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1. What is aerodrome control?

An aerodrome is defined as:

G!ye FNBF 2F fFyRY 61 GSNI 6AyOf dzZRAY3I GKS FTNRI
designed, preparedequipped or set apart for use either in whole or in part for the arrival,
departure, movement or servicing of aircraft and includes any buildings, installations and
equipment situated thereon or associated therevéth.

So, an aerodrome is a term for anycddion from whichaircraft flight operations take place,
regardless of whether they involveargq passengers or neither. Now it is easy to derive
aerodrome control. This means the Air Traffic Control (ATC) that is present on an aerodrome.

1.1 Parts and Responsibilities of Aerodrome Control

Aerodrome Control can be dived into three positions each with their ownresponsibilities and
working methods. All these ATC are controlling in sleecalled: Control Zondhree types of
control are provided in the CTRControl Zone)Before you open one of these positions you
shoul always make sure to execute the following steps:

1 Connect and logn:
1 Identifier:
The name of your position to correctly log in
1 Frequency:
The correct radio frequency of your position to be selectelVAcand TS
1 Coordination:
Advise yourdjacentposition (GND, TWR or higher) that you are online and ready

ATC will preferable take the highest available position in line with his radkttam existing
FRA's.KRA stands for Facility Rating Assignment, which means that there may be limitations for
manning a certain ATC position. If you don't meet these requirements, you cannot take that
position.)

This rule is based on the fact that withIfAO each ATC position controls all the lower
positions, if they are not occupie&.g if only TWR is active, he will provide, additionally to his
own TWR control service, all the services of DEL and GND. Similarly, the Area Controller (ACC,
but in IVAOCTR) will provide additionally all airfield services in his region, if these are not
manned. That includes APP, TWR, GND and DEL for all airports in h{$\érealyou logn at

an airport, make sure that you have checked which is the lowest availabteppk practice,

quite often, it will be hardly possible to do all these positions by one person.

1.2 Control zone (CTR)

A Control Zone (CTR) is a volumecontrolled airspace normally around an airport, which
extends from the surface to a specified upper limit, established to protect air traffic operating
to and from that airport. Because CTRs are, by definition, controlled airspace, aircraft can only
fly in it afterreceiving a specific clearance from air traffic control. This means that ATC at the
airport knows exactly which aircraft are in that airspace, and can take steps to ensure aircraft
are aware of each other, either using separation or by passing trafbcnation. The ATC in


http://en.wikipedia.org/wiki/Aircraft
http://en.wikipedia.org/wiki/Flight
http://en.wikipedia.org/wiki/Cargo
http://www.ivao.aedro/softdev/IvAc/manuals.htm
http://ivao.aero/ts/manual_en/ATC.html
http://en.wikipedia.org/wiki/Controlled_airspace

the CTR can be divided in three typaamely: delivery control (1.3), ground control (1.4) and
tower control (1.9.

1.3 Delivery control (DEL)

The job of a clearance delivery controller (DEL) is to provide departing aircraft withifReir
clearance. The smooth flow of all traffic depends on these clearances. The DEL controller makes
sure that the IFR flight plan is correct. Thereafter the fliglain clearance shall be given. The
flight plan should indicate all items necessary to Aaffic Control for all stages of the flight.

Phraseology will be discussed later on in the book.



1.4 Ground control (GND)

The job of a surface movement or ground controller (GND) is to control all the aircraft
movements on the surface of the airfield. Whet this is the pusiack, taxi to the runway
holding point or from the runway to the parking (stand) or gate, the ground controller keeps it
all under control. It is of great importance that the ground controller has a good knowledge of
the total airfield Good ground maps artherefore a must. If aircrafteed to enter or cross an
active runway this has to be coordinatéidst with the Tower. For departures, the transfer to
tower (TWR) is done when the aircraft approaches the holding point. For artivalsansfer

will be done from tower (TWR) after the aircraft has vacated the runway.

1.5 Tower control (TWR)

The job of a Tower controller (TWR) is to control all the aircraft that make use of the runways
and that are flying visual in the local control 2ofCTR). Simply said, all traffic that you could
see from the Tower at or around the airfieldd not confuse CTh real life CTR stands for
Control Zone. On IVAO it is used for Area Confrioé)smooth flow of all traffic depends on the
proper takeoff sequence. It is important to be able to handle many departures in a short time,
to sequence in such a way that those departures are well separated after-offke
E.g where the one has a right turn out and the next a left turn out after take Or, afaster
aircraft first, followed shortly thereafter by a slower one, taking into account possible wake
turbulence. In addition to departing traffic, there will be arriving traffic (at the same time) and
quite often at the same, single, runway. Sequenciegneen departing and arriving aircraft is

in all cases an importantask. Ifa runway is constructed in such a way that b#ekk is
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needed, especially both at departure and at landing, the job becomes even more complicated
and thorough training is necesy to learn how to deal with this. Good -codinations with
Approachare essential here.
Although in ATC the general rule of "first comes, first served” is valid, it will not always be
possible to apply this. To handle expeditiously the flow of trafficeopractical decisions could
be necessary and more logical. Special attention is needed for the mix of IFR and VFR traffic. IFR
traffic is limited to the published instrument procedurefhese are tsict and prescribed
instructions thathave tobe followed exactly. Thus IFR traffic is not the flexible part here. But
VFR traffic is in the sense that they could more easily make a delaying turn and provide
properly their own separation in respect of IFR traffic. As a TWR controller, be aware of this and
useit if necessary. Approach (APP) should hand off ILS traffic to Tower once established on the
ILS. When several aircraft are on the dit& tightly separated, pilots magxpect a late landing
clearance, because two aircraft can never be cleared to lanchet¢.oThe next aircraft could
only land when theprevious one has vacated the runwalocal exceptions may apply!
Departing IFR aircraft are to contact Departure/Approach Control immediately afteroffike
Avoid speaking to the pilot duringke-off and landing operations in order not to disturb him in
these phaseg Unless it concerns the safety of the operation.
Instead of landing, an aircraft can perform a:

1 Low approach (a garound when reaching minima, before touching the runway, while
staying at low Hitude over the runway)
Touch-and-go (will touch the runway and immediately také again)
Sop-andgo (will land, stop on the runway and takéf again from the remaining
distance)
VFR traffic remains under control of TWR until leaving the local Corimie.

1
1

For departures, the transfer to departure/approach (DEP/APP) shall be done immediately after
take-off. Good practice is to advise the pilot before giving the departure clearance, so that the
pilot could prepare while the pilot is still on the runwgThere could be a separate Departure
Control (DEP) active. Otherwise Approach (APP) will be responsible for departed traffic as well.)
For IFR arrivals, the transfer will be done from Approach (APP) after the aircraft has reported
established on the ILRAs soon as arrived traffic has vacated the active runway, they will be
handed over to GND, if onlin€lease keep in mind thatEach division has its own division
procedures. Also theo-calledthe Letter of Agreement (LoA) between divisions deservesaext
attention. LoAscan be found on the divisional website. These procedures written above may
differ from your division.




2. Meteorology

Note: If you have any problems in understanding how to spell letters according to the aviation
alphabet look atchapterll. ¢/ 22 NRAYFGA2Y YR [/ 2YYdzyAOlFGA2Y
AMETARMETeorological Airport Report) is a meteorological observagport (not a

prediction), created at least eveB0 min, anddedicated to the aviationThis international code

was developed by the ICAO and apygad by the World Meteorological Organization. Baseline

data are common to all countries, but some sections of the code are subject to local variations.

This kind of message is brought @ach hour (or less, depending |of
the airfield).

It allows knowingthe meteorological conditions on an airfield at a given timeframe. Its
elements aredeterminants in order to choose the landing/departing directfonexample.

A SPECI is identical to a METAR with the difference that it is not created regularly btitrfeom
to time. It's a special observation message showing a punctual meteorological event that
occurred since the last METAR or SPECI published.

2.1 Notification Structure

The METARSs have a syntax that may appear a bit complex. The terms used in this code are
abbreviations that come from different languages.

Considering the example METAR that we will follow during this tutorial:

LFPO 041300Z 36020KT 320V040 1200 R26/0400 +RASH BKNO040TCU 17/15 Q1015 RET:
26791299

We will decode it together and give you somditional examples for each part below.

2.2 Units

The unitsare also variables and have been settled from the history development of the aviation
and the influence USA and British pioneers in aerospace.

We use:

Hundreds of fet{(ft) for the clouds heightboveground

knot (kt) for the wind speedNm/h), t equals to the time

meter (m)for the horizontal visibility

hectopascal (hPajpr the atmospheric pressure (QNH QFE)

degree Celsiu¢’C)for the temperature measures

=4 =4 -4 -4 -4

Some unitgan change depending of tlwwuntries. For example, we use:
1 meter per second 'mps' (m/sin Russia for the wind speed
1 kilometre per hour '’km' (km/h)



1 American land mile 'SM'also known as Statute Mil&or the visibility in North America
1 inch of mercury (inHgjor the atmospheric presure in America (1013hpa=2992 inHg)

2.3 Airfield ICAO Code

LFPO041300Z 36020KT 320V040 1200 R26/0400 +RASH BKNO40TCU 17/15 Q1015 RETS
26791299

I THE LFPO ICAO COEHARISORLY AIRPORT

Allairportsin the worldhave a unique ICAO code, which is a locatolicator with 4 letters.

 1%letter determines an area in the world (France is in the L area)
1 2"letter determines a country in the world area (F for France)
1 3%and 4" letters determine an airfield

The AUTOindicates a fully automated report with nmuman intervention. It is removed when
an observer logs on to the system.

The NIL indicator is inserted if theobservation message is missingf's showing the end of
message.

2.4 Date and time

| LFPO041300Z36020KT 320V040 1200 R26/0400 +RASH BKNO40T@® Q1015 RETS
2679199

‘ OBSERVATION OF DAWIBERO4 OF THE CURRENT MONRTH3:00HOURS UTC (Z
OR GMT)

All dates and times are in UTC using &h@dr clock;the first two digits are for the day of the
month followed by dour-digit time; always appended thi Zto indicate UTC.

2.5 Speed and Windlirection

|LFPO 04130086020KT320V040 1200 R26/0400 +RASH BKNO40TCU 17/15 Q1015 RETS
26791299

I WIND FRON6C® BLOWING AZ0KNOTS (KT)



It is, normally, dive numbers groupwhich shows theaverage wind on 10 minute$ollowing
(without a space) by an abbreviation in order to precise the unit used to transmit the wind
speed.

The first 3 numbers indicate th&ind direction. The last twothe wind speedwith the speed
unit.

The wind direction is indicated in multiples of 10° true rounded to the multiple or at the
nearest number.

The wind direction values below 100° are always precededwsaind from 60° will be 060)
A wind blowing from the true north is indicated Bg0°(and not 000).

The wind direction is from #afront when the aircraft is at the indicated wind heading.

When during the last 10 minutes preceding the observation, the maximum wind speed into the
gusts (average on 3 secondceeds at the least of 10 knots or moad the average wind
speed, this maimal speed is indicated directly after the average spee stter following of

by this maximal speed.

The wind direction is writteWRB (variable windshstead of the average direction when:
1 The wind speed is below 3 knots (6 km/h) and the totalatemn, on 10 minutes of the
wind direction is above or equals to 60°.
1 The wind speed is above or equals to 3 knots (6 km/h) and the total variation, on 10
minutes of the wind direction is above or equals to 180°.
Complements:

00000KT= Wind calm when thewverage speed is below 1 knot
27010525KT= wind 270° 10kt with gusts at 25Ks{gust)
VRBO3KE wind from variable direction blowing at 3kt

2.6  Wind Variability

LFPO 04130036020KT320V040 1200 R26/0400 +RASH BKNO40TCU 17/15 Q1015 RETS
26791299

I WINDS VARIABAROUND 360° BETWERY ANDO4C°

Note: It's an optionalyroup; it is present only to indicate a variable
wind.

When the 10 minutes period preceding the observatidine wind direction variability is
between 60° included and 180° excluded and the averapeed is above or equals to 3 knots
(6 km/h), the both extreme directions observed are indicaiadhe direction of clockwise the

V letter is inserted between the two values.

-10-



2.7 Visibility
I LFPO 041300Z 36020K200R26/0400+RASH BKNO40TCU 17/15 QIREF'S 26791299

I MINIMAL VISIBILIT¥ @00 METERS OVER WHEOLE HORIZON

The visibility is measure of the opacity of the atmosphere. An automated, instrumentally
derived visibility value is a sensor value converted to an appropriate visibility value using
standard algorithms and is considered to be representative of the visibility in the vicinity of the
airport runway complex. A manually derived visibility value is obtained using the "prevailing
visibility" concept. In this section, the term "prevailing vilgig' shall refer to both manual and
instrument derived values.

The 4 numbers are indicating the visibility in meter®One or two letters can be added to
define a particular visibility in a sector.

Note: In special cases, if local conditions vary grehtn two groups
may be displayed showing the visibility variation in different sector

l*2)

At automatedstations, when visibility sensor can't deliver any direction, the value of visibility is
followed byNDV.

