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 Introduction  1

 The UKôs airspace is a precious national resource , and how we use and manage it 1.1
is a matter of great responsibility.  The expertly controlled passage of aircraft 

above us ensures our safety and keeps aircraft flowing efficiently -  and the more 
efficient we can make it, the more we can potentially minimise  its impact on the 

environment.    

 This means that, from time to time , the  organisations  responsible for managing 1.2
our airspace  seek to  make change s in order to enhance safety and improve 

efficiency.  This consultation is about a change to the use of some existing  routes  
for London Stansted Airport departures .  London Stansted Airport is abbreviated 

to óStansted Airport ô in this document. 

 Flights that currently depart  Stansted Airport  towards Kent are becoming more 1.3

inefficient  as t he airspace they fly through becomes more congested.  This 
proposal seeks to place most of these flights onto the existing eastbound 
departure routes, so that they may avoid the congestion, reducing delay, fuel 

consumption and the amount of CO2 generated 1.   

 There would also be  overall noise benefits  since the aircraft  would be able to 1.4

climb more quickly  and people beneath the current departure route would be 
overflown less ; people  beneath the  eastbound  departure route , though, would  be 
overflown more.  

 Air lines are free  to choose which Standard Instrument Departure (SID) routes  1.5
they wish to fly on initial departure in order  to get to their destinations  most 

efficiently .  They may choose to switch  routes to avoid congested areas  if there is 
a risk that one route may incur delays  or be less fuel efficient  than an other; 
these  choice s are  not subject to consultation .   This case is different in that we 

are seeking to formalise a switch of routes, and adapt connecting routes over the 
North Sea so that benefits of the switch are maximise d.  It would also ensure 

that the Stansted Airport  operation fits into  a wider programme of change to the 
use of airspace structures supporting airports in South East  England.  

 Such changes are not usually subject to local consultation .  However,  in this 1.6

case, it would change the  number of flights using the existing routes at low 
levels; some routes would be flown more  often , some less.  Given the nature of 

the proposa l we are therefore undertaking this consultation, on advice fr om the 
CAA, primarily through the Stansted Airport Consultative  Committee  (STACC) .  
The consultation also  open to the general public and other interested parties ; all 

responses will be considere d. 

 This consultation is part of a wider programme to modernise the route system 1.7

over London and the South East ; this is known as the London Airspace 
Management Programme or LAMP.  The LAMP is being progressed by NATS which 

                                       

 
1 CO2 is emitted when any fossil hydrocarbon fuel is burnt, such as petrol, diesel or aviation fuel.  These engines burn fuel using  

oxygen taken from the air because oxygen is not generally present in the fuel itself.  

Burning 1kg of aviation fuel means that approximately 3.18kg of CO2 is emitted  
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provide s air traffic control for this route network across the whole of the UK.   In 
turn, the LAMP is a cornerstone of the CAAôs Future Airspace Strategy for the UK 

as a whole.  

 The LAMP focusses on the efficiency of the route network that connects airports 1.8

in the London area with other UK airports, and with the airspace of neighbouring 
states.  

 Changes at a network level can also change the efficiency and environmental 1.9

performanc e of low altitude 2 routes in the vicinity of airports.  

 The LAMP programme therefore involves collaboration between NATS and 1.10

individual airports in the development of, and consultation on, changes to 
airspace management . Collaboration ensures that modernisa tion achieves both 
network and local benefits.  

 NATS is driving change at the airspace network level, supported by Stansted 1.11
Airport which has  a focus on low level routes in the vicinity of the airport .  

 For information on the proposal visit www.nats. aero/lam pstansted .  Here, a short 1.12
video explains  the role of NATS, how air traffic control (ATC) works and why we 
seek to change airspace.  References for the consultation document can be found 

in Appendix A and a glossary of the terms used in this material is in Appendix  B.  

 The introduct ory sections  of this consultation document (1 -4)  provide:  1.13

¶ An overview of the consultation areas and the consultation document  so that 
you can identify which parts  may be of interest to you  

¶ Context for  the consultation, including  the strategy  and legislation  driving  
the proposed changes, the legal framework  determining  how changes should  
be made , and the effect s the proposed changes  might have  

¶ A summary of the development process , describ ing  how the proposed  
change s fit with on-going  development of surrounding airspace ;  the design 

work so far ;  the consultation process and how we will use  the feedback we 
receive ;  and what happens next  

¶ How to respond to this consultation  

 

 Consultation Overview  2

 This section  provides an overview of what  we are consulting  on , and potentially  2.1

affect ed areas.  This will  help  stakeholders identify area s of interest .   

 

                                       
 
2 Low a ltitude usually refers to parts of procedures where the aircraft are below 4,000ft  above mean sea level.  
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What are we consulting on?  

 This consultation is focused  on changes to  the frequency of use of four of the 2.2

fourte en Stansted Airport Standard Instrument D eparture routes  (SIDs) .  All 
Stansted Airport  SIDs are listed in Table 1 below , with those that would change 

identified.  

