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David Behan

From:
Sent:
To:
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Submission on behalf of Bryan Beggan and Dolores Beggan case no 314485
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Dolores Beggan Further Observation 2024-12.pdf

ICaution: This is an External Email and may have malicious content. Please take care when
clicking links or opening attachments. When in doubt, contact the ICT Helpdesk.

Dear Sir/Madam,

Please see attached submissions for both myself Bryan Beggan and my Mother Dolores Beggan
regarding case no 314485.

My Mother has had an issue with her email and has asked me to send on her behalf.

Kind regards

Bryan Beggan
0858667485



Bryan Beggan
The Briars

Hickeys Lane
Ashbourne
Co. Meath

20/12/2024

An Bord Plean31a via online submission

Bord Plean61a Case Number: ABP-314485-22

Planning Authority Case Reference: F20A/0668

Observations relating to Bord Plean61a Case reference ABP-314485-22 subsequent
to the receipt of additional information from daa.

To Whom it may concern

I am a Commercial airline Training Captain, flying for 25 years, with over 14,000 hours of flight time. I

am a Type Rating Examiner, an instructor, and I have flown around the world.

I have reviewed the new information supplied by daa. It underscores further that daa continues to
fundamentally ignore the planning permission granted in 2007 and cements the company’s intention
to do as they please and their expectation that they may do so with impunity

North Runway Permission

Condition 1 of the original planning permission for the North runway 28R stated that the DAA must

stay within the EIS which is shown on the below charts marked with a black outline.

Since the planning permission was granted in 2007, there has been no consultation with any
population in Co. Meath regarding the currently flown flight paths. People have invested heavily in

their properties, myself included, and were not aware that there would be aircraft flying so low over
our neighbourhoods. Our quality of life is dramatically reduced, being woken up by low flying
aircraft. We have an Al rated house, however the noise still wakes our family up with the departure

of the first departing aircraft off the North runway. Expanding this to night times, or allowing earlier
departing times would be unbearable to live, and sleep would be impossible when aircraft are
operatIng.

The original proposed departure flight paths out straight from the North runway 28R has had a ban
on development for nearly 20 years, and this reflects with the area being made up of farmland, and
now solar farms. The few houses in this area were consulted, and had their houses insulated, and

yet have no aircraft flying in that direction. 100% of departing aircraft deviate immediately from the
only planning permission condition 1 from 2007.

The DAA has added these illegal flight paths as part of a Night time flight and time application, and if

approved would give effective planning permission retention to illegal flight paths.
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If the Bord were to allow a relaxation of the planning conditions 3(d) and 5 as the applicant wants
with this relevant action it will give tacit support to the daa’s strategy and undermine the system of
planning permission.

The IAA (Irish Aviation Authority) has stated that they have only been given one set of flight
procedures to approve. There are many options, but they need to be issued with designed
procedures to approve.

Air NAV Ireland have stated that there are many ways that flight paths can be separated, but it is up

to the DAA to instruct them to change the flight paths, This has not been done.

The DAA are claiming that the flight paths are required for safety reasons. This is not true. The flight
paths can be changed to a near straight out, overflying solar farms and farms, allowing the aircraft
gain height before overflying built up areas.

If the height of an aircraft doubles, the noise reduces by a factor of 4

Currently ATC in Dublin demand high speed, and turn aircraft off the departure routes at low

altitude, which increases noise levels dramatically. The aircraft cannot climb.

Please see the individual charts below for a comparison of the planning permission the Bord granted

to the submissions from daa showing their flagrant disregard for planning law.

Also examples of how the runway operation could be changed to bring it in line with original

planning permission, and have the noise over solar farms rather than built up populations. These
proposals will still give the airport its maximum capacity as is planned to operate for the next few
years

Inspectors report

The inspectors report outlined the following information.