Automated stations shall use av to indicate 'less than" when reporting visibility. (Example:
M1SM)

Examples:

0000= visibility is below 50 m

9999= visibility is greater than 10 km (or equal)

4000NE= visibility is 4000 m at norteast (mean visibility = 1.5x4000 = 6000 M)
1400S4000N= visibility isL400 m at south but 4000 m at north

10SM= visibility of 10 statute miles or American land mile (=1.625km)

1/4SM = visibility of 0.25 statute miles (one quarter)

1 1/2SM =visibility of + %2 SM = 1.5 statute miles

CAVOK=doudsAnd Visibility OK

NSC= No Sgnificant douds (no clouds below 5000 feet, no cumulonimbus (CB) or towering
cumulus TCU))

SKG= Xy Qear¢ no clouds

CAVOK definition:

1. No clouds exist below 5,000 feet or below the highest minimum sector altitude, whichever is
greater, and no coulonimbusclouds (CBor notowering cumulus clouds (TChke present.

2. Visibility is 10 kilometres or greater and,

3. No precipitation, thunderstorms, sandstorm, dust storm, shallow fog, or low drifting dust,
sand or snow is occurring.

Note: The tem CAVOHKs not used in the United States

-11-



2.8 Runway Visual Range

LFPO 041300Z 36020KP0V040 1200R26/0400 +RASH BKNO40TCU 17/15 Q1015 RETS

26791299

I RVR OR RUNWKWUAIRANGE ISOOMETERS ON RUNW26Y

Note: It's an optional group. This group is present daalyndicated
runway visual range when visibility is below 1500m.

Runway Visual Range an indication of the real visibility as measured down the runway either

electronically or manually. RVR will always be prefixed by the letter R followed by the runway

for which the value has been taken

Some letters (M,P,D,U,N) can be added to the RVR to specify the evolution of visibility.

Examples:

R25/M0075= RVR runway 25 is below than 75 meters (M=Minus)
R33L/P150G= RVR runway 33 LEFT is greater than 1500 m@&eRus)
R16R/10000= RVR runway 16 RIGHT is 1000 metersdeitériorating(D=Down)
R16R/1000= RVR runway 16 RIGHTL000 meters with improvin@J=UP)

Up)

2.9 Weather Phenomena

LFPO 041300Z 36020KP0V040 1200 R26/04086RASHBKNO040TCU 17/15
26791299

| HEAVY+) SHOWERSH RAINRA

Note: It's an optional group. This group is prdsenly to indicate
when precipitation and weather and obscuration phenomena
present.

R33C/0900N= RVR runway 33 CENTRE is 900 meters with no change (N=No change)
R27/0150V0300= RVR mway 27 variable (V) from 150 to 300 meters with improvement (U=

Q1015 RETS

are

Present Weather Phenomena includes precipitations,obscuration and other weather
phenomena. Present weather may be evaluated instrumentally, manually, or through a

combination of instrumental and manual methods.
Intensity qualifier:

sign " = Light
No sign= Moderate
sign "+"= Heavy
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Weather phenomena:

Precipitation:

Obscuration:

Others:
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Precipitation is any of the forms of water particles, whether liquid or solid, that falls from the
atmosphere and reaches the ground. The types of precipitation are:

T

E R

Drizzle Fairly uniform precipitation composed exclusively of fine drops with diameters
of less than 0.02 inch (0.5 mm) very close together. Drizzle appears to float while
following air curents, although unlike fog droplets, it falls to the ground.

Rain Precipitation, either in the form of drops larger than 0.02 inch (0.5 mm), or smaller
drops which, in contrast to drizzle, are widely separated.

Snow Precipitation of snow crystals mésbranched in the form of sigointed stars.

Snow GrainsPrecipitation of very small, white, and opaque grains of ice.

Ice Crystals (Diamond DustA fall of unbranched (snow crystals are branched) ice
crystals in the form of needles, columns, or pkate

Ice PelletsPrecipitation of transparent or translucent pellets of ice, which are round or
irregular, rarely conical, and which have a diameter of 0.2 inch (5 mm), or less. There are
two main types: Hard grains of ice consisting of frozen raindropkargely melted and
refrozen snowflakes. Pellets of snow encased in a thin layer of ice which have formed
from the freezing, either of droplets intercepted by the pellets, or of water resulting
from the partial melting of the pellets.

Hail: Precipitationin the form of small balls or other pieces of ice falling separately or
frozen together in irregular lumps.

Small Hail and/or Snow Pelletrecipitation of white, opaque grains of ice. The grains
are round or sometimes conical. Diameters range from akbQ8 to 0.2 inch (2 to 5
mm).

Obscuration: Any phenomenon in the atmosphere, other than precipitation, that reduces the
horizontal visibility. These include:

M

Mist: A visible aggregate of minute water particles suspended in the atmosphere that
reducesvisibility to less than 7 statute miles but greater than or equal to 5/8 statute
miles.

Fog A visible aggregate of minute water particles (droplets) that is based at the earth's
surface and reduces horizontal visibility to less than 5/8 statute mileswamitke drizzle,

it does not fall to the ground.

Smoke A suspension in the air of small particles produced by combustion. A transition
to haze may occur when smoke particles have travelled great distances (25 to 100 miles
or more) and when the larger picles have settled out and the remaining particles
have become widely scattered through the atmosphere.

Volcanic AshFine particles of rock powder that originate from a volcano and that may
remain suspended in the atmosphere for long periods.

Widespread Dust Fine particles of earth or other matter raised or suspended in the air
by the wind that may have occurred at or far away from the station that may restrict
horizontal visibility.

Sand Sand particles raised by the wind to a height sufficienettuce visibility.

Haze A suspension in the air of extremely small, dry particles invisible to the naked eye
and sufficiently numerous to give the air an opalescent appearance.

Spray An ensemble of water droplets torn by the wind from the surface o&x@ensive
body of water, generally from the crests of waves, and carried up a short distance into
the air.
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Other Weather Phenomena

1 Well-developed Dust/Sand WhirlAn ensemble of particles of dust or sand, sometimes
accompanied by small litterpse from the ground in the form of a whirling column of
varying height with a small diameter and an approximately vertical axis.

1 Squall A strong wind characterized by a sudden onset in which the wind speed
increases at least 16 knots and is sustained at 22 krratsooe for at least one minute.

1 Funnel Cloud (Tornado ActivityYhese include:

Tornado= A violent, rotating column of air touching the ground.
Funnel Cloud- A violent, rotating column of air which does not touch the
surface.
Waterspout= A violent, rotating column of air that forms over a body of
water, and touches the water surface.

1 Sandstorm Particles of sand carried aloft by a strong wind. The sand particles are
mostly confined to the lowest ten feet, and rarely rise morertHdty feet above the
ground.

71 Dust storm A severe weather condition characterized by strong winds andfdlest air
over an extensive area.

2.10 Cloud Layers

LFPO 041300Z 36020KT 320V040 1200 R26/0400 +BRAISBHOTCUL7/15 Q1015 RETS
26791299

| BROKENB(N) AT 4000FT040) WITH PRESENCE OWER CUMULUBQY

Heights of sky cover layers and vertical visibility shall be evaluated in feet above the surface
The reportable values of sky cover height are hundreds of feet. Heights of layers shall be
reported n hundreds of feet, rounded to the nearest reportable increment. When a cloud layer

is 50 feet or less above the surface, the height shall be reported as 000.

A METAR maybe includes more than one layer. FE¥V015 SCT023 BKN@Hat describes 3

layers inthe following order: FEW cloud layer at 1500ft AGL, SCT cloud layer at 2300ft AGL and
BKN cloud layer at 4100ft AGL.

Ceiling(coverage > 50% or 4/8th) is the height above the earth's surface of the lowest layer
that is reported avroken (BKN orovercas (OVG; or if the sky is totally obscured, the vertical
visibility shall be the ceiling.

Sky cover shall be included in all reports:
1 Sky condition shall be coded in the form@xXYYWhere XXXis the type of coverage
(e.g. FEW or BKN) amYits heigh aboveairport elevation There shall be no space
between the summation layer amount of sky cover and the height of the layer.

1 Sky condition shall be coded in an ascending order up to the first overcast layer. At
mountain stations, if the layer is belostation level, the height of the layer shall be
coded ag// .
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1 Vertical visibility shall be coded in the formdWVxxxwhere VV is the abbreviation for
Vertical Visibility and xxx the visibility's value in hundreds of feet. If there is no
information avaihble the report shall contaivV/// . There shall be no space between
the VVidentifier and the value. E.§V010reports a vertical visibility of 1000ft.

1 Clear skieshall be coded in the forma§K®r CLRwhere SKC is the abbreviation used
by manual sations to indicate no layers are present and CLR is the abbreviation used by
automated stations to indicate no layers are detected at or below 12,000 feet.

9 Each layer shall be separated from other layers by a spdte sky cover for each layer
reported shall be coded by using the appropriate reportable contraction. The report of
clear skies (SKC or CLR) is complete layer reports within themselves. The abbreviations

FEW, SCT, BKN, and OVC shall be followed without a space by the height of the layer

FEWE= Few= up to 2/8th

SC Scattered= 3/8th to 4/8th
BKN=Broken= 5/8th to 7/8th
OVC=Overcast 8/8th
NSC=No Sgnificantdouds
NCD=No Qoud Detect

SKG= <y dear

At manual stations, cumulonimbu€®B or towering cumulusTCU shall be appeded to the
associated layer. For example, a scattered layer of towering cumulus at 1,500 feet would be
coded 'SCT015TCland would be followed by a space if there were additional higher layers to
code.

Examples:

BKNO025TCH BROKEN cloud layer at 2500iftvtowering cumulus
SCT020C8 SCATTERED cloud layer at 2000ft with cumulonimbus

2.11 Air Temperatureand Dew point

I LFPO 041300Z 36020KT 1200 R26/0400 +RASH BKNQZ0MISIDI015RETS 26791299

‘ THE AIREMPERATURE17 DEGREES CELSAND ITPDEW POINAT 15 DEGREES
CELSIUS

Temperature:

In general, the degree of hotness or coldness of the ambient air as indicated on some definite
scale as measured by any suitable instrument.

Dew point:

The temperature to which a given parcel of air must be cooled at cohgieessure and
constant water vapour content in order for saturation to occur.
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The temperature shall be separated from the dew point with a solidus "

The temperature and dew point shall be coded as two digits rounded to the nearest whole
degree Celsis.

Subzero temperatures and dew points shall be prefixed withvan

Note: If the temperature is not available, the entire temperature/dew
point group shall not be coded. If the dew point is not available, the
temperature shall be coded followed by alidus 7" and no entry
made for dew point.

Examples:

00/MO00 = Air temperature is +0°C, dew point temperaturedizC
(Example if air temperature is +0.3°C and dew POINIT2i¥C)
MO3/MO05 = Air temperature is3°C, dew point temperature i§°C

2.12 Pressureat MeanSea LevelQNH atMSL)

LFPO 041300Z 36020KT 320V040 1200 R26/0400 +RASH BKNO40TCQ1QTAIRETS
26791299

I THE SEA LEVEL PREESXR QNH AT AEROMRIBEL015HECTOPASCAL.

Sealevel pressure (QNH):

A pressure value obtained by the theoreticaduetion of barometric pressure to sea level.
Where the earth's surface is above sea level, it is assumed that the atmosphere extends to sea
level below the station and that the properties of that hypothetical atmosphere are related to
conditions observedtahe station.

Coding the Altimeter Setting Group JA(it's another sea level pressure with other unity)

The altimeter group always starts with an A (the international indicator for altimeter in inches
of mercury). The altimeter shall be coded as a fdigit group immediately following the A
using the tens, units, tenths, and hundredths of inches of mercury. The decimal point is not
coded.

Station Pressure(QFE)
The atmospheric pressure at the designated station elevation.
Examples:

A2985= Altimeter B85- indicates a sedevel pressure of 29.87 inches of mercury (inHg)
QFE 987% pressure at surface or QFE is 987 hectopascal
QNH 997= QNH of 997 (below 1000hPa only 3 digits)
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Note: Coding the Sekevel Pressure Group:

The sedevel pressure group iedluded in the remarks section of the
message. It starts with 'SLP' and is followed by 3 digits (units, tenths
and hundreds). A sdavel pressure of 1002.5 hectopascal would be

encoded as: SLP025.

2.13 RecentWeather

LFPO 041300Z 36020KT 320V040 1200 R@B/GRASH BKNO40TCU 17/15 QI1BES
26791299

| RECENRE THUNDERSTORM(

Note: It's an optional group. This group is present only to indicate
when recent weather is defined.