 

SID  Runway  Directio n  Change  

CPT4R  22  West  No change  

BUZAD7R  22  West  No change  

BKY5R 22  North  No change  

CPT2S  04  West  No change  

BUZAD2S  04  West  No change  

BKY2S 04  North  No change  

LAM3R 22  South  No change  

LAM2S 04  South  No change  

CLN8R 22  East  Daytime t raffic from DVR 7R will be routed 
this way , no change for night time usage*  

CLN4S 04  East  Daytime t raffic from DVR 5S will be routed 
this way , no change for night time usage*  

DVR7R/  
DET1R3 

22  South  Daytime t raffic will be re - routed on CLN8R 
during daytime , no change for night time 

usage*  

DVR5S /  

DET1S3 

04  South  Daytime t raffic will be re - routed on CLN4S 

during daytime , no change for night time 
usage*  

LYD5R 22  South  No change  

LYD4S 04  South  No change  

*The night time period  is defined as 2300 -0600  for the purpose of this proposal  

 
Table 1 :  List of Stansted Airport  SIDs identifying those which would be 

affected  
 

 Figure 1 shows the geographic  area for  the proposed  Stansted Airport  changes .  2.3
Locations  within  th ese areas are all  potentially  affect ed.  T his mean s that more 
air traffic  would  be positioned  directly overhead some areas in the future,  and 

less over other areas , although it is important to note that the whole area is 
already overflown today  by other air traffic, not just these part icular routes .   

 
Additional maps and data describing this proposal are presented both within this 
document, and via the separately -published Appendices E, F and G  

(please download from the website).  
 

 

                                       

 
3 In May 2014 the Dover (DVR) SIDs where truncated to end at Detling (DET).  This was a technical change to assist in aircraft fuel 

panning and did not affect aircraft flight paths in anyway.  Instead of following the SID between DET and DVR aircraft instea d follow the 

L9 air traffic service route.  For simplicity this document refers to the flights exiting the UK via Dover as following the D over route or 

SID rather than the new Detling designator which would be less well known.  
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Figure 1  Stansted Airport  Departures to the South and East -  Proposed Areas of Change  

Stansted departures up to 7,000ft

Fewer aircraft            More aircraft
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Consultation sponsors  

 NATS is sponsoring this consultation with support from London Stan sted Airport .  2.4

 Context and Background to the Proposal  3

 This section describes the  strategy  for airspace changes  and what this means for 3.1

Stansted Airport  in the future.  The legal framework that determin es how 
airspace changes should  be made  is included at Appendix D.   

 

Future Airspace Strategy and the óLAMPô Programme  

 To a chiev e operational and environmental  efficiency  it is important to tak e 3.2

advantage of the very latest technology.  To ensure the UK takes full advantage 
of this, the CAA has b een working with the aviation industry to develop the 
Future Airspace Strategy (FAS 4), a blueprint for modernising UK airspace.   

 Implementing the FAS requires changes throughout UK airspace.  For this reason 3.3
NATS is working on a n extensive programme of mo dernisation centred on 

Londonôs airports and the surrounding airspace, beyond the southern and 
eastern coasts, and as far north west as the Midlands; this is referred to as LAMP  
(see Paragraphs 1.7  to 1.10 ) .  The change being presented in this consultation is 

part of the first phase of LAMP.   

 

LAMP Phases  and future proposals  for Stansted Airport  

 The complexity of the route system over South East England means that 3.4

changing the whole system at once would present technical difficulties and 
potential safety issues.  Figure 2 overleaf , demonstrates this complexity , as it 
shows one dayôs air traffic across the region (Appendix E, published separately,  

provides further background showing the indivi dual flows into and out of the 
major airports in the South East).  LAMP is therefore be ing  addressed in phases 

to deliver not only short - term individual improvements, but also the best solution 
for the overall airspace system when all phases are complete.   

 

                                       
 
4 The CAA explains the backgr ound to FAS here: www.caa.co.uk/default.aspx?catid=2408  
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Key: Heathrow arrivals in light blue, departures in dark blue, Gatwick  arrivals in light red, departures in 
dark red, Stansted Airport  arrivals in light green, departures in dark green, Luton arrivals in pink, 
departures in purple, and Northolt arrivals in light orange, departures in brown, all other flights in dark 
grey  

 

Figure 2 : One day of flight paths (5 th  Au gust 2011) up to 2 5 ,000ft  

 The initial aim of LAMP was to redesign the airspace network over the whole of 3.5

London and the South East and consult on a complete package of changes.  
However, initial design work highlighted a significant constraint in achieving  an 
optimised airspace structure.  This constraint is known as the ótransition altitudeô.   

 It is not necessary to understand the transition altitude in order to respond to 3.6
this consultation.  However it is important to note that, in airspace design terms,  

the transition altitude caps the maximum altitude of most departure routes at 
6,000ft.  This doesnôt stop aircraft climbing above 6,000ft but it does make the 
system for doing so more complex and is a major constraint to achieving an 

optimal airspace syst em for the LAMP area.   