Noise charts do not reflect reality.
The inspector rightly highlighted that humans do not experience noise as an average, but at min and
maximum. This again highlights the fact that the information submitted by the DAA does not reflect
reality. The 300 plus noise events are added up and averaged over the operating hours of the

runway operation and given a figure. This is not how the population experience noise. If ABP grand
permission to increase the hours as per the interim report, the charts would actually show a lower
noise level than with less hours, as the total movements would be averaged over a longer period.

The DAA also claim that there will be new quieter aircraft operating at Dublin Airport. These quieter
aircraft, A320 NEO, B737 Max, and B787 for example, already fly out of Dublin. One of the noisiest
aircraft that we experience is in fact the B373-Max, due to the operation of the climb profiles.

DAA in Breach of planning condition 1.

The inspector has outlined that the DAA are currently and have been in breach of condition 1 of the
planning, but claim that the DAA state it is for safety, and they are being forced to operate these
routes by the IAA. The inspector is correct, since the opening of the runway every departure except
Air Force One has in fact operated outside the environmental impact statement which was issued by
the DAA for planning granted in 2007

The inspector then claimed that the deviation of 15 degrees is due to safety and is a reasonable

exception. This is incorrect information. The turns are not required for safety, and the turns are not
15 degrees, they are all immediately 30 degrees, and over 50% turn again to 180 degree turns from
the runway.
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Vanguardia Report is factually not correct.
The Vanguardia report that the inspector quotes as the source document for ignoring condition 1 is
not accurate. This report incorrectly claims that flight path deviations are minor (15 degrees) and
required for safety. In reality, deviations range from 30 to 86 degrees, finally 180 degrees from the
runway, and alternate compliant designs were ignored.

Noise modelling charts not accurate.
The noise modelling charts issued by the DAA show less noise at a further distance from the North

Runway if compared to the south runway operating easterly. This is impossible due to physics.

Aircraft operating off the south runway facing east, climb straight ahead for approx. 7 miles before
turning. This means the aircraft has maximum lift, is able to retract the flaps immediately and fly

with a clean wing.

Aircraft departing off the North runway to the west make an immediate turn at the end of the
runway, and are limited in speed, and cannot retract their flaps. This means part of the lift from the
wing is required to turn, (this is how an aircraft is turned, its lift is tilted to the side, and it causes a
turning force), reducing the lift available, and with flaps extended, the thrust is required to
overcome more drag from the flaps. The result is an aircraft with less lift, climbing at a slower rate,
which means higher decibels for longer periods.

This is impossible that the North runway noise tracks are shorter than the south runway.

See below pictures of actual flight path tracks recorded by ADSB Data.

Reasons why this application should be rejected.

1.

2.

The inspectors report clearly outlines that the North runway is operating in breach of the
2007 planning permission condition 1 issued by ABP.
There is no safety requirement for a 30 degree turn off the North runway. The claims the
DAA are making are false. The 30 degree turns are only required for Independent

Operations. Dublin Airport does not have this. If an aircraft approaching 28L South runway
and performs a missed approach, all departures off 28R North runway are stopped. This is
called Dependent operations, where a 30 degree turn is not required.
Increasing the hours of the North Runway will lead to a large population being denied an 8
hour sleep opportunity. This has serious health implications.
If the bord allows this application to go through, they are defacto giving the DAA retention

for breach of condition 1 of the 2007 planning permission, and departing every aircraft over
a special needs school north of the airport, where no aircraft should be operating at low
levels. See picture below of the DAA’s own webtrack showing noise levels recorded at the
school

The planning permission granted in 2007 condition 1 had one exception for safety. The Daa
is trying to breach this condition for commercial purposes rather than safety. See below

London and Frankfurt passenger figures which show the passenger capacity available with
dependent operations which allow straight departures.
The bord has not compared a new environmental impact against pre north runway

operation. There has been no fair comparison pre and post North runway operations.

3.

4.

5.

6.
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In summary, granting this application, will effectively be granting permission for retention of illegal

flight paths.

Dublin airport is being operated in a very irresponsible manner, with zero noise mitigation
procedures, and a blatant disregard for the planning process and its neighbouring communities.

