arrivals crossing the XY line westbound, therefore you should take note of these and avoid issuing climb instructions that could cause a conflict.  Secondly climb above 5000ft is not permitted until the aircraft is west of the XY line which occurs at BKY if the aircraft is following the SID correctly.  With coordination from Essex, you may be able to get their permission to climb above 5000’ prior to the XY line – but this will be dependant on the traffic situation.  Again handoff is to LON_NW_CTR (or EGTT_S_CTR) once clear of conflict, climbing to the MSL to reach that level before the edge of Airway B4.  Radar vectoring should be given to aircraft that do not or cannot fly the SID correctly.

Arrivals will come from Essex Radar at 6000’ in normal circumstances.  Generally from ABBOT you will find the aircraft handed off as they head west across the extended centreline.  You will then be able to turn them downwind, remembering not to descend them below 6000’ until they are clear of the SID tracks.  I recommend always doing this, even with no departures so you get into the habit.    From the BKY area, you will get the handoff with the aircraft on the turn to downwind.    Because you have a lot more track miles to the threshold, you will find that Essex will be providing you with a merged stream of traffic from ABBOT and BKY/LOREL.  So you are only responsible for the spacing and vectoring on the downwind, and base/intercept.  You may find traffic at FL070/080 off BKY coming to you, although this is non-standard and Essex should coordinate with you – it is most likely at this level to keep vertical spacing with traffic from ABBOT – again remember you cannot descend it to 5000’ or below until past the SID routes, but don’t leave it high for long because you’ll run too far downwind.
Now we come to the exciting part of things – the restricted airspace to the southwest.  Looking at chart AD 2-EGSS-4-1, we can see there is little more than 12NM before we run out of Stansted airspace.  Further to the southwest we have LTMA-1 Class A airspace with a base of 2500’; however it is not available for use – you must keep the aircraft within the RMA as shown above.  This is due to the closeness of Luton and London City departures which could be at BPK at 4000’ and 3000’ respectively.  Obviously in the real world there is a much greater chance of conflict here with the vast amount of TMA traffic, but we should strive to be as realistic as possible, and keep our aircraft within the Stansted airspace.  This means we have to be really on the ball, getting aircraft speeds back to 180 knots, and keeping a close eye on altitudes and headings.  I would recommend getting the aircraft down to 3000’ by the time they are between PUCKERIDGE and WARE VRP’s.  

You are more than likely going to have to use 230 or 240 headings on downwind, then 190 or 200 to keep aircraft inside the Stansted RMA near WARE VRP whilst descending to 2000’ and 180kts.  Keep an eye on things – they get tight from here on in.  If you have the aircraft descending to 2000’ at 180 knots, then it is perfectly possible to turn them left to 080 for an intercept, especially if they seem to have a low turn rate.  If they can turn tightly, then you may get a short base leg of 130-150 degrees in as required.  Aim for an intercept at 8 miles and 2000’ – it is safer than trying for 10 miles and 3000’ because that would bring you to the edges of the Stansted RMA, and lateral separation with the EGLC traffic is getting tight.  Once on an intercept heading things should progress in a similar manner to Runway 23.  You can see that it is pretty essential to get your separation spacing worked out whilst aircraft are on downwind, by use of speed control, because your headings and altitudes are more limited than for Runway 23 ops.  In coordination with Essex Radar, you may make use of the airspace to the east of Stansted, but do so only with maximum vigilance and liaison with tower over departures because of the proximity of the CLN, LAM, LYD and DVR SID routes.  You are allowed to “check” or stop these departures if required, or alternatively issue an initial altitude lower than that on the standard SID.
Aircraft which go-around or conduct a touch and go should remain at 3000’, and be fitted in to your inbound stream of arrivals – here is one area where it may be beneficial to use the east side airspace, because there should be no departures around at the time of a go-around, but remember to take into account any VFR traffic in the circuit downwind.

