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Pilots Information
This information is designed to be read in conjunction with the procedures and charts to be found at the Vatsim UK website - www.vatsim-uk.net in the London FIR....London ACC sections, together with the AIS charts for Stansted.
You will find that you have to register to use the AIS site - but it seemed painless enough to me.

Most flights conducted on Vatsim are simulations of commercial IFR traffic; however VFR flying is becoming more popular with the release of Just Flight/GetMapping plc high resolution scenery.  We shall cover in detail the main things to expect when flying to/from Stansted, both for IFR and VFR operations.

Instrument Flight Rules Operations
Departing Aircraft

All IFR departures require a flight plan - just like the real world, and I would ask you to make use of the resources available on the various websites.  Standard routes can be found in the following locations - this Essex RAM site, at Vatsim-UK, from Vince Horan's Gatwick Virtual Air Taxi webpage (www.gvat.btinternet.co.uk), from the AIS Standard Routes Documentation and from the various VACC sites across the world.   Some advice on proper formatting of your flightplan is to be found in the Vatsim UK forum, available through the Vatsim UK link above.  Do a search for flight planning…..or post a new topic.
There is some debate about the inclusion of SIDs and STARs in Vatsim plans, for instance some pilots will file to Manchester as follows:

BUZAD T420 TNT

This is not incorrect, because BUZAD is the end of the SID, and the DAYNE 1A arrival starts at TNT VOR.  It is also the real world way of doing things, at least within the majority of European countires.  Germany is one notable exception, where the SID/STAR as applicable should be filed.  The controller may ask whether you are able to accept the XXXX SID, and you should reply in the affirmative.  I have had no problems with this method in the UK and the other countries which follow this principle. 
Alternatively you may see BUZAD6R T420 TNT DAYNE1A which whilst not strictly real world, does show ATC that you mean business - although bear in mind the fact that some SIDs and STARs are runway specific depending on your location in the world, so be prepared to modify the plan if ATC give you something different.

FS Navigator 4.5 is a popular add-on in virtual flying, and can be extremely useful as both a route planner, and crude FMS.  However it must be cautioned that it can come up with some odd choices of SIDs and STARs and often uses the wrong en-route airway.  For that reason alone I would urge you to use a standard routing where possible, and build that into FS Nav.  Flight plans exported from this program into the Squawkbox flightplan window will contain all the individual waypoints on an airway, and the component parts of the SID for RNAV equipped aircraft.  For example flying on airway T420 between BUZAD and TNT, you will pass WELIN and OLNEY intersections.
There is no need to have these in your plan, as ATC will be aware of your routing on airway T420 and which intersections are crossed along it.  So keep your plan tidy and short and ATC will be happy.

At Stansted you will find the following SIDs:

BUZAD and CPT to the west

CLN to the east

DVR and LYD to the south-east

LAM to the south

BKY for departures leaving controlled airspace to the north

Only file the LAM Departure if you are flying the short distance to Heathrow - no other destinations use this SID.

The AIS Standard Routes publication (highly recommended) at http://www.ais.org.uk/aes/pubs/database/srd/SRDDOC.PDF enables you to file an appropriate flightplan to a UK destination or an intersection on the UK FIR boundary.  If you cannot find a standard route for an overseas destination, you can use FS Nav to create one, and at least get the SID and airways route to the intersection on the UK FIR boundary from the AIS document.

Once you have your plan then you will be looking for clearance from one of our controllers.  Usually there will be at least ESSEX_APP (Essex Radar) or  EGSS_V_APP (Stansted Director) online, who will also handle tower and ground duties, but at peak hours there will be EGSS_V_TWR and possibly even EGSS_V_GND.  The Delivery position is rarely used even in the real world.  Contact them with your callsign, and request a radio check if required.  They will ask you to pass your message, and you can request clearance to your destination.  You can expect to get airways clearance before push and start at Stansted - some smaller regional airports give clearance during taxi.  A typical clearance should be short and sweet.  Thus:

BAW759, Cleared to Manchester, BUZAD6R departure, squawk 5401.

Read or type the clearance back, and if you have it correct, the controller will generally say something like:

BAW759, readback correct, call when ready for push and start.

Notice that no initial altitude was given in the clearance.  Just like the real world, the SID designator - BUZAD6R should tell you all you need to know.  Hence it’s a Runway 23 departure, and from the SID chart you will see that the altitude restriction is 3000'.  You can see it makes sense to have the SID charts available, especially when it is busy.