 A project aiming to raise the transition altitude across the whole of the UK and 3.7

continental Europe is under way at a pan -European level but will not deliver a 
change until at least 2017.   

 LAMP development will  therefore  be phased,  which  means we will progress those 3.8

changes that can be made ahead  of the transition altitude change (Phase  1), 
while the rest of the system will follow  the revised transition altitude (Phase  2).  

Phase 1 aims to make changes in 2015, whereas Phase  2 will not be before 
2017.  
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 The proposal in th is consultation forms  part of Phase 1, and considers only  the 3.9

use of existing  SIDs  to the south east and east from Stansted Airport .  No new 
departure routes  are proposed , nor any changes to the alignment of existing 

departure routes.  

 Stansted Airport , Luton, Northolt and Heathrow  operations  are all closely linked 3.10
because of their alignment and geographical proximity, therefore a major 

redesign  of the airspace around any one of these airports also requires 
significant  change at the others.  For this reason major redesign  of the airspace 

serving these airports , including Stansted Airport , is not  planned until Phase 2 
and will be subject to a separate  and much wider consultation  exercise  at that  
time.  

 Whil e no  significant  redesign  of Stansted Airport  routes can be considered until 3.11
Phase 2 , the Phase 1  development  work has identified an opportunit y for early 

improvement.  These proposed changes are  summarised below :  

¶ During daytime hours (0600 -2300  local time ), all  of the Stansted Airport  
traffic that currently head s to the south (the Dover SID )  would switch  onto 

the existing eastbound SID (the Clacton SID ) .   

¶ This would take aircraft initially east instead of south.  These routes would 

then join southbound routes when the aircraft are much higher than today.    

¶ The Dover SIDs would continue to be used at night (2300 -0600 local time) 
for Stansted Airport  departures wishing to head south.  

¶ There would be no changes to airspace or to the route alignments.  The only 
change  would be to  the proportions of departures using these existing  SIDs, 

and the hours of operation of those SIDs.  

¶ SIDs that route towards Lydd near the Kent/Sussex border are used 
relatively rarely (on average, fewer than twice per 24hr period).  The  use of 

these Lydd SIDs would not change under this proposal.  

 

 
Traffic forecasts and long term runway development  

 Any future runway development arising from  the work of  the Airports 3.12

Commission (chaired by Sir Howard Davies) will eventually require further 
changes to the airspace system.  However, this will not happen quickly ; the 

Airports Commission ôs report and recommendations, due in 2015 , would trigger a 
long process starting with a decision, and including  design, assessment, planning 

application and construction processes .   We assume that any new runway (s)  will 
not be operational before 2025.   

 Our focus is therefore to meet short - to -medium term demand by providing a  3.13

route system to help the UK meet FAS and European requirements, and making 
best use of existing runways.  Therefore this consultation does not relate to, 

nor does it take into account, potential development of additional 
runways at any London airport.  



      
 

Page 8 

 Given uncertainty over future plans, we are not able to predict future traffic 3.14

levels with confidence .  Therefore this proposal assesses the impact by 
considering two growth thresholds; 20% and 40% increase from  the 201 2 traffic 

used as the baseline for noise  analysis (at the time of wr it ing the 2013 noise 
analysis for Stansted Airport  was not available) .  These are used to broadly 
represent the potential growth in traffic to 2016 and 2020 respectively.  It should 

however, be noted that whilst these levels of growth have been used in this 
consultation to assess potential impact, they are indicative numbers  only  of 

potential growth; actual traffic levels in these periods may differ as a 
consequence of a range of unpredictable factors.   

 Please note this consulta tion is not on growth in air traffic demand .  3.15

Regulation of the UK aviation sector is the responsibility of the CAA.   

 

Required Navigational Performance Trial  

 The CAA, in partnership with Stansted Airport , is currently trialling two new SIDs 3.16
based on a modern navigation standard referred to as Required Navigational 

Performance (RNP).  These trials are designed to test aircraft track keeping 
accuracy on routes designed with RNP, to enable the CAA to develop standards 

for how such routes could be designed in the future at Stansted Airport  and other 
UK airports. The trial is not part of this LAMP consultation.  For more details of 
the potential interaction of the trial with this proposal see our FAQs page at 

ww w.nats.aero/lampstansted.  

 

W ith w ho m  are w e consulting?  

 Given  the  nature of the proposed  changes the CAA has agreed that the 3.17
consultation is focussed through  the Stansted Airport C onsultative  Committee.  

We have also notified  the County and District Counci ls in the areas potentially  
affected and have likewise  notified  airlines  that utilise  the SIDs in question.  

 The consultation is not limited to these parties and is freely available to the 3.18
general public via the NATS and Stansted Airport  websites.   We welcome t he 
views of the general public and other interested parties who may or may not be 

affected by these  proposed changes.  
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 Next  Steps  4

 The period of consultation commenced 9am  Monday 16 th  June 2014  and closes 4.1

9pm Monday 8 th  September 2014 , a period of  12 weeks.   