Examples:

RERA:=REentRAN

WS TKOF RWY 26VindShear during take off on rumay 26 reported

WS LDG RWY28IWind Shearduring LANDING on runway 28 LEFT reported
SNOCLG® Airfield close due to snow

2.14 Runway Status
| LFPO 0413007 36020KT 1200 R26/0400 +RASH BKNO40TCU 17/ REQHEF1299

RUNWAY26: ICE 7) COVERING MORE THAI% & THE RUNWAY),( COVERAGE
HEIGHT OF 12 MILLIMEESI1Q), BRAKING COEFFICENCAPABLE OF MEREMENT

OR NOT RELIABRSE)(

Note: It's an optional group. This group is present only to indicate
special runway conditions. The evaluation of the group aboderie
with the following table.
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This table includes the optional data of a runway condition indication in a METAR and declares
how its syntax works:

Runway Type of Dimension of |Height of Friction coefficient and
designator coverage coverage coverage braking action
15:RWY15 or 15/0: dry and clear1:up to 10% 00:<1 mm [Frictional coefficienRand
65:15R (15+50) '1:humid 2:11-25% 01:1 mm braking actiorB:
88 :ALL RWYs 2:wetor 5:26-50% 02:2 mm
puddles 9:51-100% (03:3mm  R<26-Bbad
3: collar /: not specified |... R26-29 - Bbad/moderate
4:dry snow 10:1 cm (10 R30-35-Bmoderate
R 36-39 - Bmoderate/good
5:wet snow mm) R> 39- Bgood
6: snow slush
7:ice 50:5 cm 91: Bbad
8: compressed 90:9 cm 92: Bbad/moderate
snow 92:10 cm 93: Bmoderate
9: frozen wheel 93:15cm 94: Bmoderate/good
tracks 94:20cm  |95: Bgood
/: type not 99: Ba.nd Rnot specifed or
specified or 97:35¢cm  notreliable -
unavailable 98:>=40 cm f/- RWY not in use
99: RWY not
useable
/I: Height
incapable of
measuement
2.15 Previsions

NOSIG=NOSIGificant changes coming within the next two hours according to the hour of
BECMG weather developmentBE@MInG)

TEMPG=TEMPQ@ary existing weather phenomena (changes to the main report)

FM=FoM (time)

AT=time

TL= unliL (time)

BECMGindicator of regular or irregular evolution of weather conditions. It is only used
when the evolution begins and ends at the hours of the beginning and the end of the
tendency or occurs at the uncertain oo&lock during the validity of the tendency.

BECMG AT1200 33010KTWind becomes 330° at 10 knots at 12h00 UTC
BECMG FM1130 TL1230 035uisibility will be 350m from 11h30 until 12h30 UTC

TEMPOindicator of temporary weather fluctuations on one or sevgrarameters for

less than one hour and covering less half of the period. It is only used when the
beginning and the end of the period of temporary fluctuations correspond at the
beginning and at the end of validity of the tendency.
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TEMPO FM1130 TL1230 M@6= temporary fluctuation between 11h30 and 12h30 UTC, with
overcast cloud layer at 600ft
TEMPO 3000 SHRAemporary visibility 3000m with rain showers

2.16 AIRMETs

Hazardous weather advisories wfoderate intensity will be issued as AIRMETs. AIRMETs are
issued when the following conditions are expected to cover an area of at least 3000 square
miles:

1 Moderate icing.

i Moderate turbulence.

1 Sustained surface winds of 30 knots or more.
1

Ceilings less than 1,000 ft. and/or visibility less than 3 miles affectingpb@¥ area at
one time.

1 Extensive mountain obscuration.

2.17 SIGMETs

Hazardous weather advisories of severe intensity will be issued as SIGMETs. SIGMETs are
reported as convective or no convective.

Convective SIGMETs report only thunderstorms and related phena (tornadoes, heavy
precipitation, hail and high surface winds.

No convective SIGMETSs are issued when the following conditions occur or are expected to cover
an area of at least 3,000 square miles:

1 Severe or extreme turbulence or clear air turbulenceATC not associated with
thunderstorms.

1 Severe icing not associated with thunderstorms.

Widespread dust storms, sandstorms, or volcanic ash lowering surface-fiyghin
visibilities to below three miles.

1 Volcanic eruption.

Volcanic eruption SIGMET's aremtified by an alphanumeric designator which consists of an
alphabetic identifier and issuance number. The first time an advisory is issued for a
phenomenon associated with a particular weather system, it will be given the next alphabetic
designator in theseries and will be numbered as the first for that designator. Subsequent
advisories will retain the same alphabetic designator until the phenomenon ends. In the
conterminous U.S., this means that a phenomenon that is assigned an alphabetic designator in
one area will retain that designator as it moves within the area or into one or more other areas.
Issuance's for the same phenomenon will be sequentially numbered, using the same alphabetic
designator until the phenomenon no longer exists. Alphabetic destgs NOVEMBER through
YANKEE, except SIERRA and TANGO are only used for SIGMET's, while designators SIERF
TANGO and ZULU are used for AIRMET's
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2.18 Pilot Weather Repor{PIREP)

Pilots will report any significant weather or flight condition to you as ATébas as possible.
Additionally, you can expect that all significant weather or flight conditions that clearly differ
from the forecast will be reported by the pilot. There is no specific format for this type of
report.

Remember:If there is any wind sheaturing departure or approach the pilot will inform the
tower controller.
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3. ATIS Automatic Terminal Information Service

Reference Annex 11 Chapter 4

This chapter will provide information on the Automatic Termimébimation Service regarding
contents and use.

Before departing from or arriving at an airport, pilots want to have thest operational
airport information (runwayin-use, closed taxiways etc.) and tmewest weather update
(wind direction and speed, alds etc.). To avoid that the ATC frequency would become
congested by pilots who request this information, it is made available via the Automatic
Terminal Information Service (ATIS).

In reallife, at the airports where it is installed, the ATIS is contusly broadcasted over a
separate VHF radio frequency or on the voice portion of a local navigation aid such as a VOR.

Area Control Centers (ACC, in IVAO XXXX_CTR), Upper Area Control Centers (UAC) and Militan
controlled airfieldshaveno ATIS

On IVAO, NS "transmissions" amisplayed in thelvAp interfaceeach time initial contact is
YIRS 2y Fy20KSNJ !¢/ OKFIyySt 2N GKS LIAf20 dzas

On IVAOQO, the order in which ATIS information is shown differs fromlifeddecause of the
limited space that is available in the IVAp interface. Nevertheless pilots can use the line select
keys to read the whole message.

The ATIS is an Aerodrome Terminal Information Service and generally the Tower Controller is
responsible for theontents.

As every controller position on IVAO has its own ATIS the following procedures apply:
T GND and APP have to copy the ATIS of TWR exactly plus necessary additions

If any irregularities or mistakes are found within the ATIS issued by the Tower En&ND
and/or APP should check it with TWR via chat.

| If no TWR is active, APP will be responsible for the ATIS.

An (upper) area controller (CTR) does not have an active ATIS despite the name of the ATC
station and necessary information on the airportsthin the area. According to the picture
below, a CTR has to skip item 6 to 9. Item 10 to 13 is optionally and should only be used if the
Transition Level and Transition Altitude are the same within the whole area. Remarks could
include active runways bunly if no local ATC is available.

ATIS contents

Once you are connected as ATC you have to fill the ATIS with the help of the following form:
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ATIS X
General
1 T ATIS Active
ATE Pasitior; 3
2T Voice |4 j,-‘ 5
Airpart Airspace
B I TMaATIS [disables aiport details] 107 TrarstionLevel  FL|T2
METAR Statian: 7 11 Tenstondlivge  [13 i
T ake-off: 8
Landing: 9
Other
Remarks: |'I 4
Freview | ] | Cancel

[ERN

(62}

(0¢]

10
11

This tick always has to be set in the box if you are online as an active ATC

When connecting to IVAC yolready have to decide whether to control with or without
voice communication. For this reason the box (2) is already filled and you should not
change it.

This field has to include the name of yAI'C station (e.g. 'Frankfurt Tower"). The correct
names an be found on your division web page or within the local AIP. Do not fill in the
location indicator here (e.g. EDDF_TWR)

This is a droglown menu where you will see the TeamSpeak server for your voice
communication. Do not touch this as you filled urshg your connecting already.

Here you will see your ATC station (e.g. EDDF_TWR) as filled in during connecting

This box only applies for the following position: DEL, GND, TWR, DEP, APP. (Upper) Area
Control will not tick this box.

This field is fied already with the ICAO code of the airport where you chose your
controller position. The ATIS will include weather information of this airport and will be
updated every 30 minutes.

The field must include the active runway(s) for departure.

The fidd must include the active runway(s) for arrival.

If a runway change is planned it has to be changed in the ATIS before the changed
runways are in use. This decision is up to the TWR but in coordination with adjacent ATC
units. Donot change active runwayso often!

You have to tick this box to include the Transition Level within your ATIS.

You have to tick this box to include the Transition Altitude within your ATIS.
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(Transition Level and Transition Altitude if applicable can be found within dbal |
procedures)
12 If applicable you have to insert the correct Transition Level here (e.g. FLO70)
13 If applicable you have to insert the correct Transition Altitude here (e.g. 5000 ft)
14  This field includes remarks. They can contain the followingnmegion:
- Departure frequency S®3d &! FGSNI 5SLI NI dzNE O2y il O
- Holding delay if applicable
- Information about closed runways or blocked teoff taxiways (if longer than
15 minutes)
- Sudden changes of airport egunent which happen unexpectedly
If low visibility procedures are active at the airport

As anexception from real liferemarks can include the following information:

{ 'Training in progress'
1 'Exam in progress'
1 'New controller / newbie'

Remarks shouldever includethe following:
T t SNER2YyIlf AaadadzSa 6So®3ad 2SSt 02YS (G2 Xz | 2dzNJ
I LILINBOALF GSRZ hytAyS dzyiiat Xz SiOd0
1 Any information about restrictions or malfunctioning of equipment on the airport which
are planned and/ordst longer than one day. Those information are always published as
a NOTAM and should not be included in the ATIS again

The IVAC software creates the ATIS automatically with the above and following information:

Designators [A];

Time of observation;

METAR information

SpecificATIS instructions [Remarks].

= =4 -4 -4

Thatinformation are mainly given within a METAR (METeorological Aerodrome Report). You will
find further information on that within the chapter before. (METAR)

Pilots should obtain the ATIS inforrmat for departure at the first ATC unit of the departure
aerodrome (DEL, GND, TWR or APP/DEP). During Approach a pilot has to read the ATIS of the
approach controller only and has to acknowledge it on initial contact.

The current ATIS message is ideedifby a letter and is valid until a significant change has to be
made (new runway in use, significant weather changes, facility failure).

The first ATIS of the day is usuadlgntified as "Information Alfa The second ATIS message will

be "Information Bavo". Then Information Charlie, Delta etc... when reaching Zulu, the next will
be Alfaagain.
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Controllers have to pass important information to pilots who do not acknowledged the letter of
the ATIS or received ATIS information that is no longer correct.

An example for an ATIS:

"Dresden Approach information DELTA recorded at 0930z
EDDC 070900Z  28005KT 9999 FEWO030 BKNO39 0903 Q1021 NOSIG
ARR RWY 22 / DEP RWY 22 / TRL FLO60 [/ TA  5000FT
CONFIRM ATIS INFO DELTA on initial contact".
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4. Flight plan

The purpose of a Filed Flight plan (FPL) is to provide specified information to air traffic services
(ATS)units about an intended flight or portion of a flight of an aircraft. Also the equipment
stated in the FPL should beroect according to the operation the crew is going to conduct.
Therefore a Filed Flight plan shall include all information relevant to that specific planned flight.
This includes:

Aircraft identification (Note: Aircraft identification means the radio Ggii$
Flight rules and type of flight

Number and type(s) of aircraft and wake turbulence category
Equipment on board

Departure aerodrome

Estimated offblock time

Cruising speed(s)

Cruising level(s)or altitude(s)

Route to be followed

Destination aeodrome and total estimated elapsed time
Alternate aerodrome(s)

Fuel endurance

Total number of persons on board

Emergency and survival equipment

Other information.

=4 =4 & -8 48 -8 8 -8 8 _a 8 _a _9a 2 -9

Note: In IVAO a flight plan MUST be filed ALWAYS before any flight. IFR/EBRdLocal
flights as well.