Push and start is approved on request, usually with Outside Air Temperature and QNH (don’t forget to set it!), and you will be asked to report ready for taxi.  Sometimes the controller will point out another aircraft on the apron that may be close by during the manoeuvre.   Call for taxi instructions – and you may be confronted with the following:
BAW759, Taxi to holding point Hotel Five, via Hotel Lima and Hotel.

The airport chart downloadable from the AIS site is invaluable here, and you will find it easy to navigate around the airport even on the default Microsoft scenery.  Of course if you put No Charts in your flightplan remarks ATC may just clear you to taxi to a certain holding point.  Note that the holding point designations for Runway 23 holds have recently changed, so get your new charts from the AIS site.  When it’s busy you may be told to follow another aircraft, or wait until another aircraft has crossed your path.  You may be told your position in the sequence, so you can line up in a queue at the holding point.  At Stansted, there is no use of block numbers for general taxi instructions, unlike at Heathrow.

You will usually be asked to contact the tower when you reach the hold, or the queue at the hold, and positive communication transfer (i.e contact rather than monitor the tower) is generally used which is at variance with the real world.

You should have all your navigation radios and FMS set up by the time you reach the hold, and not report ready for departure until you truly are ready to go.  The controller will want to know if you are fully ready on occasion, so they can judge whether to fit you in before a landing aircraft.  You may find that a waiting aircraft at a different hold gets away first.  This is not (usually) ignorance or queue jumping, but is done to get the maximum number of departures airborne without compromising the separation rules.
Apart from Heavy category aircraft, you can be cleared for immediate takeoff from the hold.  If this happens you must taxi straight onto the runway, turn to line up and commence the roll without pausing.  Generally though you would just get a normal takeoff clearance from the hold or a line up and wait instruction.  If it is busy you may hear a conditional line up clearance, thus:

BAW759, after the landing company 737 short final, line up and wait Runway 23.

The controller should check that you are visual with the traffic on final before issuing this instruction; after all he is relying on you to wait until it has landed and passed by.  Always ask if you are unsure.  You may also be told to line up after the departing aircraft – usually easier to spot!!

Your take off clearance will generally follow shortly although if there is a delay the controller should let you know.  Once cleared for takeoff, start your roll within a reasonable period of time.   Once airborne you will be expected to follow the SID you have been cleared on – there is no need to report airborne.  Whether you fly this yourself using raw data, or use the flight director or even (shock horror) switch on the autopilot, the tower controller will expect you to take the right route without further prompting, and therefore will be looking to hand you over to the next controller once he has observed you airborne plus 15 seconds or so.
What happens next at Stansted depends on your routing, and which other controllers are online.  All SIDs that route via the BKY VOR and IFR circuits will be handed off to EGSS_V_APP (Stansted Director) (or ESSEX_APP (Essex Radar) if Director is not online).  All other SIDs will be handed off to LON_NE_CTR/LON_NW_CTR (London Control) or EGTT_S_CTR (also London Control) depending on who is online.  So your routing will decide the next voice you hear.

If you are transferred to LON_NE/NW (the TMA  controllers) or EGTT_S then you will be out of the control of Stansted staff, and hopefully on your way.  Follow their instructions and enjoy your flight.  If however you are routing on the BUZAD or CPT SIDs then you will enjoy talking to Stansted Director (EGSS_V_APP) or Essex Radar (ESSEX_APP).  Essex is the 24 hour approach position for Stansted and also handles Luton traffic.  It is basically an intermediate approach position, and is responsible for the holds at ABBOT and LOREL (more on these later).  Often there are further radar controllers for Stansted and Luton, and in this case it is Stansted Director.  When both positions are in operation, all departures will be handled by Director.  They will hopefully hear the following call from you:
Stansted Director, BAW759 passing 1900’ for 3000’, BUZAD6R.

Their reply will vary with traffic conditions, and load, and could be a request to Squawk Ident – which requires you to press the ident button on the squawkbox window.  However usually you will find that they ask you to maintain 3000’ or the SID limit altitude upon reaching or clear you for further climb.  It is imperative that you set the SID altitude restriction on the autopilot to avoid busting your level and causing possible conflicts.  Only ATC has the authority to instruct you to make a further climb.  Generally this will be with a removal of the 250 kts speed restriction below 10,000 feet. Thus:

BAW759, Climb FL070, no ATC speed restriction.

This indicates that your altitude constraint is lifted, as is the speed restriction and you can climb to FL070 (reset your altimeter to 1013Mb), whilst remaining on the SID routing.  Sometimes it may be necessary to take you off the SID routing to avoid other traffic whilst still letting you climb higher.  For example:

BAW759, fly radar heading 270 degrees, climb FL080, no ATC speed restriction.