I am in favour of Dublin airport expanding, and growing. This is my livelihood. I want the Airport to
attract new airlines, new routes. However, the airport is not operating as it was granted permission

for, and should not be allowed to expand at the expense of the population who was never intended
to be overflown at such low altitudes.

Regards,

Bryan Beggan

Commercial Airline Pilot
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ADSB transponder data captured from aircraft departing DUB over a 16 hour period was used to
show the paths actually flown. Note about 50% fly directly over 12,000 people in Ratoath and 100%
fly within 2km of Ashbourne while at climb power, the noisiest most disruptive phase of flight.
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Figure 1 The present EIAR claims the coloured area as the "permitted" scenario.

In Figure 1, daa’s Forecast Lday Noise Contours 2035 Permitted Scenario Figure 13C-23 are overlaid

with the current traffic. The magenta tracks currently in use form the 4th flight-path design so far by
daa/AirNav and only went into operation in February of 2023.

Examination of the original EIS (shown with a black outline) demonstrates that the Noise Contours in

Figure 1 are nowhere near the noise contours claimed as permitted in the current EIAR. Simple logic
dictates that it is impossible that these noise contours are the “Permitted Scenario".

Note that every departure overflies Kilcoskan Nation School near the Coolquay.

This in effect is a new application for new flight paths with new noise impacts.
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This is a screenshot taken from the DAA;s own Webtrack showing 84 Db of a departing aircraft. This
area is outside the only planning permission granted for the North Runway in 2007.
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Figure 2 New submission from dao further clarifying breach of Condition 1 of the granted permission

Figure 2 supplied by daa shows that the RWY28R SID is in clear breach of Condition 1 of the granted

permISSIon.

Figure 3 Latest ANCA data demonstrating noise all the way up to Ashbourne and Ratoath

Once again, daa’s new submission demonstrates their casual disregard for condition 1 of the only
planning permission in force for the north runway.
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This Chart shows the outline of the 2007 planning permission, with green lines indicating the
intended flight paths, and the red the actual flown illegal flight paths.

This chart shows the Public safety zones as part of the 2007 planning permission. In red the actual
llegal flight paths.

Bryan beggan e:bryanbeggan@gmail.com m :+353-85-8667485



B-a :bio,ua'h,,

Here is a 16 hour period of flight paths, with the Black outline showing the only approved planning

permission EIS, with the green proposed flight path used for that planning application.

Because the aircraft have to make so many turns their ability to climb is reduced significantly, and
therefore the noise impacts of departure tracks with large turns compared to straight departures is
compounded, with aircraft flying lower for longer periods creating more noise.

This combined with ATC instructing aircraft to turn off the departure tracks and increase speed at
low levels, again increases the noise impacts even further.
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The following information is a proposed solution which is in line with all ICAO requirements. gives
the Airport multiples of the Capacity it is seeking, more than it could accommodate, and double of the
current allowed capacity regarding planning. This plan will also solve many problems with the current
flight paths off the North runway, which are outlined below.

See below picture of this planned departure area.(EIS 2007) Dwellings Marked in Red.

This flight path has a 10 degree turn at 1.9 Nautical miles which is in line with all ICAO Procedures,
which requires no special safety studies to be submitted for exemptions to AMC’s. This 10 degree turn
is phase 2 EIS 6 months.

Note, the current flight paths are not shown here. They turn to the left in this picture immediately at
the end of the runway, and climb over the golf course shown in left middleground.

Phase 1 is a straight departure to Waypoint EBEZA by NOTAM.

One response to such a proposal from the DAA community officer is that you are just moving the
noise from one population to another. This is not the case, because:

1. The houses under this flight path have expected aircraft overflying their houses since
2007. This area is where ABP granted permission for the Noise and therefore the
flight paths.

2. The area is very sparsely populated. This is because the councils have refhsed
permission for building in these areas since the granting of planning in 2007.