To know each part of the Flight Plan (FPL), we should pass through all the items in the FPL:

The following is a sample Flight plan form with full explanation of all the possible fields. The
picture shows the laput used whenthe ATGUS & G KS a{ K2g Ct[ £ 2LIA
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ACARS - ICAO International Flight Plan 3 x|
International Flight Plan

7 aircraft ident. 8 flightrules type of flight
<<= (FPL | - [ - [ =al <<=
9 number type of aircraft wake turbulence cat. 10 equipment
ol N w1 2 i IR — W = RS
13 departure aerodrome departure time
= | <<=
15 cruising speed level
- =0 = |
route
<<=
16 destination aerodrome total EET altn aerodrome
- | | | <<=
other information
<<=
supplementary information
19 endurance persons on board pilot in command
-E/[ -P/ - /] <<=
aircraft color and markings {MTL)
VA — 5 <<=
Load... I Save... | Reset | Send FPL I Cancel |

4.1 Explanation item by item

Item 7: Aircraft Identification(Maximum 7 characters)

I This item shows the callsign and can be as follows:

1 Theregistration markingof the aircraft ( N704YA , OONZA , et@s)pronourced on
the frequency- (dash) is not used!

1 ThelCAO designatofor the aircraft operating companyfollowed by theflight number
(plus letterg (BCS777, SLRO5etc...). It is not possible to have another letter directly
after the ICAO designator (eIgLH83)

1 Thecallsigndeterminedby the military authorities (BAF54JUSAF112, etc...)
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Item 8: Flight Rules and Type of Flight

Flight Rules (1 character)

7 aircraft ident,

& Flightrules

| <<= CFPL | -
Il =

9 number type of aircraft
-LE | 2

13 departure aerodrome departure ti

15 cruising speed level

- - -

raute

[ =

lightrules
Flightrules

i IFR (1)
OVFR ()
 IFRMFR (V)

" VFRAFR (2

16 destination aerodrome total EET

type of Flight

- [ =l

{ACARS - ICAD International FlightPlan
International Flight Plan

<<=

®

Instrument Flight
Yisual Flight
IFR changing to YFR

%FR changing to IFR

o]

Cancel ‘

[oUERE- i

= |

| <<=

In general lines we can distinguish between Instrumental flight rules (IFR) and Visual
flight rules (VFR). The difference relies in the navigation performance. While in VFR the

navigation is performed visually, referring to visual aids on the ground, such as

mountains, rivers, roads, and so on, the IFR navigation is done using cockpit instruments
that read the information provide by navigatiaads, for knowing the relative position

0SUsSSy

VFR:

iKS

A NONJ T

by R

0KS NI RAZ

AR

VFRilying means that pilots fly mainlyy looking outsideof the aircraft for navigation,
orientation and separation. It is the rule of "see and be seen". Pilotabweed to use
navigation instruments when flying VFR, butsing outside as the primary flying
reference For VFR flights, meteorological conditions have tdobier than the set
minima ® that flying is possible by onllgoking outside. Otherwise pilots are forced to
use their instruments and have to apply the Instrument Flight Rules (IFR). To know these

weather minima called VMC (visual meteorological conditions) is very important. These
VMC will be different depending on the type of airspace. It is forbidden to fly below the

VMC under VFR unless you fly sVFR (specialVFR).

IFR:

IFR flying means that pilots relyon their navigation and attitude instrumentfor
navigation and orientationThis will allow pilots tofly through clouds and in poor
visibility. In most of the cases separation is provided by ATC in controlled airspace, and

flight information will be given. But, the rules that state which kind of separation and
information is proided, and within which flights, is in compliance with the airspace class

type.

Y and Z flight rules:
When part of the flight is going to be conducted in IFR, and the other one in VFR, or the
other way round, pilots must notify this to the ATS (Air taffervices). Instead of filling
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= =4 —a —a

a FPL with IFR or VFR, they will use Y or Z flight rules to specify this special situation.
When talking about Y flight rules, this means that the first part of the flight will be IFR
finishing the flight in VFR. When talgirabout Z flight rules, the first part is visual,
thereafter the flight is conducted in IFR.

One of the following letters will denote the category of flight rules which the pilot
intends to comply.

I when the whole flight will be unddFR

V when the whole flight will be undeVFR

Y whenfirst part of flight will be undetFRandlater changed intoVFR(*)
Zwhenfirst part of flight will be undeFRandlater changed intdFR(*)

Note: (*) The pilot should specify in the appropriate route item theint or points at
where that change of flight rules is planned.

When item 8 (Flight Rules) is Y, then in item 15 (Route) it has to be filled in after what
point the flight becomes VFR.

Example GIBAL W616 LXR VFR DCT.

This means the flight will deparER and remain IFR till LXR, after LXR the flight will
continue VFR

When item 8 (Flight Rules) is Z, then in item 15 (Route) you must specify from what
point the flight will become IFR, as well as the speed and the planned level.

Example GIBAL/N0260F126R W616 LXR.

This means the flight will depart VFR and remain VFR till GIBAL, after GIBAL thlflight
continue at a speed 260 k&t FL120, IFR.
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HACARS - ICAO International Flight Plan i |

7 aircraft ident, a Flightrules tyvpe of Flight
<<= (FPL | - =L - [ = <<=

Type of flight (1character)

ACARS - ICAD International Flight Plan i #

International Flight Plan

7 aircraft ident. & Flightrules type of flight
<<= (FPL | - [ 2l - | =l | <<=

2 number type of aircraft wake turbulence —Flight Type

I J I JJ I JJ (" 5 - Scheduled Air Transport

13 departure aerodrome departure time " M- Non-Scheduled Air Transport
<<=

(G- General Aviation

15 cruising speed lewel M - Militar
- - Y
(¥ - Other
raute
<<=
16 destination asradrome tokal EET altn asrodrome
| [ <<=

The following letters will denote the type of flight:

Sif scheduled serees (commercial flight according tirtable)

N if non-scheduled Air Transport Operations (occasional commercial flight)

Gif General Aviation (nagommercial flight)

M if Military

Xif other than any of the defined categories above (State Flight, Beart Y R w S & O dzS :

= =4 —a -—a -8

Iltem 9: Number and Type of aircraft (1 orcharacters)

Number:

International Flight Plan

9 number type of aircraft wake turbulence cat. 10 equipment
=1 = A 1 R w— A - R
Fﬁe aerodranme departure time
3 <<=
4
g hig speed level
6 5 I vl |
7
2 ™
<<=
16 destination asrodrome total EET altn aerodrome
r | | <<=

Number of aircraft in the formatiorgnly if more than one.
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Type:(2to 4 characters)

ACARS - ICAOD International Flight Plan A
International Flight Plan
7 aircraft ident. & flightrules type of Flight

<<= (FPL | - = - [ Ea <<=

B 9 rumber type of aircraft wake turbulence cak, 10 equipment
o T A e —T e T
ICAD .., | Manufactrer | Aircraft type ‘ Wake ™
Bdel BRITISH AEROSFACE Statesman (1007} MediL
B4c2 BRITISH AEROSPACE Statesman {200} MediL
B4G3 BRITISH AEROSPACE BAg-146-300 Medi.
B47G WESTLAND Sloux HELI
8471 BELL UH-13R HELI
B4TT SOLOY Bel 47 HELI
BS52 BOEING Stratofortress Heaw
BEO BOISAVIA MercLirey Light
Be09 BELL-AGUSTA BA-E09
B701 BOEING 707-100 MediL
B703 MNORTHROP GRUMMARN JStars Heaw
B712 BOEING Business Express MediL 3
< | >

Ok | Cancel ‘

Here will appear the appropriate designator as specified by IVAO, or, if a d&Esigh

not assigned ZZZZ should appeared and then it should be specified in item 18 other
information (humbersand)and type (s) of aircraft preceded By’

Note: See IVAO database atwvw.ivao.aero/db/ for details.
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Wake Turbulence Category (1 character)

HACARS - ICAD International Flight Plan k|
International Flight Plan
7 aircraft ident, 3 Flightrules type of Flight
<<= (FPL [ 1 - [=4 - [ @Y <<=
9 nurber type of aircraft wake turbulence cat, | 10 equipment
o T - 1 A < T e I s P 2
13 departure aerodrome REENEN Wakke Category E]

\Wake Category

15 cruising speed leeel r "~ Light (L)
Ij I " Medium (M)
route

(" Heawy (H)

oK | Cancel <<=
16 destination aesrodrarne total EET

ol — | | <=

One of the following letters will indicate the wake turbulence category of the aircraft:

1 HHeavy, for an aircraft type with a MTOM of 136.000 kg (300l69@r more.
1 M Medium, fora MTOM less than 136.000 kg mgre than 7.000 kg (15.50B.).
1 LLight, fora MTOM of 7.000 kg or less.

Note: For each aircraft type, the wake turbulence category is determined by its MTOM
(Maximum TakeOff Mass). The actual mass of an aircraft does not chaitgavake
turbulence cateayory.

Althoughthe Beingt pT1 0Sf 2y 34 (2 GKS daSRAdzYe gt 1 S
2F GKS RIyaSNRdza ¢ 1S udszdzf SyOS )\u LJNE d
flying behind it. ¢ KSNB A I OGdz £t t& I T 2 dzN Ol
established for the Airbus A380.

Q¢ ¢

Item 10: Equipment

RadioCommunication Navigation and Approach Aid equipment.

Preceding the oblique stroke, one letter will indicate:

1 N if no equipment for the route to be flown is carried, or if the equipment is

unservieable.
1 Sif standard COM/NAV equipment (VHF RTF, ADF, VOR and ILS) for the route to be

flown is carried and serviceable.

And/or one or more of the following letters to indicate the COM/NAV equipment
available and serviceable:
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<<=

HACARS - ICAD International Flight Plan |

2 number tvpe of aircraft wake turbulence cak, | 10 equipment

o - B = N2 = 1 1) VA = Y O

Lo Radio and MNavigation Equipment onboard

el [ S-Standard  (WHF, ADF, WOR, 1LS)

International Flight Plan

7 aircraft ident, a flightrules tvpe of Flight
(FPL I - I vlJ - I vI_J < o=

Radio and Mavigation Equipment:

raute [ A-Lloran A [ I-INS {Inertial na) [ R -RMaY (RMWPARMNPCY
[ C-LorancC [ 1-DataLink [ T-TacaM
[ D-DME [ K-MLS [ U-UHF
16 desH
] [ E-EGWPS [ [
other iy | [ [ M- Omega [ Wi - RYSM (FL290-FL410)
[ G-GPS /GNSS [ [ ¥ -MNPS
suppleme
[ H-HFRTF [ P - Doppler [ - CMMPS
- E
[ Z - Other (specify in item 18 preceded by COM/ or MaVS
- A (04 Cancel |
Load... Save... | Resek I Send FPL I Cancel

=4 =4 -4 -4 4 -8 a8 -8 8 _a 8 -2 _9a 2 _9a 2 _9a 2 -2

Aand B ot to be used

CLav!' b / o6[2y3 wlky3aS ' AN bl @AIIGAZ2Y

D DME (Distance Measurement Equipment)

E Not to be used

F ADF (Automatic Direction Finder)

G GNSS (Global Navigation Satellite System)

H HF RTF (High Frequency Radiotelephone)

I INS (Inertial navigation)

JData link (in Item 18 specify equipment by DAT/ and one or more letters)
K MLS (Microwave Landing System)

L ILS (Instrument Landing System)

M Omega

O VOR (Very high Omnidirectional Range)
PP-RNAV

Q ot to be used

R RNP (Area Navigation)

T TACAN (UHFactical Air Navigation Aid)

U UHF RTF (Ultidigh Frequency Radiotelephone)
V VHF RTF (Vedigh Frequency Radiotelephone)
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W RVSMReduced Vertical Separation Minimum)

X MNPS (Minimum Navigation Parfaance Specifications)

Y 8.33 kHz (channel spacing radio equipment)

Z if other equipment; then specify in item 18 other information, preceding by COM/ or
NAV/

= =4 —a -8

Then following the oblique stroke, one of the followinigtters to describe the
serviceable @veillance equipment carried:

SSR (Secondary Surveillance Radar) Equipment

H|
International Flight Plan
7 aircraft ident, 3 flightrules bype of Flight
<<= (FPL | = | 'IJ - | 'I_J <<=
9 number bype of aircraft wake turbulence cat, 10 equipment
- I e F A ul /|l e
Transponder Type @
Transponder Type
(" C-Mode C
( S5-mode S (with both pressure altitude and aircraft identification
i ¥ -mode S (without pressure altitude and aircraft identification
<<=
(~ P-mode S (with pressure altitude but without aircraft identification)
i I-mode S (without pressure altitude but with aircraft identification’
i A-Mode & only (ho altitude reporting)
<<=
" M- no fransponder on board
K | Cancel | 8=
- A/l =] 5 <<=
Load... | Save.. | Reset | Send FPL I Cancel |

N Nil

A Transponder mode A- 4096 codes

C Transpondermode A- 4096 codes and mode C

X Transponder mode S- without pressure altitude and without aircraft identification

transmission

1 P Transponder mode S- with pressure altitude but without aircraft identification
transmission

1 | Transponder- mode S- without pressure altitude but with aircraft identification
transmisgon

1 S Transpondermode S with both pressure and aircraft identification transmission

= =4 —a A

ADS (Automatic Dependent Surveillance) Equipment

1 D ADS capability
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Item 13: Departure Aerodrome and Time (8 characters)

ICAO four letter location identifier of theleparture aerodrome, or if no location
identifier is assigned, ZZZZ and it should be specified in item 18 other information, the
name of the aerodrome in plain language, preceded by DEP/

Note: See IVAO database atww.ivao.aero/db/ for details

The Estimated Of8lock Time (time at which you will be ready for pdisttk or taxiout
for departure if no pustback is necessary).

Item 15: Route

Cruising Speed (maximum 5 characters)

HACARS - ICAD International Flight Plan : |
International Flight Plan
7 aircraft ident, @ Flightrules kvpe of flight
<<= (FPL | - [ - [ EL <<=
9 number kvpe of aircraft wake turbulence cak, 10 equipment
= - B - /20 = 1 T W20 s YRS
13 departure asrodrome departure time
= I l <<=
15 cruising speed lenvel
M
K
<<=
16 destination asrodrome kokal EET alkn aerodrome
= I I I - —

The cruising speed for the first whole portion of the flight, in terms of:
1 Knots (TAS = True A8peed), expressed as N, followed by 4 figures (e.g. N0220);

1 Mach Number, when so prescribed by the appropriate ATS authority to the nearest
hundredths of unit Mach, expressed as M foledlv by 3 figures ( e.g. M072 );

1 Kilometres per hour, expressed as K followed by 4 figures (e.g. KO350).

Note:
The speed value K or N is selected for the first part of the flight. If the required value changes
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en-route, speed/level field for level change  should be appeared.
Mach number is only given for flight in those airspaces where ATC prescribes (big example:
North Atlantic.) There is no Flight Level above which Mach must be filed.