 

Responding to the consultation  

 You are invited to respond  to this consultation online via this  website :  4.2

 

www. NATS.aero/lampstansted  
 

Here you can provide your feedback about this proposal, and you may upload a 
file such as a Word document or PDF also.  

 If it is not possible to submit your response  online , you may do so by post to the 4.3

following address :  

 

Stansted SID  Airspace Consultation  
Box 25 A, 4000 Parkway  
PO15 7FL 

 Please be aware that we cannot guarantee that responses submitted directly or 4.4
indirectly by any other means  of delivery will be accounted for in the consultation 

exercise.  

 Online responses to the consultation will be automatically acknowledged  via 4.5

return email .  Responses sent by post will not be acknowledged.  If receipt of 
confirmation is required , please  use a recorded delivery service.  

 We will not enter into correspondence with individual respondents on issues 4.6

relating to this consultation.    

 Late postal responses received after the close of the consultation will be logged 4.7

and stored but not analysed.  

 A summary of the issues  raised in the consultation, and further details of the 4.8
next steps , will be provided in a f eedback report published after the end of the 

consultation.   No personal details of respondents will be included in that 
document.   The feedback report will be available on the NATS website .  This 

report will also provide an update on subsequent steps in the development 
process.  

 

Analysis  of consultation feedback  

 NATS and Stansted Airport will consider all relevant  feedback , taking into 4.9

account guidance from the Government  and the CAA.   All the feedback from  the 
consultation will be made available to the CAA as part of our airspace  change 
proposal; this will allow them to assess independently whether we have drawn 

appropriate conclusions from the feedback received .   
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 Responses will be treated with due care and sensitivity  by us and by the CAA .  If 4.10

you do not wish your personal data (e .g. name/full address) to be forwarded to 
the CAA, please make it clear at the beginning whether you wish us to make 

your submission anonymous  to them .  We undertake not to disclose personal 
data to any other party without prior permission .  A ll informat ion  passed to the 
CAA is bound by the Data Protection Act.  

 It will be the CAAôs decision whether or not to approve any proposal  that we 4.11
submit  following this consultation .  The legal framework for this consultation can 

be found in  Appendix D. 

 
Compliance w ith the consultation process  

 Comments regarding our compliance with the consultation process as set out in 4.12
the CAAôs guidelines for airspace change (see Appendix  A for references ) should 

be directed to the CAA at:  

 
Airspace Business Coordinator ï Airspace,  ATM and Aerodromes  

Re: Stansted SID Airspace Consultation  
Safety and Airspace Regulation Group , CAA House  

45 -59 Kingsway, London WC2B 6TE  
 
E-mail: airspace.policy@caa.co.u k 

 
 NOTE: These contact details must not be used for direct response to this 

consultation : doing this  will make it unlikely that your views will be 
captured.  
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 Proposal and justification  for switching Dover departures onto Clacton 5
SIDs  

 Aircraft operate more efficiently at higher altitudes meaning that less fuel  is 5.1
burned creating fewer  CO2 emissions .  When aircraft are at higher altitudes it is 

also less likely that there would be local impact from noise or visual intrusion.  It 
is therefore in everyoneôs interest that aircraft can climb continuously to higher 
altitudes ra ther than being constrained to follow a óstepped ô climb with periods of 

level flight at lower altitudes 5.   

 Figure 3 on page 14  shows the existing Stansted Airport  departure route 5.2

structure to the south and east .  It shows that air traffic leaving  UK airspace via 
the south east initially head s in a generally southerly direction, crossing the 
Thames and then turning east around Maidstone towards a navigation point in 

the vicinity of Dover ( following the Dover SID ) . 

 This route has to pass through some of the most congested airspace in the 5.3

London area (which is so me of the most congested airspace in the world ) .  In 
particular the  Dover SID  has to pass beneath the very busy air traffic flows  that 
convey Heathrowôs air traffic to and from the East.  There are two of these flows 

that have to be avoided.  The arrivals flow is descending westbound into 
Heathrow, north of the Thames, and the departures  are  climbing eastbound, 

south of the Thames as illustrated in  Figure 3 on page  14 .  The arriving 
Heathrow traffic north of the Thames is descending to around 8, 000ft which 

means that the Stansted Airport  departures usually cannot climb above 7,0 00ft 
until they are clear of it.  Typically , only 10% of Dover departures manage a 
continuous  climb, the rest being held at 7,000ft for a portion of their flight 

towards Kent.   

 Because  it has  generally been held at a lower  level, t he Stansted Airport  flow 5.4

then has to merge with the Heathrow flow to head east towards Dover , rather 
than climbing above it.  This compounds the problem as further level restrictions  
may be required to merge  these traffic flows safely.    

 In summary, the altitude constrain ts on the Stansted Airport  Dover departures , 5.5
which keep them below the dense Heathrow flows , prevent continuous climbs 

and  add  significantly to congestion in the area .  I n turn this reduces the 
operational efficiency of the airspace , meaning delays are more l ikely, more fuel 
is burn ed and more CO 2 emitted.  