3. Insulation for such limited number of houses, or purchase orders are a lot lower cost
to the DAA than the current flight paths.

T aVI
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Noise Abiltcnlcnt Procedures

The DAA publish via the IAA in the Aeronautical Information Publication ( AIP), procedures for
airlines and Pilots to comply with. There are currently no noise abatement procedures published being
followed, See below extracts from the AIP. This can be viewed 1}crc

AIP IRELAND
EID\\- .\D 2 – 19
11 JL’L 2024

1.5.3 When u-ind-i are u’esterl\\ Run\\-av :SL shall be prefeITed for arriving aircraft. Either Run\\'av
:8L or :SR shall be used for depdning aircraft as detemrine,1 bb air traftlc control

Currently this is not the practice used. ATC will use tailwinds up to 10Kts.

EID\\' ,\D 2.21 \OISE ,\B'\TE\IE\T PROCEDL’RES

1. Aircraft operators shall ensure at all times that aircraft are operated in a manner calculated to
cause fIre least disturbance practicable in areas surrounding the air[Ion

This is not the current practice at Dublin Airport. ATC request high speed above 250Kts below
10,000ft on every departure. This is increasing the risk of damage in the event of a bird strike. A
20% increase of speed, increases the impact force by 44%.

This acceleration results in the aircraft reducing their climb, and showering neighbourhoods with
higher levels of higher decibels over a larger area.

3.2 C-at C'. D AIrcraft

3 ,2.1 Departures from all I’un\\-ays except Runway 1 nR. nlust track the run\\ ay extended c,’ntreline
after {ake-off until passing 751)ft and then proceed in accordance u-ith the rele\’ant Instrument Flight
Procedure publisllcd departure track and adhere to published altitude lc\-cI restrictions unless
other\\-ibc cleared bv ATC

The current 28R SID for every departure has published turns below this height.

3.2.3 Take-off clilrlb StIltII ct)in jll)- u'ith thc procedure detailed bclou-. \\-hich is based tIn noise
aba£,-nlcnt departure clinrb guidance contained in PANS OPS Doc 8 168 \-o! ! - Appendix to C'l\alrtcr 3

NA DPI

3.3.4 Take-off thrust, speed \’= + 30 to +o kIn, h ( \’= + ] 0 to 20kt)

3.1.4. 1 At :qf )nr ( SIX)ft) and \\-hile nraintaining u positi\-e rate of ciinlh. bod)' angle is reduced and
naps' sl3ts arc fctracfct! on schcJulc as ibc aircraFt is accelerated to\\'ards \’zf.

3.1.4.1 Po\ver thrust is reduced during the flap slat retraction sequence at a point fhat ensures
satisfactol-)- acceleration peI-ft)nuance, 3.3.4.3 (3flot)ft) Transition smoothly to en-route ciinlb speed
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Of the two main airlines that operate at Dublin, one which operated an Airbus aircraft climb to 1500ft
AGL, then accelerates while reducing thrust. The other airline operating a Boeing aircraft climb to
1000ft agl before accelerating. This means that the Boeing aircraft following an Airbus aircraft will
catch up and reduce the ATC spacing.

I believe this is one of the reasons why ATC request high speed.

Cut C ttttd D ,lircl-,Itt llsing Rutn\ avs IRL. :SR. 1 QL. 16 and 3+ shall opel'ut,’ \rithin en\il-ontllClltLll
corridt)I'S whiclr arc 1lused oil /I//III Ill- Itlkc-t)t't- flighT path ul't’as. The corritltil's +la\'e Lr \titlth of' 181) \ 1
LIt the depot-TIll-c ell,I ot- tIle CICUt'\VLly. divet'gitlg dT 1 ].5n „ on each side tt) ,I lnuxintuln u-i,tIll tIt 1 NOt) X1,
and extending in length to 5 \:\t t+nnI the poinf o.I origin. The COIl'idOIS exTend vertically tl'oill sttl' t-ace
to 3ntli\ ft A\!SL

This Noise abatement procedure is not being followed. All Departures off the North runway turn
within 1 nautical mile to the North West.