Cruising Level orlatude (maximum 5characters)

HACARS - ICAD International Flight Plan A
International Flight Plan
7 aircraft ident. & flightrules type of flight
<<= (FPL [ = [ =l - [ =] <<=
9 number type of aircraft wake turbulence cat, 10 equipment
- I vI I vlﬂ f I vld - I ﬂ f I vld -:':{:
13 departure aerodrome departure time
- I l <<=
15 cruising speed level
raute
A
=
M -
o=
VFR ®
16 destination asrodrome 1] altn aerodrome
« ] [ [T <<%
1 Flight Level

Ffollowed by 3 figures ( e.g. F085, F320)
1 Altitude in hundreds of feet
Afollowed by 3 figures (e.g. A015, A100)
§ Standard Metric level in tens of meters
Sfollowed by 4 figures (e.g. S1130) (**)
1 Altitude in tens of meters
M followed by 4 figures ( e.g. M8040 ) (**)
1 For a VFR flight that is not planned to be flown at a specific cruising
level

1 VFR
Used by pilots flying VFR

Note: (**) When so prescribed by the appropriate authorities (on IVAO this will be
either a Division Staff or HQ).

Route including changes of speed, level/altitude and/or flight rules

1 The route can inade ATS routes, significant points, points defined by its coordinates or
radial/distance groups.
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1

=A =4 =4 =4

for a flight along designated ATS routes:

It usually appears the St its endpointto the ATS routeor the letters DCT followed by
the point of joining tle route, then each point at which a change of route, speed,
levelor flight rules is planned, followed by the designator of the next route segment.

For a flight outside designated routes:

It will be shown points normally not more than 30 minutes flyinget in between, or

200 nm apart, including each point where a change of speed, level, track or flight rules is
planned.

For VFR,it will be filled incommonly used visual reference points to indicate the
intended flight path(See the appropriate VFR naatign charts)

Item 16: Destination Aerodrome and EET

Destination Aerodrome and estimated elapsed tin§8 characters)

The ICAO four letter location indicator of the destination aerodrome followed by the
total estimated elapsed time, or if no designatasshbeen assigned, ZZZZ followed by
the EET and it should be specified in item 18 other information the name of the
aerodrome preceded by DEST/ Note that EET is the time taken since the take off until
the aircraft reaches the main radio aid serving the aitr in VFR the overhead.

Note: See IVAO database atww.ivao.aero/db/ for details

Alternate Aerodrome

The ICAO four letter location indicator of alternate aerodrome or, if no designator has
been assigned, ZZZZdaih should be specified in item 18 other information the name of
the aerodrome preceded by ALTN/

Note: See IVAO database atwvw.ivao.aero/db/ for details

Item 18: Other Information

0 (zero) will appear if no otlmenformation is to be inserted, or

If any other necessary information is requiteithen in the preferred sequence shown
below, the form of an appropriate indicator should appear, followed by an oblique
stroke and the information to be recorded.

Important remarks are:
Newbie
No FMC

VFR Daylight
Callsign Tuijet
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Keep advised that the following remarks have only very little use on IVAO. They are
allowed, but shall never hide the important remarks you can see above.

ALTN/ destination alternate aerodromelifK S f SG G SNJ INR dzL) a %Y%¥%Ya
CODE/ Aircraft address (expressed in the form of an alphanumerical code of six
hexadecimal characters) when required by the appropriate ATS authority

COM/ indication of radio telephony equipment carried iflled NJ o %4 Aa AYRAC
10

DAT/ Data related to data link; followed by the letters S (for satellite), H (for HF), V (for
VHF), and/or M (for SSR Mode S)

59t k RSLI NIdzNE F SNPERNRYS AF GKS fSGGSNI 3N
from whichthe flight plan is applicable, or the position from which supplementary flight

LX Fy RIFEGF YIFIe 0SS 200FAYSR AT GKS fSGGSNI 3

Note: AFIL stands for Air File, used when a flight plan is filed while airborne.
This normally wouldnhot be used within IVAO since filingféght plan before departure

is obligatory.

59{ ¢k RSadGAylFrGA2Y I SNBRNRYS AF (KS tSG0GS
point to which the flight plan is applicable

DOF/ Date of flight, given in the sequengearmonth-day

EET/ significant points, points with change of flight rules, indication of locations or FIR
boundaries with accumulated estimated elapsed time

b! +k AYRAOFIGAZ2Y | 062dzi GKS NIYRAZ2 Yyl @Al G
indicated intem 10

OPRY/ aircraft operator, if not obvious from the aircraft identification in Item 7 of the
flight plan form

Note: This is additional to the radio callsign indicted in item 7. It can not carry different

or contrary information to item 7

PER/ aircrafperformance data (e.g. rate of climb)

RALT/ name of eroute alternate aerodromes

REG/ aircraft identification, if not already indicated in item 7

wWCt kvy NBLI FOSYSy(d FfAIKG LILFY ONBLI I OSYS
current number 1¢ 9 of the replacement flight plan for the flight concerned

RIF/ changes of routing to the changed destination aerodrome and/or changed
destination aerodrome

RMK/ any other remark significant for the handling of the flight by the Air Traffic
Services

RVR/ inlicates the minimum Runway Visual Range in which the aircraft is allowed to be
operated at an airport

SEL/ SELCAL Code

STS/ Reasons for special handling

STS/ATFM EXEMPT APPROVED

STS/EMER Flights engaged in emergency missions (***)

STS/EXM833 State airftranot equipped with 8.33 kHz channel spacing radio
equipment prescribed for an area
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STS/HEAD Flights with Heads of States

STS/HOSP Flights with sick or injured persons needing immediate medical assistance,
including flights urgently required for |Hgaving medical care of sick or injured persons.
This comprises both flights for the transport of transplants, stored blood and medicine
and flights to be conducted to pick up a patient, transplants, stored blood or medicine

at the destination place.

STS/HWM Flights operating for humanitarian reasons

STS/INIL Replaces all other STS/entries. Only to be used when reporting flight plan
changes.

STS/NONRNAYV State aircraft, not equipped with type RNP prescribed for a route
segment, a routing and/or an area

STSNONRVSM State aircraft without RVSM permission.

STS/PROTECTED Flights critical to safety, the flight plan of which is only to be made
available to a limited circle of recipients.

STS/RNAVINOP For aircraft, the RNAV equipment of which is inoperabletaiciive

or no longer complies with the required minimum conditions

STS/SAR Flights engaged in Search and Rescue missions (***)

STS/ISTATE Government flights
(***) Leads to an automatic exemption from ATFM restrictions.

Note: ATFM stands for Air TraffiFlow Management
¢,tk (8L 2F FANODNI TG AF GKS £ SGGSNI INR dzL

5

Iltem 19: Supplementary Information

This information is not filed with the flighdlan, but is kept at the unit where the plan
was filed. In case of emergency teapplementary information will be transmitted to
the appropriate rescue agencies.

Endurance

After E/ 4 figure group giving the fuel endurance in hours and minutes.

Persons on Board (POB)

After P/ the total number of persons (passengers and crew indudae board, when
required by the appropriate ATS authority. TBN should be inserted (to be notified) if the
total number of persons is not known when filing.

Pilot in Command (PIC)

After C/ the name of the PIC (Pilot in command) as in information the psstided
when you complete your registration form

Aircraft colour and markings (MTL)

After A/ aircraft type the user wish other pilots and controllers see you with (when
available, if not the user can choose similar one), and texture with significarkimgar
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4.2 The Filed Flight Plan (FPL) and the Current Flight Plan (CPL)

The Filed Flight Plaells what thepilot plans to do:

Gomplete the flight VFR or IFR

Change flight rules (IFR to VFR or VFR to IFR) during his trip

Hy a particular SID / Non Staaudl Departuré, route or STAR

Qruise at a certain level or change levels during flight

Land at his destination or divert to a particular alternate when necessary
Anything elsehe stated in item 18 of the FPL

= =4 -4 —a -—a -

F CdzNIKSNJ SELX Yyl iy /AP NKFOPSEG / KI LIGSNJI

When receiving his IFBlearance and the assume control (an input by the actual controller)
has been done, the Filed Flight Plan becomes "active" and is from now on referred to as the
Current Flight PlanThe Current Flight Plan what the aircraft has been cleared or
instructed by ATCItcan be identical tahe Flight Planbut will mostly contairchanges to

what the pilot requested due to airspace availability, traffic, weather, etc...

FPL examples:
IVACFlight planwindow

/ACARS - ICAO Intemational =
International Flight Plan
7 aircraft ident, & flightrules type of flight
<<= (FPL [svwizea - [T~ J - [e = J <<=
- 9 number type of aircraft wake turbulence cat. 10 equipment
- 14 551 .| / Jc =] - | sorwY .| /[ =] <<=
13 departure aerodrome departure time
- [eBkT [1520 <<=
15 cruising speed level
- |ﬂN|0360 |j F|330

route
MAK DCT REMBA UA24 DIK UN852 MOROK UZ24 ODIGA|

<<=
16 destination aerodrome total EET altn aerodrome second altn aerodrome
- [LsGe 0105 LFLP <<=
other information
- |0
<<=
supplementary information
19 endurance persons on board pilat in command
- E/[0430 - P/[8 - C/ [DANIEL HICKMANN o=
aircraft color and markings (MTL)
- A/ |c550 - |Cessna Citation II (C550) | <<=
Load... | Save... | Reset | REQ ROUTE ... Send FPL | Cancel |
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In ICAO forrat the same flight plan looks like:

(FLPSVW128AG

-C551/ESDRWY/S

-EBKT1520

-N0360F330 MAK DCT REMBA UA24 DIK UN852 MOROK UZ24 ODIGA
-LSGGO0105 LFLP

-0)

IFR Flight from Brussels to Tokyo with an Airbus A340:

(FLPDLH123S

-A343/HSDHIRWXY/S

-EBBR1400

-N0486F290 TOLEN UA5 SPY UR12 BEDUM/N0476F330 UR12 JUIST UP729 TALSA UP7
CDA UM611 SORLA UP862 LIMAK/K0872S1010 G59 GR/K0882S0910 R30
SU/K0863S1010 R30 KTL R22 AGATA/K0876S1110 R22 JQ A333 UHHH/K0878S1010 R2:
SOLAN/K0878S1160 B358 IGROD/N0474F390 R¥4K/H0471F370 R347 GTC R211

KASMI

-RJAA1114 RJIJTT RINN

-0)

VER flight from Calais to Kortrikevelgem with touch and go at LHlesquin with a
Robin 400:

(FLPFWBTS/G

-DR40/LS/C

-LFAC1600

-NO120VFR DCT LEQ DCT OKT DCT

-EBKT0120 LFQQ

- OPR/PVT REQ/DUCH AND GO AT LFQQ RMK/TRAINING FLIGHT)

VFER Flight from Kortrijevelgem to Heliport Midden Zeeland in the Netherlands with
a Helicopter Robinson 44:

(FLPOOJOR/G
-R44/1-SIC

"EBKT1520

-NO100VFR DCT COA DCT
-Z7770100 EBOS

-DEST/HELIPORT MIDDEN ZEELAND)
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4.3 Flight Plan Validation

Validating a Flight Plan

For arrivals into your Control Zone (CTR), check:

For arrivals into your CTR check whether the flight plan is indicating enough what the pilot
intentions are. If there are any things, which are unclesk the pilot for clarification.
Please do not change the flight plan.

Don't hesitate to coordinate flights with previous/next controller if necessary!

Editing a flight Plan

As an active ATC (with rating ADC or above) you are able to change a &lighsgiled by a

pilot. Keep in mindTheFPL is a pilot’s responsibili¥you may use this feature for trainings
reasons onlylf you wisha Flight Plan is updated, advise the pilot of the change he has to
make.o6! & / 2y UNRf f SNJ & 2tdzlosethePL wirklowPt A O1 a/ | yOSf

How to edit aflight planin IVAc:

1 Press F6 after activating the callsign, or
1 Rght click the target label and select 'Show FPL'

4.4  Flight strip and CPL/FPL radar presentation

The flight strip is the main tool for the ATC to knaivat the intentions of the traffic are (via
GKS Ct[Y NRdziS>Y C[ZX &ALISSRX0 YR gKIFEG KS KI a
knowing how to use it and its meanings is very important for a good control management.