Essex Radar (ESSEX_APP)
Log in as ESSEX_APP on frequency 120.62 with Essex Radar sector file

Suggested ATIS:
80.249.98.88/essex_v_radar (use IP of choice)


ESSEX RADAR Information SIERRA SS 23 GW 26
Report Aircraft Type and SIERRA on first contact

Essex Radar – the intermediate approach controller for both Luton and Stansted airports can be a daunting position because of the need to separate two different traffic flows, as well as deal with VFR traffic wishing to enter or transit close by the controlled airspace.  The procedures for VFR operations and their interaction with IFR traffic are fully covered in the document VFR Guide for Controllers available at the Essex RAM website.

You will not have to deal with departures from either airport unless Stansted Director or Luton Radar is offline.  Your holds are at LOREL to the west, and ABBOT to the east - the minimum level in the holds is FL080, maximum speed 220 knots.  The holds are used for both airports.  Let’s look at procedures for Stansted traffic explicitly, whilst considering possible conflicts with Luton arrivals until you hand them over to Luton Radar.  The RMA diagram will help you understand the principles and is shown on the following page.
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Hopefully you will have the benefit of a TMA or EGTT_S controller, who should hand over the arrivals cleared to no less than Minimum Stack Level (MSL) + 1000ft at ABBOT or BKY.  Note that BKY is the usual clearance whether it is direct or following the STAR, and NOT LOREL.  This is because the routing to LOREL hold is BKY then BUSTA then LOREL – you can see from the charts or on the sector file that this allows a direct entry in the hold, and also gives a little more track mileage which can be vital.  Use the lowest available level in the hold which for Essex is MSL+1000ft.  Remember that Stansted Director is allocated MSL at LOREL. If it’s very busy you should keep TMA informed of the highest vacant level in the hold by keeping the flight strip temporary altitude F8 function updated.  Bear in mind you are looking to get a nice tight holding pattern, so make sure you get the aircraft at no more than 220 knots indicated.  An estimate of holding time – as a rough guide, one circuit is 5 minutes - is nice if you can find time to give it.  When should you be looking to hold – well that is a matter of personal judgement, but you should definitely do so when there is an emergency situation in progress at the airport.  If you have say three arrivals all from one direction, then it is obvious that one should hold whilst you get the others separated for your approach controller – you need to achieve the minimum separation as detailed in the Vatsim UK training guides.  Don’t overload the airspace until you are ready to take the aircraft – it is easier to get them to hold at 1000’ apart (even if they do it badly) than to have two or three aircraft with nowhere to go.

Coming from ABBOT, Stansted arrivals to Runway 23 will need to be cleared down to 4000’ by ABBOT or they will have trouble getting on the ILS.  If it is quiet you should clear them down to 6000’, then 4000’ without them leaving the Stansted RMA.  If they need to hold, TMA will be clearing the aircraft to MSL+1000ft, because Essex Radar is allocated the MSL at ABBOT.  So you can descend to MSL then clear them to 6000’ on the outbound leg, and then 4000’ as they turn inbound.   It is not written in stone that an aircraft need follow the STAR all the way to ABBOT.  Once communication has transferred to you, then heading changes and descent below MSL is allowable.  If the aircraft is coming via DET on the ABBOT1E then it must be north of the northern edge of Airway R123 before heading and descent instructions are issued.   Issue a speed and heading to leave ABBOT (or the vicinity if not on the STAR) to take into account the volume of traffic that Stansted Director has coming from the BKY side, in other words – give them some space to work with.  Luton traffic should remain at FL070 minimum until past ABBOT and not be a factor except if they have to hold.  For Runway 05 operations you have a bit more space, but Luton aircraft will be leaving ABBOT at FL070 minimum.  It is preferable to take the Stansted arrivals to the south of the Luton ones on a heading of 260-280 to merge with those from BKY/LOREL.  Luton traffic should be vectored on a heading of 300, to keep away from the BKY area – more on this later. You should descend to no more than altitude 6000’ to avoid conflict with Stansted SID’s before handing over to Stansted Director.  You may wish to coordinate the exact details of the transfer, and get the aircraft to report callsign only, or use report your heading to Stansted Director.  Whatever you do, make sure your approach controller knows the score!
Now we consider the LOREL arrivals.  As mentioned earlier we only need to take them as far as BKY when it is quiet – or even take them off the STAR and use a radar heading. As with ABBOT there are rules for using headings and descents prior to the release point which is actually LOREL itself.  Basically, do not issue radar heading until east of Airway B4 or north of Airway R123 boundaries depending on the STAR.  Descents can only be made to the MSL and below to the east of the XY line shown in the RMA diagram and on the sector file.  If the aircraft remains on the STAR to BKY then it should be obvious that descent below MSL+1000ft cannot begin until BKY itself, so you may need a few more track miles to get their height off.