This chart shows the outline in black of the 2007 EIS provided by the DAA to ABP seeking planning
permission for the north runway. The Blue lines are one period from 0700-2300, actual flight track
data

II:re :.
nb ' S

L F F

-He

i#1
This chart clearly shows that the departures are not in line with the planning permission of the noise
preferential route in green, which was issued by the DAA to ABP in 2006.
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What DubliIr Airport Currently has

Currently Dublin Airport does not have Independent Operations. The reason for this is because the
missed approach procedure off28L turns across the departure path from 28R, with no Altitude
separation guaranteed. This has been confirmed by the IAA.

While Independent operations should be the main aim, this will take a long time to solve, so a simple
step which keeps capacity above the requirements should be the first port of call

On a point, fully independent operations would cater for over 60 million passengers, a fIgure that the
DAA don’t need for a very long time.

Dependant operations would give over 40 million (Close to 50 million) capacity overnight should the
CAP be lifted.

London Gatwick in 2023 operated with one runway. They processed 40.9 million passengers with a
load factor of 84.1 %. That is a total seat capacity of 48.6 million. With one runway, they operate
Dependant mode since it is only one runway. With two runways the DAA could exceed this figure
before next summer if the Cap is lifted.

Frankfurt Airport (FRA) recorded a significant recovery in passenger demand across 2023. In total,
some 59.4 million passengers traveled via Germany’s largest aviation hub in 2023 with 2 runways –
representing a 21.3 percent increase compared to 2022. However, passenger numbers for 2023
remained 15.9 percent below the pre-crisis 2019 level.

Frankfurt operates dependent mode operations, just as we propose in our 3 phase plan. Not every
aircraft was full in Frankfurt, so the number of seats could be 20% higher, over 71 million passengers

I have a 3 phase plan, that could give the required capacity to the airport now, increase this to over 40
million + passengers nearly 50 million+ by next summer, and 60 million + within 12-18 months.

This plan will also have two basic Noise abatement rules to reduce noise, which all airlines must
comply with. This must be made mandatory for Pilots and ATC, unless an emergency situation arises,
or for weather avoidance. This will not increase the fuel burn or carbon emissions for an airline based
in Dublin.
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Phase 1

Aim: To have 28R departures straight.

Time Line: EIS approx. 2 weeks
Capacity 48 million +

Issue a Trigger NOTAM (Notice to Airmen)

All CAT C and CAT D Standard Instrument Departures off 28R Suspended.
New 28R Procedure. Climb Strajght ahead to EBEZA CLIMB FL90 CONTACT DEPARTURE
FREQ. Expect Radar vectors or direct routing to FLIGHTPLAN.

28L MISAP CLIMB STRAIGHT AHEAD TO GANET CONTACT ATC CLIMB 3000FT

LOSS OF COMMS MISAP 28L CLIMB TO GANET 3000ft THEN CLIMB 5000ft and TURN LEFT
TO UMOWI. COMPLETE ONE HOLD THEN MAKE AN APPROACH TO LAND 28L.

Dublin ATC would operate DEPENDANT MODE. EG 28R Departure would be given clearance
when the 28L aircraft Lands. This will not slow down arrival or departure flow rates from currently
achieved rates. There are currently 3-4 arrivals each morning between 0600-0700, the peak wave.

This would enable the DAA to immediately comply with the planning permission, and allow them to
enter a submission to ABP that they are now returning the original EIS, and they can argue for a better
night time flight restriction.

Yellow line is straight departure off 28R, Blue line is Approach 28L.
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Phase 2

Instruct ASAP to create new SIDS based on ICAO DOC 9643.

Aim: To have both runways departing aircraft simultaneously.

Time Line: EIS approx. 6 months, ready for Summer 2025.

Capacity 48 million +

Dependant Made
Phase 2
EIS 6 Months

The yellow lines are departure tracks, with a 10 degree divergence within 2 nautical miles. The blue
line is the arrival path.