The following picture explaingldields in the flight strip:

Requested Flightlevel .
Destination O{‘lgln
\\\_\ Aircra{t Type Callsign

e Route,

. \

LEPAN\]JF388_ |AIR BERLIN EOLU UEBAK 2283 SUNMAS Uj
Flight Rules 1 8738 M 10: 69
1878 A5a
2021 Jerm | BERSO14

LEMH) UEBR4S NEWBIE

'xEstimateg Departure Time

Squawk Code ° //Alternate . SiD [/éon Standard Departure
Callsign /

: £ R k
C Speed emarks
VOSSR Initical Climb
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Apart from the flight strip you can also view a compléight planof an aircraft. Rightlick the
flroSt yR aStSOG W{K2g Ct[Q FTNRBY (KS YSydz ¢
can also be opened from th& window by doubleclicking the corresponding line or right click

0KS fAYS YR aStSO0 W{K2g Ct[Qd b2g e&2dz 3ASi

In the flight strip above you see the following input of an ATC unit:

Cleared Flight LevBbO0as Initial Climb
Cleared Wgpoint: VEBA4Ss SID (VEBAK4S)
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4.5 SID¢ Standard Instrument Departur&®oute

A SID is a standard ATS route identified in an instrument departure procedure by which aircraft
should proceed from takeff phase to the erroute phase. The name of the SID point is a
normally used as well to identify and to name that departure route.

e.g. "DEGES 1 W departure”, then DEGES 1 W is the name of the defuaterte exit point

is DEGES intersection. There are many different Stdndatrument Departure routes (SID)
possible at one airfield.

Each runway has its different SIDs into different directions of departure. It all depends on in
which direction the aircraft have to go. So, it depends onrthrevay in useand it depends on

the filedflight planroute.

Your task as ATC is to check if the correct SID is used fdesivedroute and fill in the correct
{L5 Ay GKS YSedaldoldp Rejoui ah edakhfefoRSIDs of runway 24 at Amsterdam
Schiphol Intl. Airport is given.

SCHIPHOL BWY 24 AD 2 EHAM-S1D-24
AP NETHERLANDS STANDARD DEPAATURE CHART-INSTRUMENT 11 MAR 10

Im\\% I I I I I I/ﬁ

\\ FIOF] CONTINUATION OF THE ROUTES
=]
EEATMIEE
=
e
H
E

5o A0 2 EHAM-SID-OVERVIEW
BEAGI 15 [—- 4\

[TRANSITION ALTITUDE 3000 & AMSL|

]

-5
T
_'_'_'_'_'_'_._._,_,_.m
7y i
|

oo [T
_nm! S5 55N D04 TN E|
A\ g B

L8
Fim

]
. i
* ¥ 0% {SEE 510 DESCRETION) PENEMZS -
s - ngmks | p
F L 17.5FAM 1118
£
v Logs |
mum R
04 IR 1065
Jiu ] -

I _UHX‘%

2 0EAS =

VALKOD 15) )
e |
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5. VFR

This chapter will give you first some general ideas on what VFR is and will show you the tasks an
aerodrome controller will have to deal with afterwards.

A flight according visual flight rules (VFR) is done when the pilot can maintain the amaaft
flight configuration (speed, attitude) on its route in order to join the destination airport with
outside visual landmarks (cities, road, railways, river, mountains, antennas, etc.) and with chart
information.

The visual flight is the easiest and tineest manner to fly. The pilot shall follow basic air rules
GaSS YR [ @2AREd ¢KAA (GSOKYyAldzS A& (KS KAad?

To perform a VFR flighthe pilot must consider the minimum visual conditions criteria known

as VMC Visual Meteorological Conditions) Those conditions differ between airspace
classifications. VFR flights are only possible in VMC with some exception called Special VFR. The
different conditions and special VFR will be explained more detailed whisrchapter.

Flying according to VFR can have several different specifications. A flight can be performed
within uncontrolled airspaces or within controlled ones. The pilot can use all required Air Traffic
Services (ATS) including Flight Information iSer(FIS) Altering Service (AL) and Air Traffic
Control Service (ATC). In some countries VFR flights can be performed during night time. The
following four terms often occur when speaking of VFR. This is only a short definition. Further
knowledge on thos@oints thatmight be necessary for the ADC rating will be given later.

VFR (daylight and VMCTFhis is the most common VFR flight are performed. It can be without
any ATC. Maybe the pilot will use FIS to get necessary information regarding other traffic,
weather, airspaces.

Night VFR (NVFRT.hese flights are partly or completely performed during night time. The
night is defined as from 30 minutes after sunset until 30 minutes before sunrise. The pilot must
always be on the active ATC frequency. Yoo @ser Controller have the hand over a NVFR
flight to the ATC above (if manned). In IVAO it is allowed to simulate daylight flights. This has to
be stated clearly within the flight plan remarks. Those pilots will be considered as usual daylight
VFR.

Contolled VFR (CVFRRilots have to flyCVFR within Airspace ClassaBd C.In Airspace D
pilots may fly CVFR, but it is not requireth real this requires additional licences. On IVAO
each pilot is allowed to fly according to VFR within these airspadé3.cAn give Headings and
altitudes but they can only be recommendations as fgilts haveto maintain VMC all the
time.

Special VFR (SVFm®jiots can also operate at an airport, if the visibility is below the VMC.

Special VFR has some further requirenseregarding separation issues. This can not be done if
the visibility is too bad. The concrete values will be shown later.
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VFR flights can be done locally at one airport which is often connected to the performance of
traffic circuit within the controkone. They can also be done with a route part from A to B. This
chapter will show you how to handle VFR traffic within the control zone of your airport.

51 VMC Minima

As mentioned before, VFR flights can only be performed, if some minima regarding sight an
distance to the clouds are not exceeded. The following table shows these minima within the
different airspace classes. Additionally it shows the minima that will be applied for SVFR flights.
To find the necessary values you first have to check the aespkassification of the airport,

you control at. This can be found in the charts. Keep in mind that VFR pilots will always stay
clear of clouds which may cause some unexpected turns. For this reason you can only give
heading and altitude recommendations.

Altitude band Airspace class Flight Distance from clouds
visibility
At and above 3050 m ABCDEFG 8 km

(10000 ft) AMSL

Below 3050 m (10000 ft)
AMSL and above 900 m 1500 m horizontally
(3000 ft) AMSL, or above ABCDEFG 300 m (1000 ft) vertically
300 m (1000 ft) above 5 km
terrain, whichever is the
higher

At and below 900 m ABCDE
(3000 ft) AMSL, or 300 m
(1000 ft) above terrain,
whichever is the higher FG 5km * Clear of clouds and with
the
surface in sight

* When so prescribed by the appropriate ATS authority:
a) Flight visibilities reduced to not less than 1500 m may be permitted for flights

operating:
1) At speeds that, in the prevailing visibility, will give adequate opportunity to
observe other traffior any obstacles in time to avoid collision; or
2) In circumstances in which the probability of encounters with other traffic
would normally be low, e.g. in areas of low volume traffic and for aerial work at
low levels.
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b) HELICOPTERS may be permittedperate in less than 1500 nflight visibility, if
manoeuvred at a speed that will give adequate opportunity to observe other traffic or
any obstacles in time to avoid collision.

If for example the transition altitude is below 10000 ft you should applyOBliristead. The
clouds aredefinedwith the so called ceilingCeiling istie height above the ground or water of
the base of the lowest layer of cloud below 60@@ters(20000 feet) covering more than half
the sky. Cloud layers are subdivided into oktgh{ths) of the sky that is occupied by cloud.
Further information can be retrieved from the METAR chapter.

If the ceiling is less than 450 m (1500 ft) or when the ground visibility than 5 km it is possible to
perform a Special VFR flight. It will be exped later. SVFR within a control zone is not
permitted at a flight visibility of less than 2,5 km or a ceiling below.

5.2 VFR within different airspaces

Airspace class A/FR is not permitted in this airspace. Airspace A is a controlled airspace, which
mears, that you will have ATC available and operating within this airspace.

Airspace class B/FR traffic has to be separated to other VFR traffic and to IFR (instrument
flight rules) traffic. The VFR pilot has to contact ATC and needs a clearance faisgaeai
Airspace B is a controlled airspace.

Airspace class /FR traffic has to be separated to IFR traffic. Traffic information have to be
given on other VFR aircraft. The VFR pilot has to contact ATC and needs a clearance for the
airspace. Airspacei€a controlled airspace.

Airspace class DVFR traffic has to receive traffic information on other aircraft in the vicinity.
The VFR pilot has to contact ATC and needs a clearance for the airspace. Airspace D is a
controlled airspace.

Airspace clasg&: VFR trafficdo not haveto contact ATC. VFR pilots have to maintain visual
separation to other aircraft (IFR and VFR). In some areas of airspace E, VFR aircraft need a
transponder (TMZ, Transponder Mandatory Zone) in order to ensure, that ATC canheze t

on the radar. In critical areas it might be necessary to be in contact with ATC or FIS. Airspace E is
a controlled airspace.

Airspace class Fhis airspace is only temporary active, when IFR traffic is operating within the
airspace. It is necessaryg be in contact with FIS. VFR pilots have to maintain visual separation
to other aircraft. Airspace F is an uncontrolled airspace. ensthat there is usually no ATC
but only FIS available.
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Airspace class Ghis airspace is for VFR aircraft only doés not allow any flights performed
under IFR. Airspace G is an uncontrolled airspace.

5.3 The VFR Flight Plan

In Reality VFR aircraft do not need a flight plan in many cases. Nevertheless IVAO software
forces the pilots to fill a valid flight plan. Ases before, VFR flight can be local flights, where

the flight will end at the departure airport or can have two different airfields. A flight plan will
indicate this to you. We will not discuss the flight plan in detail as there is a separate chapter
for this. We will only focus on some items.

Item No 8:

Here you will see if the flight will be an IFR, VFR or Y/Z (will be explainedTaisryhould be
your first check while reading a flight pldfthere is a V, which stand for VFR you can assume
that the pilot wants to perform a VFR fligtfBometimes pilots maghoosethe wrong option
here. Therefor you have to crosscheck it with the rest of the plan.

Item No 9:

This item will show you the type of aircraft and in combination with item No X (wake
turbulence category) you are able to assume any flight performances. For example a turboprop
aircraft may file faster patterns than an ultra light aircraft.

ltem No 15:

The field will include the intended route. Daylight VFR flights can have some landmarks lik
motorways, rivers, etc but also navigational aids like VORs or NDBs. Beside that there can also
be a simple DCT (Direct). There are a lot of possibilities. VFR flights during night or controlled
VFR should have a defined route with geographical or radiegational positions.
Nevertheless this has not much effect on you as aerodrome controller and so we will not go too
much into detail.

Item No 18:

Here the pilot should fill some remarks that are important for you as ATC. This can for example
be the irformation, that the pilot wants to perform traffic circuits at your airport, that the pilot

will perform a daylight flight during night, etc. Beside that VFR pilots will report or request any
intensions on your ATC frequency anyway. If not, it is yourttaakk for that.
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5.4 Clearance for VFR flights

General clearances:

Within control zones class D or C VFR pilots have to receive a clearance. In some airports this
can be done with the taxi instructions without any start up approval. In other aispgot first

have to ask the approach controller and then give the according VFR clearance. Specific rules
have to be retrieved from the local procedures. If you man a position with an airspace class F
you have to give traffic information only without angxi instructions or even takeff or

landing clearances. Local procedures may differ regarding taxi instructions.

Yankee/Zulu flight plan:

These aregossibilities to perform parts of a flight under VFR or IFR. They wildozsmated AS Y

or Z at item No 8Yankee means, that the pilot will depart under IFR. You as aerodrome
controller have to pay attention to the so called clearance limit. You are only allowed to clear
the IFR part of the intended flight. Taking a closer look to the following flight plarvwll see

that the pilot wants to change from IFR to VFR at Warburg VOR (WRB). As soon as this is clear
you do not give a clearance to the destination airport but to this waypoint.

& SEDH cleared to WRB via NUTGO2T departure route, flight planne&roufev. M H o n €

A Zulu flight plan is the oppositein fact the pilot will depart under visual flight rules and will
change to IFR lateThere is no difference in handling for you between a Zulu flight and a
complete VFR flightThe handling of VFR flightill be discussed in detail within the next
paragraph.

Night VFRA NVFR clearance has to contain the route, how to leave the airport. This is either
done with a specific direction or by the use of reporting points. It will be discussed later.

SpecialVFR:If the weather conditions are below VMC it is possible to request a so called

Special VFR clearance. This requires some further coordination and special procedures. It will
be discussed later.
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5.5 Taxito the runway

VFER aircraft will getie same taxi instructions as IFR pilots. There is no need to have the current
ATIS available for VFR pilots. If they do not report them on initial contact at least the QNH
should be given with the taxi instructions.

¢ 26 SNE

Af 291/Y1 S Syvyl

Syyl ¢26SNE D22R RI&¢
aayl

EA

+ A
¢/ Y/Ad5h I +A
Af 29i/YI S /S
¢/ Y/d5h I 0

t
!
t MTHE (62 LISNBR2yaz NBIldzSad
! | |l 2f RAY3 t2Ay0d on @AF [ FYR aAif
¢tKS SELINB&a&A2Y WINIFFAO OANDdA G Q ¢ pertfor 68 SEL
traffic the crossing of an active runway needs a particular permission. Consider that VFR pilots
often fly with small aircraft that may not need the whole runway for the departure. Intersection

departures can be useful in order to save time apace for other aircraft.
Departure clearance

The pilots have to know the procedure that they should perform after airborne. There are many
possibilities for VFR pilots. The pilot could fly directly to a specific reporting point, could enter a
traffic circuit / holding or could leave the control zone in a certain direction. According to the
intensions the pilot has to get the procedure before the talfe clearance as long as this is
possible. Other traffic, weather or geographical conditions may reqair initial procedure
different to the requested one.

t Af 291/Yl 5 wSIFR& F2NJ RSLI NIidzNE NHzy 6l & oné
I ¢/ YECIH( after departudeave control zone via Oscar (compulsory reporting poivit)d
310 with 6 knots, runway 34 cleared for taRet T ¢

The itdic part can also be replaced with the following examples.