For Runway 23, use 050 – 070 degrees off BKY depending on track miles required, but be aware that 070 will push them closer to the centreline, so they need to be fast in the descent.  065 degrees is a safe bet, at 220 knots and cleared to 4000’ at the lowest.  Hand them over once this is issued and there is no conflict – in this way you will give them time to switch to Stansted Director.   Again don’t flood the airspace with lots of aircraft running into possible conflicts.  If they arrive too close together send one round BKY BUSTA LOREL, especially if they arrive too high/fast for whatever reason.

For Runway 05 operations in quiet times it is possible to descend to 6000’ before BKY and turn them downwind early, handing off to Director at 220 knots, but you must not descend below 6000’ as this is the bottom limit of your RMA in the area marked as Number 2.  You will also have to coordinate this descent with Director as descent below MSL+1000ft west of the XY line is not a standard procedure.  However, when it is busy you will find that MSL+1000ft (FL080 or FL090) at BKY is the norm and you will need to take them east or north-east first before turning them downwind.  This will also enable you to integrate them with arrivals coming from ABBOT.  Don’t forget that Luton arrivals from ABBOT will be coming towards you, so drop the Stansted arrivals to 6000’ and take the Luton ones further north.  The real world procedure often sees a turn from a heading 050-070 degrees right round to 230-240 degrees, slotting in behind/ahead of an arrival from ABBOT.  Don’t forget you can’t descend any lower than 6000’ because of the SID routes on 05 operations.  Hand off to Stansted Director at this point, again with speed 220 knots.

A consideration of how Luton arrivals are routed is now discussed, up until the point where they are handed to Luton Radar if online.  The Stansted RMA with Luton arrival routings is shown on the following page, and should be used in conjunction with the text to envisage the procedures.
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Luton traffic arriving at BKY often routes north then west then south and is handed off to Luton Approach without using the LOREL hold at all, unless it is very busy, therefore you can keep that traffic away to the north of BKY giving you more room to work in the Stansted area.  The usual vectoring plan is to use from 360 to 050 degrees as a heading off BKY, descending to 6000’ on Luton QNH when separated from Stansted traffic.  Speed should be 220-250 knots because what happens next is a course reversal to take the arrival through the Luton Gate.  This is a line running north from LOREL to the boundary of the 4500’ and 5500’ base airspace – the diagram and sector file make this obvious.  So turn the aircraft onto a heading to make good a westerly track – usually 250-270 degrees dependant on the wind direction/strength.  If Runway 26 is in use I would aim for the top of the gate to give Luton Radar more space.  If Runway 08 is in use then the speed can be 250 knots or less. You should then descend the aircraft so that it goes through the gate descending to or at 5000’.  This then lets the aircraft enter Luton’s RMA.  Communication transfer can occur prior to the gate, but transfer of control takes place at the gate.  This enables further instructions to be passed that will be actioned directly the aircraft enters the Luton RMA.  Essex should use an agreed method to let Stansted Director know each time an aircraft routes through the gate and across the XY line, so that Director can plan for his departures.  If Luton traffic is holding at LOREL it is dropped down the stack levels to MSL, before descending on the outbound leg to 6000, and then 5000’ as it turns inbound – it is then handed off to Luton Radar at 220 knots.  This should be coordinated with Luton, as should any arrival not routing through the Luton Gate.
From ABBOT Luton arrivals can be vectored straight onto the ILS if Runway 26 is in use.  Keep the aircraft at MSL until across the Runway 23 centreline at Stansted.  Descent can then be given down to a minimum of 4000’ on Luton QNH.  This should be in coordination with Stansted Director, as it will cross his BUZAD, CPT and BKY SID’s from Runway 23.  The aircraft can be established on the localiser only, and then transferred to Luton Radar (with coordination) for descent with the ILS.  Normally however, the arrival will follow the Luton Gate procedure described above.  This is best achieved by taking the aircraft north-west from ABBOT on say 300-330 degrees before turning to a westerly track.  It should also remain at MSL until ABBOT is passed, and then not descended below 6000’ on Luton QNH until across the Stansted Runway centreline.  This should ensure that it does not conflict with Stansted arrivals from ABBOT or BKY/LOREL.  Once on a westerly track, descent to 5000’ and speed reduction to 220 (250 if Runway 08) knots can occur.