DWNO 1 is end of runway 28R 1.9 NM
DWN 02 is a track 10 degrees right after DWN01 to the same distance as GANET on the south
runway.

Procedure:

ATC Line up an aircraft on 28R and hold position. Aircraft lands on 28L.

Immediately ATC give take off clearance to the aircraft on 28R, and give line up clearance to the next
aircraft departing off 28R. (Conditional clearance)

While the landing aircraft is rolling out, ATC line up the next departure aircraft on 28L. Once the
landing aircraft is vacated, they clear the aircraft on 28Land at the same time 28R to take off.

If there is enough space to the next arrival, they could line up and clear aircraft for take off from both
runways at the same time again, otherwise when the next aircraft lands, the clearances repeat over and
over

This would give ATC in Dublin more capacity than London Gatwick, and Frankfurt, and allow
expansion if the passenger Cap is raised, which it should be if this flight path is used.

Dublin Aiport instruct ASAP to design an offset RNP approach to 28R for single North Runway
Operations.
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Why have I chosen 10 degrees? This is because this is within the current regulations (ICAO DOC
9643), and no exceptions under AMC’s (EASA Requirements) are required. It also splits both
Hollystown and Kilbride equidistant, minimising the noise impacts to the fewest number of people.

Offset RNP approach 3SR for night time operations when 28L is closed

Aim: to minimise the noise impact for built up areas near Swords, Ponmarnock, and Vlalahide.

Legend

28L Appr03ch
28F? StraIght Departure

8 ErWT Weston AOP

Feature

InF RNIIP X 2®R

Pic: New offset RNP approach for 28R.

When the south runway 28L/10R is closed every 8 weeks for grass cutting or maintenance, this offset
approach should be used, to avoid aircraft overflying Portmarnock and Malahide.

There are no changes required to departures or the missed approach using this offset approach.

This type of approach is used worldwide for this exact reason, examples, New York 13L RNP approx.
90 degree offset, RNP X 22L 10 degree offset, Nice France, 80 degree offset, Nantes France, 15
degrees offset.

If the weather is below or forecast below the required minima for this type of approach, ATC revert to
the current ILS approach.
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Phase 3

Whilst Phase 2 is operational, Dublin Airport will have a higher potential capacity greater than
London Gatwick, which in 2023 had a total seat capacity of 48.6 million. This is far above the
requirements that Dublin Airport require or could achieve.

If the designs were put in place now, this phase could be operational before the summer season 2025.

Once this phase is operational, the DAA and ASAP will have time to design a new missed approach
off 28L, which would allow fully independent operations, Phase 3 .

Pic: Example of a new missed approach design

Yellow lines : Departure tracks

Blue line : Approach 28L

Red Line: New missed approach 28L with required ICAO DOC 9643 regulations complied with.

This phase 3 allows fully independent operations, the maximum capacity that is possible at Dublin
Airport

This new missed approach is an example of a solution. 30 degrees deviation is guaranteed until 3NM
radar separation is achieved, and the aircraft are always deviating away from each other initially by
track, then by altitude.
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NOISE ABATEI\'IENT PROCEDURE EIDW ALL RUNWA\’S:

CLIMB AS PER NADP2
TAKE OFF POWER TO 1500FT AGL

REDUCE TO CLIMB POWER ACCELERATE TO 250 KTS

250KTS or Vzf (Minimum clean speed) MANDATORY BELOW 10000FT
NO TURNS OFF SID UNTIL ABOVE 8000FT OR OVER WATER, EITHER BY THE PILOT OR
ATC INSTRUCTION.

Exceptions : Aircraft in an Emergency situation, or avoiding weather.

This will require all airlines and ATC to be mandated to comply with these requirements. This is to
ensure ATC radar separation. The DAA have the control to mandate this. This is common practice
around the world.

Fuel Burn and Carbon emissions

One concern is that this longer SID off the North Runway will cost a lot more fuel and time, and
Increase ernlsslorls.