 Figure 3 on page 14  also illustrates occasional departures via Lydd .  These are 5.6
infrequent (on average, few er than two flights per 24hr period).  These Lydd 

departures follow the same initial route as Dover departures, splitting above the 
town of Detling near Maidstone.  These infrequent óLydd SIDsô would continue to 
follow the Detling -Lydd route under this pro posal.  

                                       
 
5 A short video explaining the benefits of airspace change ï including those from continuous climbs and descents -  can be found on the 

consultation website home page  www.nats.aero/lampstansted  
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 This proposal seeks to resolve these issues by switching  Stansted Airport ôs 5.7

daytime 6 traffic from the Dover SID  to the Clacton SID, which enable s the 
departures to achieve a more continuous climb  because they  avoid crossing the 

dense Heathrow arriva l flow  until much later  in the ir climb  profile .  These flights 
generally reach at least 15,000ft by Clacton from where  those heading southeast 
would turn  to eventually join the Dover departure flows .   

 On turning south some aircraft will still have to stop their climb in order to pass 5.8
under the Heathrow arrivals, however this period of level flight would be at  about  

17,000ft over the sea, rather than 7,000ft over densely populated areas of  east 
London.  Because a ircraft are much more fuel/ CO2 efficient at higher altitudes, 
the proposed use of the Clacton SID would , on average, save fuel compared to 

the Dover SID .   

 Furthermore , many faster  climbing aircraft  types would be  expected to climb 5.9

sufficiently by Clacton  to pass above the Heathrow arri vals, in which case they 
could have a continuous climb to at least 24,000ft.      

 While continuous climb to at least 15,000ft would generally be expected on the 5.10

Clacton  routes , there  would continue to be occasions  when ATC interrupt the 
climb  on a tactical  basis , for example, to keep the aircraft safely separated fr om 

other aircraft in the region.  However,  approximate ly  85% of  Stansted Airport  
Clacton  departures currently achieve continuous  climb  (compared to 
approximately 10% on the Dover  alternative  -  see Para 5.3 ) . 

 At night 6, Stansted Airport  southbound departures would continue to use the 5.11
Dov er SID .  Th is is because the route is, on average, marginally shorter and at 

night there are relatively few Heathrow  arrival s meaning  the Dover departures 
are likely to get a clear climb similar to that available on the Clacton route.  
Therefore, on balanc e, the shorter Dover SID would be the most efficient at 

night .  

 Figure 4 on page 15  shows how th e revised  Stansted Airport  daytime routing 5.12

would work.  Dover and Clacton departures would both initially use the existing 
Clacton route , usually enabling an uninterrupted  climb to over 20,000ft, passing 
13 -15,000ft in the vicinity of Clacton  (traffic on the Clacton SID generally have 

continuous climb approximately 85% of the time).  From Clacton , the Dover 
departures would turn south (having climbed above the dense Heathrow arrival 

flow )  and the Clacton departures would continue eastwa rds as per today.   They 
would generally keep climbing uninterrupted until leaving UK airspace  (see para 

5.10 ) . 
 
Appendix F (published separately) shows departures o n both the Clacton and 

Dover routes at various altitudes.  These flightpath maps illustrate how the 
Dover flights are kept lower for longer when compared with the Clacton flights.  

 
 

                                       
 
6 Dayt ime is 0600 -2300 (local) for the purpose of this consultation.  
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Figures 3 and 4 are simplified illustrations of the air traffic flows mos t 
relevant to this consultation.  There are other flows that are not shown, 

such as Stansted Airport  departures in other directions, Stansted Airport  
arrivals, and arrivals and departures related to other airports.  

 Using t he  alternative  route would be, on average 7, slightly  longer than today ôs; 5.13

however the negative impact of that on aircraft fuel burn and CO2 emissions  
would be outweighed by the abi lity to climb to a much more efficient altitude  

much earlier in the flight profile  (see S ection 6) .  By enabling more continuous 
climb, aircraft would climb above  7,000ft earlier ; Government guidance (see 
Appendix  A)  indicates that noise from flights above this altitude is less 

significant .  The potential environmental impacts of the proposals are discussed 
in more detail in Section  6 below . 

 As discussed in para s 1.3  and 1.5  this  proposed  change is to formalise 5.14
alternative  route usage .  Without th e change , flights on the Dover route would 
become gradually less efficient with increasing delays 8 as the airspace to the 

south becomes more congested.  This effect would be exacerbated by changes at 
other airports, in particular London City  Airport , that are being progressed as 

part of the first phase of the LAMP .  This is also part of local development at 
London City Airport which will increase the number of their flights  in the airspace 
to the south of Stansted Airport .   

 It is therefore reasonable to expect  that , without the change presented in this 5.15
consultation , some airlines would in any case naturally shift over time onto  the  

less congested Clacton route.  However, formalising  the alternative route usage  
will ensur e that Stansted Airport ôs operation s fit in with the first phase of the  
LAMP, maximising the operational and environment benefits by providing new 

efficient routes over the North Sea that link the Clacton and Dover regions 9.  