In all situations where the Luton Gate is used for arrivals, a silent handoff can occur – in other words no coordination between Essex and Luton Radar is required.  This standard agreement enables things to run smoothly during high traffic periods, and as such I recommend its use.  Aircraft should be instructed to contact Luton Radar (not Approach) on 129.55, and report heading.  If the aircraft is not at 220 knots (250 for Runway 08) then it should also be instructed to report its speed on handoff.  Finally the minimum ‘in trail’ separation between arrivals through the Luton Gate should be 6 miles.
Some consideration of tactical planning is useful if you have any spare brain capacity.  Try and have an idea of a sequence you want to set up as the arrivals check in with you.  It is not going to be easy to work out exactly where traffic at BKY will fit in with traffic at ABBOT, but have a rough idea of who is going to be where in the next 5 minutes.  Keep some paper handy to jot down cleared levels if you have lots of holding – that way you don’t descend one into another or take the aircraft at FL090 in front of the one at FL080.  Tactical use of FL070 can also be made if that level is available – subject to the QNH and the aircraft being east of the XY line. This allows you a little more space when bringing an aircraft out of the hold, which might be very handy during a busy fly-in.  Most importantly in a holding situation – always use the ASRC F8 function to assign the temporary level as aircraft enter and descend in the hold.  This enables TMA to work out the next free level available and descend their traffic accordingly.
Another useful dodge employed by real world controllers is to “snatch” aircraft out of or just before the holds.  So for example you have two aircraft holding at LOREL, at FL080 and FL090, and one approaching BKY at FL100 which you tell to route BKY BUSTA LOREL for a hold.  Maybe you have been busy with a stream of traffic on downwind and integrating it with ABBOT arrivals – or an emergency situation has been ongoing in the circuit.  If you then spy a reasonably large gap, suitable for a few aircraft to enter a downwind for say Runway 23, then the snatch is an ideal way of getting that free space utilised.  There is no need for an aircraft to complete the full hold.  Get the aircraft at FL080 to turn to radar heading 050-070, descending as appropriate at speed 220 knots, this puts him immediately on downwind for 23.  Ensure you have enough separation behind him, and then drop the second holder to FL080 and turn him downwind.  You can then take the third aircraft before it even enters the hold at LOREL and give him a radar heading or tell him to leave LOREL on a certain heading to ensure he slots in behind the other two.  Remember to keep vertical separation and speed control in mind, also using lateral control to space them out accordingly before handing off to Stansted Director.  In this way you rapidly empty the hold, and fill a large space without waiting for them to complete a circuit.  Most pilots should be glad of the opportunity to minimize the time in the hold.  You may even employ the technique where you only require a short delay; for example “EZY2TR on reaching ABBOT make a right hand orbit, and roll out on a heading of 260 degrees”.  This may be just what you need to bring an aircraft off BKY and turn him downwind for Runway 05 5 miles ahead, instead of having them coinciding over Audley End VRP and having to do more work.  If it makes your life easier then you should do it – especially if it still allows you to keep a good flow of arrivals.
With both approach positions it is a nice touch to be able to provide an estimate of track mileage to touchdown.  This allows pilots to judge their descent rates accordingly (well it does in the real world!!), and hopefully help you out.  Whether Vatsim pilots find it useful or not, it does add something to controlling.  You may find it helpful to mark a chart with the approximate distances from various points given a standard vectoring procedure – a more rough and ready practice is to use the pointer and distance readout on ASRC.