Once you are clear of conflicts with other traffic, you will be passed to LON_NW_CTR or EGTT_S_CTR if they are online.  You may be asked to report your heading if you were given one, otherwise report your cleared level and the SID you are following, and enjoy the rest of your flight.  If there are no other controllers online further up the chain, then you will be told to resume own navigation and frequency change to Unicom on 122.80 will be approved.

Arriving Aircraft
You’ve seen what to expect when departing IFR from Stansted – now how about the arrival procedures?  Usually you will have flight planned one of the ABBOT or LOREL STARs, the charts of which are available at the AIS site.  When upper airspace controllers such as EGTT_S and LON_NE/NW_CTR are online you will be controlled by them through your initial descent on the STAR.

You should always plan on having to hold, especially during a busy night or fly-in, so have the necessary navigation radios or FMC set up beforehand.  Note that the popular Dreamfleet 737 FMS has trouble with the LOREL hold, so you may wish to the technique required to fly it.  Please see the Essex RAM website for a file that describes the best method to fly the LOREL hold in three of the most popular FMC equipped add-ons.  You will generally be handed over to Essex Radar (ESSEX_APP), but if they are not online it will be Stansted Director (EGSS_V_APP).  Obviously if neither is available then the upper airspace controller will be responsible for your approach.  Let’s assume that all the controllers are online this time.
You will generally be cleared to either ABBOT or BKY by the previous controller at a level that is known as Minimum Stack Level (MSL)+1 – your speed should be 250knts below 10,000 feet unless cleared for high speed approach, but note the use of Speed Limit Points (SLP’s) on the STAR charts.
Minimum Stack Level + 1 means 1000ft above the minimum flight level that the controllers can use.  This level depends on the QNH at Heathrow, and will usually be FL070 or FL080 in normal pressure situations.  Therefore the TMA controller will only be able to use this level plus 1000ft.  This is the minimum level to which you will descend to before being transferred to the Stansted Terminal controllers.

Sometimes when things are very busy the preceding controller might even instruct you to enter the hold at ABBOT or LOREL before handing you over to Essex.  However on Vatsim this is less common than in the real world.  Note that if you are on a LOREL arrival the routing is BKY BUSTA LOREL, and if it is quiet you will likely receive vectors from BKY without going all the way to LOREL.  Essex Radar will usually advise you of the runway in use, that they will vector you for the ILS, and your position in the landing sequence.  If you are asked to hold they will generally give you an estimate of how long for.  Let’s say that you are not required to hold, and you are at FL080 approaching BKY at the speed of 250 knots.  Essex will usually say something on the lines of:
BAW759, leave BKY heading 060 degrees, speed 220 knots.

Therefore overhead BKY you should leave FMS control of your flight if using it, and fly with the Heading select engaged to 060.  You are now under the direct radar control of ATC and he will vector your aircraft into a position to intercept the localiser for the runway in use.  Depending on which direction you arrive from, and the runway in use, you may find yourself on some seemingly strange headings, however I can assure you that this is a mimic of the real world operations, especially in busier times, and is to enable sufficient separation between aircraft both on approach and departure.  Once Essex has got you into the arrival stream and clear of conflicts then you will be handed off to Stansted Director who will perform the final vectoring and spacing onto the ILS.  You should comply promptly with all altitude, heading and speed changes, and if you are asked to expedite please do so!  QNH will be given as you pass through the transition layer.  You will often be passed your estimated track mileage that remains to touchdown by the controller, so you should be able to judge whether your rate of descent needs to be increased or not.  Once you are put on a closing heading towards the localiser you will generally be at 180knots, and be asked to report established.  This means that you should report capturing the localiser beam for the ILS system.  The controller will then clear you for descent with the ILS, in other words follow the glide slope down towards the runway.  In busy times after being given a heading to establish you may hear:

BAW759, descend altitude 3000’, further descent with the ILS.

This would enable you to intercept the localiser in the descent to 3000’, then descend further with the glide slope.  Otherwise you should not really descend with the glide slope unless you have been instructed to do so.  You may receive the common 160kts until 4 DME, which is to keep the spacing on the localiser at that set up by the radar controller, or even be asked to fly at another speed to avoid closing too fast on another aircraft.  Once you are established on the localiser, cleared to descend, and have been given speed control as required, you will be asked to contact the tower.