 Note that this proposal does not  remove the Dover SIDs .  They woul d remain 5.16

available for night - time flights (as described above ).  D uring the daytime they 
would be used by aircraft heading south on the little -used Lydd departure routes 
and could also be used by empty aircraft that occasionally need to repositioning 

to ot her airports to the south (such as Gatwick) .  These daytime flights are a 
very small fraction  of Stansted Airport  departures and therefore can be 

accommodated  with negligible impact . 

                                       

 
7 Runway 22 departures (typically in use 70% of the time) would travel approximately 5nm further, if they are not given a short cut.  

Runway 04 departures (typically in use 30% of the time) woul d likewise travel approximately 3nm less.  

8 Stansted departures on the Dover route cross departure routes from London City.  These departure s therefore have to be coordinated 

so that flights from either airport may be delayed on the ground until such time that their flightpath will be clear of departures from the 

other airport.  As both airports become busier, such delays would be expected to increase unless the Dover traffic is put on the 
alternative route.  

9 Without this proposal , the shift on to the Clac ton departure route would be gradual in line with the gradual increase in congestion and 

efficiency impacts associated with the Dover SID.  Airlines determine the most efficient route based on a range of factors in cluding the 

destination, type of aircraft and operating procedures.  The optimal route will depend on these factors and so the threshold at which the 

Clacton route would become more efficient than the Dover route will vary; hence airlines may not all make the same decision for all 

their flights at  the same time.  However, this proposal would present a step change in the efficiency of the  Clacton SID compared to the 

Dover SID as it would introduce more efficient link routes over the North Sea; in turn this would make the CLN route more eff icient 

tha n the Dover route for all flights.   
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Figure 3 :  Illustration of Current Stansted Airport  SIDs to the South (Dover, Lydd) and East (Clacton)  

Key
Noise Preferential Routes (NPRs) 
end at 4,000ft.

Runway 04 Departures

Occasional

Runway 22 Departures

Occasional

Stansted 
Airport

Flights on Clacton SID
Stansted Average 2012 + 20% +40%
Flts Per Day 51 61 71
Flts Per Night 0.9 1.0 1.2
in this direction

Dover

Flights on Dover SID
Stansted Average 2012 +20% +40%
Flts Per Day 58 70 82
Flts Per Night 1.4 1.7 2.0
in this direction
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Figure 4 : Illustration of Proposed Stansted Airport  SIDs to the South and East  
Note that the increase in traffic  on the route to the east, and decrease in traffic on the route to the south , can be seen by comparing the tables alongside each SID route on the 
Figure above, with the equivalent tables on  Figure 3 (page 14 ) .

Stansted 
Airport

Dover

Key
Noise Preferential Routes (NPRs) 
end at 4,000ft.

Up to 7,000ft
Fewer aircraft More aircraft

Runway 04 Departures

Occasional

Runway 22 Departures

Occasional

Route Splits
45% East
55% South

Flights on Dover SID
Stansted Average 2012 +20% +40%
Flts Per Day (negligible)
Flts Per Night 1.4 1.7 2.0
in this direction

Flights on Clacton SID
Stansted Average 2012 + 20% +40%
Flts Per Day 109 131 153
Flts Per Night 0.9 1.0 1.2
in this direction
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 Environmental Benefits and Impacts  6

 There are two environmental benefits of this proposal:  6.1

¶ Reduction in the overall area regularly overflown below 7,000ft  in the 
daytime  , and therefore populations exposed to potential noise  

¶ Reduction in fuel burn and CO2 emissions  per flight  

 Whilst some areas would be overflown less  often , others would be overflown  6.2
more.   

 Implementing this proposal would concentrate southbound and eastb ound 6.3
Stansted Airport  departures onto two low altitude route s (one per runway) , 

which join into one intermediate altitude route  climbing east  towards Clacton  
(see Figure 4).  Currently, these are distributed between the Clacton and Dover  
SIDs .  This would mean a redistribut ion of  noise impact .  For any given location 

there would be no change to the noise of ind ividual flights using the Clacton SID , 
however these flights would be more frequent .   

 
 
Local benefits and impact s  

 The airspace affected by this proposal is divided into three categories; low 6.4
altitude airspace  (below 4,000ft) , intermediate  airspace (4,000 -7,000ft) and  

network airspace  (above 7,000ft) .  Safety is the paramount design consideration 
in all three categories; each category also has other, distinctive design priorities, 

and  each  is therefore considered separately below.  

 The Government prov ides guidance on environ mental objectives (see 6.5
Appendix  A).  These highlight minimising noise impact and minimising the 

number of people overflown at low levels as key environmental objectives.  The 
lower the routes in question, the greater the potential f or significant noise 

impact ;  there is particular emphasis on noise impact below 4,000ft.   