22AY NRARIKI R26YSAYR NHzygl & onéx af Sl @S 02y
2yS RANBOUG 2y O2dzNESE3 a22AYyY (NI FFAO OANDdzA

— .

It is important to put the actual takeff clearance after the procedure information. In some
countries it is also common to give the procedure during the VFR clearance or during taxi.
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5.6 Basic knowledge about traffic circuit (left / right)

An aerodrome traffic pattern is used by VF&fic to fly to and away from the runway in use at
an airfield. Normally this pattern has a rectangular shape. Its details are published on a Visual
Approach Chart (VAC) of the aerodrome.
The standard circuit parameters when data are not published on stariyou have no charts,
are:
* All turn angles are 90°
F ot GdzNy akKltt oS G161 1Sy o0& GKS fSTiyYy (K
* The circuit shall be performed at 1000ft above the ground (AGL) or airfield elevation.
(Note that pattern height may vary from 500%GL to 1500ft AGL)

J\,
o
S

Figure: basic left hand circuit

The default circuit pattern is left hand pattern where all 90° turn are taken to the left. When
@2dz R2y Qi KI @S lye AYTF2N¥IGA2Yy | 02dzi OANDdz
lefthay RSR LI GGSNYy AF @2dz OFyQd 3ShH Ftye AYyF2NNYI

J\,
o comm
" :

Figure: basic left hand circuit
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Some situations, such as terrain, negansitive areas, cities, natural parks, require all turns in
the aerodrome traffic circuit to be made to the rigfithis is then called a right hand circuit.

%g%}_a&
Jj. 5
v

Figure: basic right hand circuit

It is not unusual to find a runway served by a standard (left) circuit when used in the one
direction and by a right hand circuit in the opposite direction.

Note: Since lefthand circuit is standard, the words "left hand" will normally not be used. To
differentiate with the nonstandard righthand circuit, always the words "righiand” will be
used when proceeding in a righeand visual circuit.

ATCE EECHO, enterdownwindrutw® oné ¢KA& oAff 0SS (GKS tST¥Fi
ATCE®/ 1 h SYGSNI NAIKOG R2ySAYR NHzysl & oné ¢K;
runway.

Note: This is an example to help you understand what a visual circuit looks like. At different
airfields, sone may find different configurations.
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5.7 Traffic Circuit STHYy STEP

Upwind Leg:

Theupwind legbegins at the point where the airplane leaves the ground. It continues climbing
straight ahead to gain the sufficient altitude before the-@&gee left turn is made to the
crosswind leg.

/ \
N ~ | -
ar
UPWIND
UPWIND
A\
- =
\ J

Figure: upwind leg for left hand circuit
Figure: upwind leg for right hand circuit
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Crosswind Leg: A o
¢CKS FANRG dnc Gdz2Ny gAtft LIIFOS GKS LI yS dzyRS
crosswind leg. Except in special cases, this turn shall not be performed before 500ft AGL.

Thecrosswindleg is a flight path at a 90° angle to the takeoff direction. After making a left turn
from the upwind leg one enters the crosswind leg. This turn iderat a safe height, while the
climb is continued towards the indicated or cleared circuit altitude.

CROSSWIND

L]

Ell =

Figure: crosswind leg for left hand circuit

RIGHTHAND
CROSSWIND

Figure: crosswind leg for right hand circuit
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Downwind Leg:

The second 90° turn will placeSh LJ I yS dzy RSNJ I LJ N¥ £ £ St NRdzi S
downwind leg. Except when circuit altitude is published, this leg is performed at 1000ft AGL at
about 1NM to 1.5NM distance from runway.

Thedownwind leg is a flight path at a 180° angle (oppogpite the takeoff direction. In this

branch, the pilot will prepare its plane in approach configuration for landing. The pilot shall
maintain his flight direction with outside landmarks and with maintain the sight of runway.

DOWNWIND

4 ,ﬂ_n )
W

— - -

Figure: crosswind leg for higghand circuit

Ell
Jt—f

U RIGHTHAND DOWNWIND

Figure: crosswind leg for right hand circuit

When reaching the point where you are overtaking the runways threshold, the pilot shall
extend the downwind about 1.6NM (it shall be reduced to 1NM for training).
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Base Leg:

The third90° turn will place the plane under a perpendicular route from runeig:A G Qa G K S
base leg.

The pilot shall perform this turn when the runway threshold is sight with about 45° angle.

The base leg is a flight path at a 90° angle to the landing runwagtidn and connects the
downwind leg to the final approach leg. During base leg, the pilot initiates the descent to reach
about 700ft AGL at the end of the leg.

BASE

_—

Figure: base leg for left hand circuit

RIGHTHAND
BASE

Figure: base leg for right hand circuit
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Final:

The last 90° turn will place the plane in axis of runway in order to land orutheay:A G Q& K S
final. This turn shall normally be performed to reach 500ft AGL when finished.

The final approach leg is a flight path in the direction of landing from #@seldeg to the

runway.

During final, the pilot prepares his plane for landing: flaps configuration, speed near 1.3 x Vso
(stall speed).

-

FINAL
Figure: final for left hand circuit
FINAL

Figure: final for right hand circuit
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5.8 Solutions to manage the traffigvithin the Traffic Circuit (VFRVFR / VFR
IFR)

In our example, we take the following conditions:
1 Airfield namedRockwood
1 One runway 18/ 36
1 One tower with Tower controller inside.

Just one aircraft in the traffic circuit:

The two major reporting poirgt, that shall not be missed, agewnwind legreport andfinal
position report The crosswind leg report and the base leg position reporbptmnal and less
used.

You will find here under classical aerodrome circuit management with one aircratft.

Pilot:aw2 O]l 622R ¢ 26 SNE
6 CDWb D¢

takeoff, report right hand downwind runwag
FGING 6¢€

X

ATCx C D WinD &alm,runway3 6 cleared for

Pilot: &right handdownwind runway36> C

5
r
L=

D

TCh C D WhbEr ong, report final runwag
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Pilot:a TA Yy I f 36NHzZ D WB D €

>

TCu C D Wbnb @10 degrees 6 knagtaunway
36 cleared to land

©

>

TC& C D Wbnb @10 degrees 6 knateunway
3 6 cleared to touch and go

Two VFR aircraft in a traffic circuit:

You will find here under classical aerodrome circuit management with two VFR aircraft.

FGING

Pilot:Gaw2 O1 ¢ 2 2 R
65 CDWb D¢

¢t26SNE X7

ATCx C D WinD &alm,runway3 6 clearedfor
takeoff, report right hand downwind runwag 6

Pilot: dright handdownwind runway36> C D
ATC CDW9[ ydzYoSNI 2y3F 7
6¢
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Pilot: dright handR 2 6y 6 A Y R NHzy & |

>

TCh CDWb D Yy @iow Sa¥gndi 78 2o
F4S>Y NBLER2NI NRIKG KI

(@]

Pilot:d b dzYo SNJ 623 GNI T7FA
right hand base runwag§6z CDWb D¢

Pilot G FA Y | { 36RHZZD WS [ é

ATCu C D,widd 010 degrees 6 knagtaunway3
6 cleared touch and goeport right hand
downwind runway3 6¢
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m_Jl,| FGIEL

Pilot: ¢ FA Y I { 36KMzZ D WR D é

ATCa C D Wonb 010 degrees 6 knagtaunway
36 cleared to touch and gaeport right hand
downwind runway3 6, traffic Cesnal7 2 on
NAIKG KFryR ONR&AaABAYR

FGING

One VFR and one IFR (Mixed Traffic)

You will find here a classical aerodrome circuit management with one VFR aircraft and one IFR
aircraft on final.

Pilot:G w2 O1 ¢ 2 2 R ussFowesRFS8, [
lished IL 2 Y TA
FGING established ILS runwa/6 n b Y
| ATCn [ 2 (i dz& 6 20 B, 2umBeKdne, traffic
T Cessnd 7 2 on right hand downwindwind
EhiEey calm,runway3 6 cleared to lanct

-

lot:GbdzYo SN 2y S> (NI3®BF
f SINBR (G2 Il yRE

O«

ATC:Aa CDWb DX ydzYo SNJI3Bg 2!
long final runway 36, report right hand base
NHzy 6 &€ o <c¢é

Pilot:dWilcax G NJI FFAO Ay &A 7

TAS6218
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Pilot: & [ 2 (i dza 6208, 2uavBy8B T OF |

ATCx C D WnB @10° 7 knotsrunway 3 6,
clearal to touch and gé

Pilot: & NHzy 3%6] ckared to touch and go,
CDWb D¢

ATCH [ 2 (1 dza62AB2 ¢0SINHA 3|
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Extend Downwind Cleance

When there is a sequence of IFR arrival, the tower controller canhesdownwindextension
clearance (if possible in function of aerodrome configuration).

FGING

TAS6218

‘ AFR387

ATCO [ 2 G dza Cf,2alfiSCebsna 17 2 1
on right hand downwindwind calm,runway 36
cleared to land @

20dza Cft26SNIc H M y¢é

ilot:d Ot S NBR G2 f I yR NI

—

Pilottad NA 3KG KIFIYR R28YGA

Attention: make sure that when extending the
downwind, the VFR flight must maintain the
sight with the runwayall the time. Check the
visibility on METAR airport.

Pilot:a w2 01 622R ¢24SNE !
established ILS runw@6, SNm¥ A y I f €

ATCh Yy dzYoSNJ Gg2> o685

Ay
Nbzy 6 &8 oc3xX O2Yy GAydzS |

K
S

otaydzYo SNJ Gg2> OGN FF
I LILINR | OK ¢
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FGING

AFR387

2 KSy GKS FTANRG LCC o!
give othertraffic information in order to make
separation with the second IFR (A320) :

ATCY G CDWbDX ydzyYoSNJI (4
long final runway 36, report right hand base le
NHzy 6 € océ€

PilotY &y dzYo SNJ 623 G NI T
hand baselegyig € ocXZ X CDW

ATCa ! Rrawie 3 8 7, traffic Cessna 1 7 2 righ
KFYyR R26Yy 6AYRIZ NHzy gl

PilotY & NMzy gl &@ oc Of SI NJX

l ANJ CNI yOS o vy T1¢
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5.9 How to get a VFR aircraft into a Traffic Circuit (im)A

A clearance from tower controller is needed to enter in an aerodrome traffic circuit. It shall be
delivered to an aircraft when the aerodrome traffic circuit conditions are permitted the circuit
integration.

The radio contact between aircraft and toweontroller shall be initiated before beginning any
entry of an aerodrome traffic circuit if the associated class of space does not oblige a
preliminary radio contact. It is at the latest at this moment when the aircraft asks for the
clearance tgoin the circuit

The aircraftm the aerodrome circuit have priority over traffoutside the circuit. The
aerodrome traffic circuit entry shall be possible in several manners:

1 From beginning of downwind leg

1 Semi direct entry (in base leg)

1 Direct entry (in longihal)

The tower controller can make some other possibilities in function of all aircraft positions
(example: entry from end of downwind or middle of downwind.)

Downwind Entry:

A 4

ATCOFGJING, join right hand downwind runwa§, repat right handdownwind
Pilot: dJoinright hand downwind runwag 6, wilco, FGIN&
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Downwind Entry with traffic on Crosswind:

- FGING

ATCOFGJEL, join right hand downwind runv@sy, number 2,Cessnd 7 2 onright hand
crosswind report right handdownwind€

Pilot: &oin right hand downwind runwa$ 6, number 2 traffic in sightwilco, FGJEL
ATCOHFGJING, traffimformation, Cessnd 7 2 from the eastto join behind

Pilot: dTraffic in sightFGING

The mutual traffic information imandatory for both aircraft, because the trajectories of both
devices are potentially conflicting.

Base Entry:

-66-



This clearance allows shortening the trajectory of the aircraft which are in a sector closer to the
base than to the begimng of the branch rear wind. However, because of the complexity of the
traffic either to optimize or simplify the sequence, the controller remains free not to propose or
to refuse a semi direct approach.

ATCOFGJING, join right hand base runvéy, repat base leg
Pilot: &doin right hand base runway 6, wilco, FGING&

Base Entry with Traffic on Downwind:

FGING

—— FGJEL

<

ATCOFGJEL, join right hand base run8#; Cessnd 7 2 abeam midrunway, report base leg
Pilot: dWill join right hand baes runway3 6, traffic in sight, will report base leg, FGJEL
ATCOFGJING, traffic, Cesshd 2 from East airfield to base lég

Pilot: dTraffic in sight, FGING
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Straightin approach:

ATCOFGJEL9in find, straightin runway3 6, report finak
Pilot: &Join final runway 6, wilco, FGJEL
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Straightin approach with traffic on Downwind:

ATCOFGJELoin final, straightin runway3 6, number 2 behind a&dsra1 7 2 on right hand
downwind, report finad

Pilot: &Join final runway 6, number 2, wilcpFGJEL

ATCOFGJING, number one, traffiformation, Cessna 1 7 2 frothe southeast
Pilot: &raffic in sight, FGING
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5.10 CTR Management (Additional Proderes)

The control zone used in example extends upward, froendurface towards altitude®O0ft,
and laterally until 5SNm at least of the aerodrome.