Tower will advise of late landing clearances if likely, and clear you to land when the runway is unoccupied.  If you are doing circuits or require touch and go then inform approach and they will contact tower so he/she is ready for this.  Wind information will be passed with the clearance to land, and you should vacate as directed in a prompt manner, especially if it is a busy night.  Call vacated if requested, and await further instructions.  In the event of a go-around, you should be able to follow the published missed approach procedure that can be found on the approach charts, so set up your NAV radios and altitude to take this possibility into account.  Sometimes Tower may give an alternative, such as a climb on runway heading, especially if pilots are unsure of the correct procedure.  You will then be handed back to Stansted Director.  Once vacated, and if online, EGSS_V_GND will be your next call, and they will issue a similar taxi instruction to that seen above, together with a numbered stand if busy.  As a matter of courtesy, most controllers will ask you to call parked on stand, in order to wish you a good evening - there is no need to report or request shutdown.  Often you will receive a time which is nominally described as that of flight plan closure, which may be of interest to those flying for VA’s with Pireps.

Other approaches, such as SRA’s, VOR/DME and NDB are available, although some controllers may deny requests due to inexperience in these.
Emergencies will be treated with priority handling, although it must be pointed out that low fuel status can only be prioritised if an emergency is declared.  You should be asked to squawk 7700, and for your intentions and the nature of the emergency.  Other aircraft will generally be vectored to allow for your expeditious handling, and you can expect a more direct routing.  If an emergency is denied for whatever reason, you must discontinue it or disconnect immediately if this is impossible.
Visual Flight Rules Operations

The procedures for visual flight at Stansted follow those at most other airports in Class D airspace in the UK.  In the interests of clarity, all VFR flights would be advised to file a flightplan, even if your routing is just a quick countryside dash and back again.  It is not mandatory, but with the limits of the software at present, it is impossible to replicate the real world activity of preparing a handwritten plan that can be displayed on screen with IFR ones.  So for Vatsim, we shall assume that all flights are conducted by PPR, prior permission required and thus come with a plan.  However with the advent of the new ASRC controller client, booking out and the controller preparing a flight strip may become reality.  For VFR operations you must have the appropriate weather conditions, in order to conduct your flight.  These are all covered in the training guides available at the Vatsim-UK site.  ATC will inform you if the visibility drops below 5km, and ask you if you wish to change your flight plan, to either IFR or SVFR flight.  SVFR flight works to different minimums, and is only available to those pilots so qualified, but in the virtual world, you are assumed to have the ticket! For an excellent discussion of VFR procedures as applicable to Stansted, please download the VFR Guide for Controllers on the Essex RAM website.  This contains much useful information for virtual VFR pilots too.
Clearances will often be issued as late as up to the holding point for the in use runway.  Generally they will contain the direction of flight after take-off, whether it be leaving the zone, or for circuits, an altitude restriction and the QNH.  Note that the circuit direction at Stansted is usually left hand for both Runway 23 and 05.  An example clearance may be:
G-MITZ, Cleared to leave the Stansted Zone to the northwest, not above altitude 1500’ on the Stansted QNH 1009Mb, squawk 0201.
You should receive instructions for an after departure turn, if leaving the zone.

G-MITZ, after takeoff, make a left turn on track to the north east - or you may be asked to join the circuit and then leave off the base or downwind legs.

You should expect to stay with tower until you leave controlled airspace, at which time you will be given the regional pressure setting (RPS) and cleared to continue VFR in the Class G airspace.  If you are heading west from Stansted, you might be asked to contact Essex Radar or Stansted Director, even if you remain under the base of the controlled airspace between Stansted and Luton. They can offer you a FIS or a RIS, and you are then on frequency and kept in the loop with what is going on.  Incursions into controlled airspace in the Stansted area are a thorny issue in the real world, and a special group was set up to document and research their occurrence, together with a CAA project to produce charts and images to aid VFR pilots.  You can read their findings at www.caa.co.uk and www.flyontrack.co.uk 
You may find reference to Special VFR (SVFR) corridors on the Stansted charts, and these may be offered in clearances to leave the Zone.   If you wish to fly one of these routes it would be helpful to include it in your flightplan.  If you look at the CTA/CTZ chart for Stansted on the AIS site (AD 2-EGSS-4-1) you will see that there are a number of Visual Reporting Points (VRPs) for use in VFR flight.  If you are one of the many customers who own the excellent VFR scenery package, then you should be able to identify the VRP’s and navigagte with reference to them.  Although the default FS2002/FS2004  scenery is not the best, it is possible to identify the majority of these VRP’s with the aid of a road atlas or VFR sectional charts.  If you download the textual data for Stansted from AIS, then you will find that the VRP’s are also defined as distances on radials from nearby VOR’s which can aid your navigation.  Therefore if you wish to fly VFR with reference to the VRP’s you may want to include them in your plan.  For instance

Leave SS Zone North via M11 SVFR corridor and Audley End VRP

This will let the controller know you are able to conduct your flight to more realistic levels, and they will treat you appropriately.  If you aren’t feeling that confident then we’ll stick with general compass directions, such as:

G-MITZ, proceed on track to the north-east and report leaving the zone.