 The traffic numbers  in  Figure 4 show that overall the areas  experiencing reg ular 6.6
noise from aircraft below 7 ,000ft could be expected to reduce , because the 

southbound routes (Dover) would become very rarely used.  The se Figures also 
show the Noise Preferential Routes ( NPRs)  which are defined  up to 4,000ft .  

These  would not change as a result of this proposal .  H owever whilst the NPRs to 
the south would remain for (occasional )  positioning flights, people within th e 
black dashed areas would no longer  experience regular departure noise  in the 

daytime from  this route . 
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Local benefits and impact from changes to low altitude airspace (below 

4 ,000ft)  

 Figure 5 on page 18  shows todayôs Runway 04  (Easterly) departure traffic 6.7

patterns for flights up to 4,00 0ft in the vicinity of Stansted  Airport .  The average 
daily traffic numbers for aircraft up to 4,000ft are shown in the colour key.  
Typically, t his runway is used about  30 % of the time.   

 Figur e 6 on page 19  show s the same for Runway 22  (Westerly) depart ures.  6.8
Typically, t his runway is used abo ut  70 % of the time.  

 
Smaller -scale maps showing these flights are available in the separately -
published Appendix G.  
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Figure 5 : Current Runway 04 Departures to the South and East (radar data up to 4,000ft , this runway used about 
30% of the time)  
This plot is constructed from one representative week ôs radar data ( 01 -07 June 2013 ) .   

Most air traffic within the black dashed area would move to fly within the black solid area instead.   Compare this with Figure 4 on page 15 . 

Stansted Rwy 04 flights up to 4,000ft

Colour key

Fewer aircraft More aircraft

26+ per day
20 -26 per day
13 -19 per day
8-13 per day
7 or fewer per day
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Figur e 6 : Current Runway 22 Departures to the South and East (radar data 
up to 4,000ft, this runway used about 70% of the time)  
This plot is constructed from one representative week ôs radar data ( 10 -16 August 2013 ) .   

Most air traffic w ithin the black dashed area would move to fly within the black solid area instead.  Compare this with 
Figure 4 on page 15 . 

 

Stansted Rwy 22 flights up to 4,000ft

Colour key

Fewer aircraft More aircraft

26+ per day
20 -26 per day
13 -19 per day
8-13 per day
7 or fewer per day
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 For Runway 04 departures  (Figure 5) , the main effect below 4,000ft would be a 6.9

switch from relatively equal distribut ion of traffic  between  the north and south of 
Little Easton, to  a concentrat ion  to the north  only (the change in the number of 

flights can be seen by comparing the tables in  Figure 3 and   Figure 4.  Population 
analysis (see Appendix H  published separately ) shows that approximately 320 
households would no longer experience  regular daytime overflight below 4,000ft 

as a consequence of the proposed change to Runway  04 departures.  Great 
Dunmow is not regularly overflown by either flow;  however the traffic on the 

southbound Dover route is nearer the town, which is on the outsid e of the turn 
(generally noisier than the inside of a turn due to the presentation of the aircraft 
engines ).   The proposal wo uld shift the main flow to the n orth ï further away 

from Great Dunmow , joining the existing flow towards Stebbing and the south 
side of Braintree .  Approximately 800 households are beneath the area that 

would see an increase in daytime over flights  below 4,000ft .  Runway 04 is in use  
approximately 30% of the time.  

 For Runway 22  departures  (Figur e 6) , the main effect below 4,000ft would be in 6.10

the vicinity of Hatfield Heath  (the change in the number of flights can be seen by 
comparing the tables in  Figure 3 and  Figure 4.  Instead of splitting into two 

routes there , the proposal would shift the main flow away from the Matchings, 
joining the existing eastbound flow towards Aythorpe Roding.   Population 
analysis  (see Appendix H  published separately) shows that approximately 290 

households would no longer experience  regular daytime overflight below 4,000ft  
as a consequence of the proposed change to Runway 22 departures.  

Approx imately  120 households are beneath th e area that would see an increase 
in daytime over flights  below 4,000ft .  Runway 22 is in use approximately 70%  of 
the time . 

 The aircraft  types utilising each route are presented  in Appendix  C. 6.11

 

Impact on Noise Contours and Footprints  

 The process for airspa ce change (see Appendix A)  requires  noise impact analysis.  6.12

 For changes  in daytime flight patterns , this process requires calculation of the 6.13

Leq, 16  hours  metric (herein this is referred to as Leq) .  The effect of the change on 
Leq contours  for 2012  flights +20%  growth, and 2012  flights +40%  growth, are 

shown in  Figure 7 and Figure 8 respectively .  Leq is a measure of the distribution 
of total noise energy from all daytime flights, and is shown as a contour.  The 

shape of the contour would be affected by this proposal because more flights 
would be  on the Clacton departure, accentuating the node (bump) on the 
contour east  towards Clacton  for Runway 22 departures.   The effect on the 

contour to the north of the airport is barely perceptible.  This is because the 
Runway 22 is more often in use and so the shape of the contour in this region is 

predominantly defined by the arrivals to Runway 22, rather than Runway 04 
departures.  