Other forms of approach are available at Stansted, to complement the standard vectoring for the ILS.  Visual approaches can be conducted if the pilot so wishes.  You must ask them to report the airport in sight, and then advise them of other traffic in the circuit that they should be keeping clear of.  It is then their responsibility to keep the required separation, but you must keep other traffic aware and separated from the visual aircraft.  One condition employed for commercial traffic on visual approaches, is the requirement to descend no lower than 2000’ until established on the centreline.  This applies for both runways, and means you should not get 747’s turning final at 700’ and 2 miles out!  Unless established on centreline or on an intercept heading no more than 90 degrees from the runway heading, you must first coordinate the visual approach with your tower controller.
Surveillance Radar Approach (SRA) is available if required.  There is thorough documentation of how to conduct an SRA at Stansted available on the Essex RAM site.  Localiser only approaches are also available – pilots should have the appropriate charts before asking for any of these approaches.  SRA approaches are highly intensive, and therefore you should be controlling just one aircraft at a time.  The other aircraft should be held until you are ready to accept the next one.  When Essex and Director are both online it is standard for Essex to keep all the aircraft apart from that receiving the SRA which will be with Director.  Departures could then be handled by Essex after coordination with tower.  Localiser only approaches require vectoring onto the inbound approach course (unlike smaller airports with an initial approach fix near the airport, and then an outbound course and procedure turn).  There is a non radar initial approach procedure to be followed, as detailed in the Stansted charts, again this would require one aircraft at a time operations because of the procedural nature.   If you are vectoring aircraft to the inbound approach course, then you must make sure that the pilot intercepts this course outside the Final Approach Point (FAP) as marked on the charts.  Once they are established on this course, they should report so, and they can then be cleared for the procedure. Hence:

BAW759, cleared for the Localiser DME approach Runway 23
Obviously you are not likely to get these types of approaches regularly, and if you feel unable to carry them out then you should refuse the pilots request.  However, it is hoped that during training exercises we can cover an example of these approaches in order to familiarise controllers with what is expected.

I hope this document has covered most of the issues that are likely to be encountered whilst controlling at Stansted, in more depth than is possible in the webpage environment.  Of course – there is never one correct way to do anything, but this document is based on listening and observing real world procedures over the past three years.  Always be flexible and prepared to use a slightly different technique, but bear in mind that doing radical things can often lead to more problems ten minutes later!!  Above all – be patient and let the traffic come to you.  In that way you will become very familiar with local procedures, and find it more and more second nature, as well as building a regular customer base.  Lastly – always have fun whilst controlling – ask for help and mentoring if you need it, and don’t forget that real ATCO’s are rigorously vetted and trained before they even get near a radar screen.  If it gets too stressful - there’s always the TV, the other half or a pint down the pub – until you feel the addiction calling you back!!

Enjoy!!

Andrew Mason

RAM Stansted

Version 5 - October 2003
(Updated Essex/Director Procedures, TMA position nomenclature)
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