Entering the Class D airspace, whether to land at Stansted or as an overflight, requires prior permission from Essex Radar, or Stansted Director if Essex is offline.  (If both are offline, then contact the Tower for service.)  They will give you instructions to enter the zone, via a VRP if able, and specify a squawk code and altitude restrictions.  It is not recommended to fly directly over VRP’s, because if everyone did then the probability of collision in the see-and-avoid VFR environment is increased.  You should call 5 NM or 15 minutes before entering the zone to allow ATC time to prepare for you. Traffic information on other VFR and IFR traffic will be passed if appropriate.  You will often be asked to report overhead a certain point, report the field in sight or given a point at which you are cleared up to.  For Vatsim purposes it is usually easier to use the former methods, as it allows time for you to be transferred to the tower controller.  They will then be able to coordinate you in with other VFR and IFR traffic, either to join the circuit or transit the airspace.  You may even remain with the approach controllers if you are not planning to route directly across the middle of the zone and hence the airport – in fact in the real world it is more than likely that this kind of request would be denied, and you will be asked to route north or south of the field (subject to remaining VFR if course!)
The tower controller should supply you with traffic information on other VFR/IFR aircraft in your vicinity, and IFR aircraft will be told about you.  You may be asked to orbit at your present position or at a point in the circuit to allow IFR traffic to arrive and depart – they have priority.  If you are landing at Stansted then you will be given circuit joining instructions, and further orbiting or extension of the downwind leg may be expected.  You are responsible for separation behind other VFR and IFR traffic, so if you are asked to report base/final, and you are following a 747, the controller should advise the recommended spacing (8 miles), and it is up to you to act upon it.  The controller will only let you turn base and final when you will not conflict with other traffic on approach, but after that it is down to you to allow for wake vortex separation.  If you are transiting, then you will be instructed to cross the airfield when there are no conflicts, then route to a point on the other side of the zone, and report at it.  You would then be cleared to resume own navigation VFR outside of controlled airspace.

Examples in greater detail, together with what the controllers should be saying can be found in the VFR Guide mentioned earlier.
Other General Information
Aircraft flying outside controlled airspace may also receive an air traffic service from Stansted radar controllers, subject to workload.

The following services are offered:

Radar Advisory Service – RAS

Radar Information Service – RIS
Flight Information Service – FIS

Under RAS the controller will provide information in order that the required separation is maintained between aircraft participating in the service.  However only IFR flights can be given RAS, and will be expected to comply with all vectors and level changes given.
Both IFR and VFR traffic can participate in a RIS, in which the controller will inform the pilot of the range, bearing and level (if known) of conflicting traffic.  It is up to the pilots involved to alter their flight path to maintain the required separation (see and avoid in other words), even if no information is passed by ATC.  Note that after the conflict condition has passed, further updates are only passed on request.  Changes in routing or level must be communicated to ATC.  A RIS may be upgraded to RAS, or vice-versa.  Remember under RIS you do not have to accept any information that ATC provides to you even if you ask them to suggest vectors.  If you are flying VFR and in receipt of a RIS, then you should not accept any changes that put you at risk of becoming unable to maintain VFR.  Inform the controller if you are in danger of this happening.  Also remember that it is you, and not the controller who is responsible for terrain clearance (not a likely factor in flat East Anglia!)

Under a FIS, the controller will provide information on local QNH, and other pertinent information, such as runways in use at airfields, and weather conditions.  It is not a radar service, and is often given to VFR aircraft flying around the edge of the Stansted Zone.  Remember you are not cleared to enter the controlled airspace, so if you do so you will get a reminder and be upgraded to RIS probably.  In the real world you would have just been reported to the CAA too!!

We hope that this information has given would be Stansted pilots a flavour of things to expect when flying in the locality.  Further suggestions and documents to enhance your flying experience are also available from the Stansted section of the Essex RAM site.  These include scenery recommendations, suggested aircraft for Stansted, and flight plans for real world Stansted scheduled flights.

The Essex RAM team look forward to controlling you in the skies soon.

Andrew Mason

RAM London Stansted