 The impact on the overflown  population is shown in Table 2.  The change  in the 6.14

shape of the contours wo uld lead to small reduction  in the overall number of 
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people within the 57dBA contours for both traffic scenarios , and allow  a small 

reduction for  the 60dBA contour for the 40%  growth scenario.   

 

2012  traffic 
grown by 

20%  
(Figure 7)  

Population in 

baseline contour 
with no change  

Net population 

reduction  due to 
proposed change  

New populations 

affected by 
proposed change  

>57dba  1,800  100  <50 *  

>60dba  600  0 0 

>63dba  200  0 0 

>66dba  <50 *  0 0 

>69dba  0 0 0 

>72dba  0 0 0 

    

2012  traffic 

grown by 
40%  

(Figure 8)  

Population in 
baseline contour 

with no change  

Net population 
reduction due to 

proposed change  

New populations 
affected by 

proposed change  

>57dba  3,100  200  <50 *  

>60dba  800  100  <50 *  

>63dba  300  0 0 

>66dba  <50 *  0 0 

>69dba  0 0 0 

>72dba  0 0 0 

Table 2 :  Leq Population Counts  ( average summer day )     

 
Table n ote s:  

Population and household counts are based on 2012 update of 2001 Census . 
*  All figures have been rounded to the nearest 10 0, values below 50 are shown 
as ó<50ô rather than being rounded down to zero . 

Net changes were calculated before  rounding , in order to retain accuracy with small 
numbers . 

 

 Sound Exposure Level ( SEL)  footprint s are used for illustrating changes to night 6.15
time operations, where night is defin ed as 2300 -0700.  This proposal would only 

apply between 0600 -2300,  so there would be no change for the majority of the 
night 2300 -0600.  Between 0600 -  0700 around 6 Dover departures per hour 

would switch  onto the Clacton SID; this rises to ap proximately 7 and 8 per hour 
respectively with  a 20 %  and 40% increase in traffic  numbers .  For any given 
location beneath  the  Clacton SID there would be no change to  the noise from an 

individual flight, although there would be this increased  frequency of Clacton 
overflights.   

 Furthermore SEL relates to the noise footprint from a single  aircraft, so they are 6.16
affected  only by changes to route alignment and not by chang es to traffic 
numbers using the routes.  As this proposal only affects traffic numbers, there 

would  be no change to the SEL footprints , and therefore none have been 
produced for this consultation .   
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Figure 7 : Stansted Airport  Noise Leq Contour Chart  ï 2012  traffic grown by 20%  (Summer, 16 - hour daytime)  

Contains Ordnance Survey data © Crown copyright and database right 2014  
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Figure 8 : Stansted Airport  Noise Leq Contour Chart -  2012  traffic grown by 40%  (Summer, 16 - hour daytime)  

Contains Ordnance Survey data © Crown copyright and database right 2014  
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Local benefits and impact s from c hanges to intermediate altitude airspace 

(4,000ft - 7,000ft)  

 Between 4,000ft and 7,000ft, noise may still be considered a significant local 6.17

issue in some circumstances (albeit less so than at lower altitudes).  However, 
Government guidance (see Appendix A) states that noise  must be balanced 
against the consideration  to reduce CO 2 emissions.   

 Figure 9 on page 26  and Figure 10  on page 27  show  current  Stansted Airport  6.18
departure traffic patterns  for Runways 04 and 22 respectively.  The average daily 

traffic numbers for aircraft between 4,000 ft  and 7,000ft  are shown in the colour 
key . 
 

Smaller -scale maps showing these flights are available in the separate ly -
published Appendix G.  

 The proposal would concentrate departing traffic  into two flow s (one per 6.19
runway) , where it is currently divided into  four (two per runway) .  The effect of 
this would be to decrease the area regularly overflown, and to increase the 

potential impact on those areas which would be overflown more often .  T he 
change in the number of flights can be seen by comparing the tables in Figure 3 

and Figure 4 on pages 14  and 15  respectively .   

 However, it can be seen that the portion of flight below 7,000ft would be shorter 6.20
if the proposed change was implemented.  A s discussed in Section 5, if the Dover 

traffic switched to the Clacton SID it would climb above 7,000ft much earlier  and 
would likely continue climbing until leaving UK airspace . 

 This  continuous climb would provide  the  CO2 emis sions  savings discussed later in 6.21
Paragraph  6.25 . 
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Figure 9 : Current Runway 04 Departures to the South and East (radar data 
from 4,000ft - 7,000ft, this runway used about 30% of the time)  
 

This plot is constructed from one representative week ôs radar data ( 01 -07 June 2013 ) 

Most air traffic within the black dashed area would move to fly within the black solid area instead.  Compare this with 
Figure 4 on page 15 .    

Stansted Rwy 04 flights
4 ,000ft - 7,000ft

Colour key

Fewer aircraft More aircraft

26+ per day
20 -26 per day
13 -19 per day
8-13 per day
7 or fewer per day






