An A330, which is the most common widebody flown in Dublin was test flown in a simulator to
gather Data.
This was flown at the maximum landing weight 187 tons, in IS A conditions still wind.

The Current ENDEQ 3 J took 9 minutes 12 seconds, burning 1640Kgs of Fuel.

The New designed departure took 9 minutes 37 seconds, burning 1660 Kgs of Fuel.

Fuel increase + 20Kgs
Time increase 22 seconds.

This flight complied 100% with all planning conditions, ensures ATC radar separation, and still
overflies Ratoath and Ashbourne, but at a much higher altitude, and the noise levels would be very
low

The south departure to PESIT ,( Canaries, Spain, Portugal Flights), had a saving of fuel and time.

Current PESIT 2 J 19 minutes 30 seconds Fuel burn 2500 Kgs

New design PESIT 18 minutes Fuel burn 2360 Kgs

Time saving 1 minute 30 seconds per departure

Fuel saving 140 Kgs of Fuel.

Over all

New SID

Time saving combined 1 minute 8 seconds
Fuel saving -120 Kgs of Fuel

These tests were carried out using the Noise Procedures set out as above.
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Issues n'ith thc C'tlrrcnt Flight path procedures

I ATC' Radar Separation – Currently when aircraft depart off 28R, there is a speed limit due to
the tight turns of 210 Kts. The faster an aircraft flies, the wider the turn is, so to keep the turns
tight, the speed is reduced. An A320 flying to Europe, the minimum speed to retract the flaps
will be above the limit speed of 210 Kts. Therefore we are required to maintain the Flaps at 1
until we pass this speed restriction. With Flaps extended, there is a lot of drag, the aircraft
burns more Fuel, does not climb as well, and we make more noise. The Boeing 737 has the
same issue. For A321 Neo to the USA Flap 2 is required with a lower speed again.

Another factor is, at Flap 1 in the A320, our max speed is 215 Kts. If we were to fly 210 Kts
we are very close to the overspeed, and therefore would normally fly 190-200Kts. The Boeing
737 aircraft when maintain Flap 1 to comply with the speed, has a max speed for this Flap
setting of 235-250 Kts depending on the variant. So The B737 can fly exactly 210 Kts while
the A320 is flying 190 – 200 Kts. If a B737 is following a A320, they will catch up, and
reduce the ATC Radar Separation (Minimum separations is 3 nautical miles)

Different Companies use different Climb Profiles. For example, one airline climbs at take-off
power and Flaps until 1500ft above ground, and then accelerate, while another climbs at take-
off power and Flaps until 1000 ft and then accelerate.

So, if a B737 is following an A320, The B737 aircraft will accelerate at a lower height, and
fly a faster speed than the A320. These two combined effects mean the B737 aircraft catches
up quickly.

The response from ATC is to instruct the A320 aircraft to increase speed passing 30006 to
290 Kts. This increases noise on the ground as the aircraft lowers its climb rate to accelerate.

This also increases the risk of bird strike as the aircraft is longer in the lower altitudes where
birds are, and the higher speed increases the risk of serious damage if such a strike occurs.

This has now become custom and practice with Dublin ATC, even if there are no conflicts or
separation issues. For example, a single aircraft departing at night, with no previous or
following aircraft, will be routinely instructed to increase speed to 290 kts, and turn early off
the SID. This has the effect of causing more noise that was ever experienced in the past, even
off the existing south runway, as the aircraft reduces its climb rate to increase speed.

The only way this will be stopped is an instruction from the DAA.

N'litiga110n

1. Do not have any speed limits below 250 Kts to enable all aircraft types to retract their
flaps and all fly the same speed.

2. Mandate all operators to fly one climb profile so every aircraft operates to the same
performance level, and take enforcement action.

The new proposed Departures have these two measures built into them.
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3. CAT A,/B aircraft nv the same SIDS as CAT C D

Currently with the 28R Departure, the Larger CAT C and D, (A320 B737, A330 Etc)
commence their turn at approx. 400ft above the ground 30 degrees right at the end of the
runway.

The Smaller CAT A/B aircraft, (Mainly ATR Emerald ) commence their tum at 500ft above
the ground. These aircraft are a lot slower to climb and fly slower speeds (170 Kts) that the
larger aircraft. This means that if an A320, B737, or A330 is to depart after an ATR, they must
wait a long time before they can depart.

On the South runway, the CAT A/B aircraft turn approx. 500ft, and clear the area for the faster
jet aircraft behind, which reduces the delay for the next departure.

The new design is for CAT C/D aircraft. The smaller aircraft can turn as they are now, while
the larger aircraft fly straight ahead to approx. 3000ft before turning. This turns the smaller
aircraft out of the way and increases the departure flow rate off 28R.
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3. Missed approach :SL conflict u-itIl Departure track 28R

The current departure tracks off 28R turn right by initially 30 degrees to diverge from the
missed approach from 28L as per the regulations.

These regulations are only required for hIlly independent operations. Fully independent
operations are when the operation of one runway is fully independent of the parallel runway.
Eg you have basically created two single runway airports side by side.

All procedures are designed so that a loss off communications with an aircraft on departure.
or missed approach , have no effect on the parallel runway.

This does not happen at Dublin Airport.

Current 28L missed approach C-hall

::11:1: 3 1a1)i? JI11 :d = +iI: : i n

Actual !8R Departure tracks overlaid on 28L NII based approach
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As you can see on the first chart above, the missed approach off28L tracks North and then east
towards the Dublin VOR.. (Departure tracks not shown on this chart .)

The second Picture is actual radar flight data of all departures for one 24 hour period.. In red you can
see the missed approach track off28L.

The red missed approach altitude is 30008. Where these two intersect, departing aircraft have been
tracked between 2800ft and 40008. This is clearly a conflict. So how do ATC avoid the risk of
collision?

If an aircraft performs a missed approach off28L, all departures are stopped off 28R. Remember the
definition of Independent operations is that the operation of one runway has no effect of the other
parallel runway? This is clearly not the case in Dublin Airport.

When an aircraft performs a missed approach, Dublin Airport becomes a Dependent operation. In this
mode 30 degree turns off the North runway are not required.

If it is quite windy. and ATC perceive that there is a higher risk of a missed approach off28L, ATC
will not depart an aircraft off 28R until the aircraft on approach has landed. This is the definition of
Dependent operations.

So, What happens to an aircraft on approach to 28L that performs a missed approach? The aircraft is
turned left over Dublin City, a procedure that AIR Nav stated is complicated to design, and cannot be
done

The reason that in the picture above where we have Radar tracks for departures, but a drawn in
procedure for the missed approach, is because since the opening of the North Runway in August 2022,
not one single aircraft performing a missed approach has flown the published procedure.

Actual NIi>;sed approach ot)seI-\ ed

, Maynoott;

, Celt?';age
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Why ha\ c an offset approach for 28R'.’

At the moment, during the summer cycle, every 8 weeks, the south runway closes for maintenance.
This offset approach would hugely reduce the population affected by noise at night time.

Summary

I believe that making an immediate change would be beneficial for the airport going forward for many
reasons. The Noise impacts for local populations would drop dramatically. the issues outlined above
for ATC, and the Pilots would be solved.

This action must be taken very quickly, as we are in the winter period, with capacity requirement very
low. Any short term reduction in capacity while ATC get trained and up to speed. will have no impact
on operatrons.

The design criteria is required to be started immediately for phase 2. This will take a few months, and
this is needed to be in place for April 2025. Dublin Airport will then have more capacity than London
Gatwick who in 2023 had a seat capacity actually flown of nearly 50 million passengers.

Feel free to contact me at any time if you want me to clarify any of these proposals.

Kind Regards

Bryan

Bryan Beggan

0858667485

bryanbeggan@gmail.com
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