There are 3 entry/exipointsassociated with the CTR/ - Whiskey N - November,S- Sierra
There is oneraansit point: WA - Whiskey Alpha
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VFR Transit

The aircraft FGING requests a transit in CTR zone. He comes from western part of CTR from the
W point.

When crossing only a controlled area, you must ask a tralesrance to tower controller.

S

PilotY Ratkwood Tower, Cesst& 2, 3000ft, 2 minutes inbound W, request cross your CTR
from the Westtothe South CDWb D¢

ATCd& C D WinoBs the CTR from W, WAto leave at Saltitude 2000 feetQNH 1013report
21 4

Pilot 6Cross the CTR from W via WAStoaltitude 2000 feetQNH 1013, wilcb CDI b D¢
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Two aircrafts in Transit
Hereis a case with 2 aircraft crossing the CTR:
1 FGJEL is going to W exit point from N point via overlagéield.
1 FGJNG is going to S exit point from W point via WA
The two aircraft routes create potential conflict, @ Tower controller musgive traffic

information to both aircraft After receiving traffic information, both airctaénsure their own
separationmaintaining visuatontact.

ATY aCDWbD:X GNEFTFAPY bSadayROISNI FANFASEt R GKS
Piloty ¢ NI FFAO Ay aA3IKGIZI CDWbDE

ATY GaCDW9J[ I I7RIfrahifWADE 2 BSBY I ANFASER GKSYy {X &
Piloty a¢ NI} FFAO Ay &aA3IKIT CDWIJ ¢
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One VFR in transit and one VFR in aerodrome circuit

In this situation, there is one aircraft in aerodrome circuit on downwind, and another one
crossing the CTRoim S entry point to N exit point.

During route over airfield of the aerodrome, it is recommended to the tower controller to
Impose a height superior to the aerodrome circuit altitude, in order to avoid any potential
conflict with both aircrafts.

A separabn of at least 500ft shall be applied, when it is possible. Traffic information can be
provided to assure security to both aircrafts.

FGING

EEELE=E FGJEL

PilotyY Ratkwood Tower, Cessi& 2, 1000ft, 2 minutesnbound S, request cross yourkCT
from the Southtothe North CDW9 [ €
ATCda C D,wtags the CTR from S, via overhead the field ttitljde 1500 feetQNH 1013,

report N&
Pilot écross the CTR from S, via overhead the field to N, altitude 1500 feetjowico CDI| b D ¢

Piloty GWARKH2 KY Ay R NXzysl & ocX CDWbDE
TY aCDWbD3X {NIF FRADENI Ba%tydS m2 O @hedddd S00ftF NB Y |

GY G¢NIFFAO Ay aA3aIKGZ CDWbDE
ATY aCDWO9[ =X GNIFFAOS /Saayl M 7 H NAIKIGI KIFYyR
PilotY G ONAYFAAIKGEX CDWIJ ¢
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5.11 Orbit waiting clearance (360°)

A Another solution to delay traffic

When there are too many aircraift the aerodrome cicuit, the tower controller camsean
orbit clearance at any location. The clearance can be used to hold VFRowafficcongested
areas. The instruction to orbit may be given over a specified or just at a present position.

ATY & Cdbweverightat ! €
PilotY orliit overrightatt ! > CDW9 [ €

Note: ATC can give orbit @ilide if necessary in the clearance.

When traffic allows the waiting traffic to join the circuit, an appropriate clearance can be given
by the controller, along with sufficient traffic information.
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5.12 VFR Handling Entering / Leaving the Control Zone

To leve a controlled airport, VFR pilots have to leave the control zone on a predefined way.
This can be done either via VFR reporting points, certain VFR routes or direct on course. In the
following paragraphs you will get to know further details concerning #ntry and exit
procedures connected to a controlled airport.

The following example will make you understand the procedures to leave/enter a control zone
via VFR reporting points. Imagine the aircraft with the registratideBTL will depart from Hof
Platen Airport (EDQM) heading for Dresden Airport (EDDC). The aircraft is now ready for
departure. In the previous part you learned, that it must be clear prior departure, how the pilot
should fly.

A =ATC P = Pilot

t Y -EBCL, ready for departure runwayd2g

I Y -E®GL, leave control zone via November, right turn approved, wind 240 degrees 10 knots,
NHzy 6 & HT Of SFNBR F2NJ OF{1S2FF d¢

t Y -EBGL, leaving control zone via November, right turn approved, runway 27 cleared for
GFr1S2FF ¢

The aircraft is now flyingirectly to the reporting point, which is called N (November) at-Hof
Plauen Airport. If this point is a compulsory reporting point the Pilot will report his position and
usually the altitude when passing it. There are also-compulsory reporting pointghat only
have to be reported on ATCs request.

t YO94a9 [Z LI aaiAyd b2OSYOSNE HHANTFG dE
Y -E8GL, roger, squawk VVFRquency change approveéd 32 2 R RI & ®¢
t Y -EBGLfrequency changed approved, squawk VFR, goodday

The pilot can proceed without ATG #ong as there is airspace Gor E after passing the
reporting point. He can ask the radar controlled for flight information service. Remember, that
pilots operating as NighFRhave to be on the active ATC frequency all the time. In this case
the Towe Controller has to hand over the traffic to the radar above (if manned).

Beside the reporting points, there are other ways to leave a control zone. In some airport VFR
pilots have to follow a certain route including several reporting points or geogralpgigding
marks. In this case you have to instruct the pilot to follow the route. Always be sure, that there
is no conflicting traffic or that there are the necessary traffic information in order to avoid
separation problems. In some situations it miglet bseful to leave a control zone on a certain
heading without any reporting point. In this case the pilot has to receive the information prior
departure.

t Y945 [T NBIFIR& F2NJ RSLI NI dzNBE NYzy gl & HT DE

I 'Y -E8GL, leave control direct on course, wind 240 degd knots, runway 27 cleared for
GF1S2F7F d¢

t Y949 [ tSFEGAy3I O2yiNREf T2yS RANBOUG 2y O2 dzNZ

This means, that the pilot will maintain runway heading after airborne until he/she left the
O2yGiNRBf T 2ySo lyyad@iSdzNa SZT e@RA NBIOL 2t £ 20FGS |
F LILINBEAYFGS RANBGIIMRYE & A 1Bdzalii2g HiKS K123 Ki2 O
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stay clear of clouds at any time. For this reason it might be possibly, that there will be some
inaccurag as the headings are recommendations only. You should also tell the pilot in this case
to stay below the vertical border of your control zone. Otherwise the pilot may enters another
controlled airspace above the CTR which is controlled by the Radar (mmireaving a control

zone by climbing through its top can only be done in coordination with your adjacent Radar
unit. Such procedure might be useful for medical flights or other operations that are in a hurry.

[ SidQa 3ISG ol Ol G2 olO1 G2 GKS SEIF YLX SY

The aircraft left the control zone of HePlauen (EDQM) and is now on the way to Dresden
(EDDC). Once the pilot is 5 minutes away from the airport, he has to report his position and his
intentions to the Tower Controller.

tY G5NBaARSYy ¢2¢8NE[ @3282R S@OSyAy3as 5

Y945 [ 2 5NBARSY ¢2¢gSNE 3JI22R SOSYyAyIoé
tYQ94a9 [X /Saayl MTHI *CwX p YAydziSa y2NIKgSai
Y95 [X SYyiSNI O2yiNRt T 2yS @Al b283SYOSNE vbl
t Y -EBCL enter control zone via Noventberv bl wmMnny X~ NXzyél e HHZ ald

Remember, that you as ATC decide whether there is enough space for the VFR aircraft within
the control zone or if there is no more capacity available. In this case you can deny the request
and the pilot will stay cleaof your control zoneYou should give at least an expected time,
when the pilot will be allowed to enter itf the pilot has passed the compulsory reporting
point, he/she has to report it immediately including the current altitude.

t Y -EBGL, passn@NISYOSNE wHnnn¥idoé
Y945 [ NRISNE 22AYy NAIAKG KIYyR R2gYy6AYR Nlzy«
t Y945 [ W2AYAYy3a NRIKIGI KIFIYR R2YSAYR NHzy gl & HE

The same as for leaving a control zone regarding defined routes or certain headings can be
applied during the approach as well.this case you can tell a pilot to enter control zone via the
certain route or on current heading, etc. Once the pilot is within the control zone you can give
AYyaadNHzOGA2ya K2g (G2 SyYyidSNI 0KS (GNIFFAO OANDdz
+Cw FANDONI FGE F2NJ FAzZNIKSNI AYTF2NXI GA2Yy O
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5.13 Handling of Approaching VFR aircraft

Once the aircraft is overhead a compulsory reporting point or on its way to the airport there
are several possibilities to get into the final approach. You as ATQdgwee the instructions
including the way how to get in to the traffic circuit. The aircraft can proceed in to a (right)
downwind of a runway, can enter the base directly or can even fly in to final without further
instructions. This depends on the curteraffic situation.

t D90 / [ 2 2OSNKSIR b23SYOSNE umnn¥ie
' YDO9¢. / [ = SYGSNI R26YS6AYR NHzygl & nné

Alternatively you can tell him to enter final runway 04 if there is no other traffic that could be
influenced. You know, that VFR aircraft have to maintaum separation to other aircraft only
with the help of the sight out of the cockpit and with your traffic information. For this reason it
is also possible to have a conditional instruction, when there is other approaching traffic.
Imagine, BEBCL is on emmwind and another Boeing 7300 is on 5 miles final runway 04.

Y -E8GL, traffic information, BoeingZ871n 2y ¢ YAf Sa FTAYIlF 3 NBLR
YO9a5 [ GUNIFFAO Ay arAdakKié

Y -E8GL, behind that traffic, enter final runway 04 behind, caution \ia#eND dzf Sy OS d ¢

Y -EB@L, behind approaching Boeing-480 on 6 miles final, enter final runway 04 behind,

NP 3 SNIE

!
t
!
t

You have to ensure, that the VFR pilot has the aircraft of interest in sight and not any other one
that may lead to confusionlfhe pilots inthe Boeing aircraft have to receive traffic information

as well. You always have to consider, that light type aircraft are often slower than bigger
aircraft. For this reason it is very important to have an anticipatory plan, how to get all aircraft
in to the final with enough separation in between. If there are further approaching aircraft you
should delay the VFR aircraft, ask your radar controller to get more space between approaching
traffic or send other aircraft on to the go around in order to mainttiie necessary separation.
Especially for light type aircraft it is possibly to perform approaches with a very short final. This
can help you to increase the traffic flow.

I Y -E8GLurn base now to keepyounumbegl G NI FFAO 2y FAYLl f @¢

Now the pila knows about the other traffic and that there is a need to hurry. Especially for
helicopters it is possible to bring them to the field on a very direct way.

tY-1d3 92 LI aairy3d b2@8SYOSNE wmynn Fié
lY-lda 95 LINPOSSR RANBOO (2 GKS FASEtRkKKSt ALl R

This ca of course only be done, if there is no interfering traffic. Helicopters are also able to
hover at a certain position. This can avoid long downwind and final procedures.

LY -145% 93 NBYIFAY VyY2NIK 2-F! tiokcS YIAANLERINTYE O dAIN
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Landing

Once the VFR aircraft is on final you have to give a landing clearance. That does not differ to IFR
aircraft. Nevertheless there are some issues connected to this. First of all you can give a landing
clearance already, if the VFR aircraft is ondwind or base. Therefore you have to be sure,

that there is no other interfering traffic. This also applies to touch and go procedures, stop and
go, low approaches, low passes, etcthese cases# always should be clear, what the VFR pilot

has to do aker the option.

I 'Y -E®GL, after touch and go enter downwind runway 04, wind 060 with 5 knots, runway 04
Oft SIFNBR F2NJ (12dzOK | yR 3A2¢

As VFR pilots often fly with light type aircraft it might be a good idea to land in the middle of
the runway. This so calll long landing can be useful to avoid long taxi routes to the GAT. A
long landingmeansthat the pilot will not touch down at the defined marking at the beginning

of the runway, but somewhere later. Do not mistake this with the long rollout, where pilots
touch down at the beginning and taxi on the runway for a longer time than necessary. A long
landing is usually requested by the pilot in command. If there are reasons for you as the ATC to
have the aircraft on a long landing you can ask the pilot as Rellhember that this is only
possibly with a runway, that is long enough and with smaller aircraft.

t Y945 [ NBljdzSad t2y3 tFryRAy3 (G2 @FOFGS @Al 9¢
I Y -EBGL long landing apwed> @I O 4 S @Al 9§

If you instruct a pilot performing a VFR flight to go ardwyou also have to give a procedure

which has to be flown thereafter. An IFR approach does have a defined missed approach
LINE OSRdAzZNBE o6dzi xCw LIAf23a R2y Qi KI @S Alod
Y94y [ 32 | NRPdzyRXI SYiSNI R26YySAYR NHzy gl & nnt

Once the aircraft is on ground and vacatbe runway you again have to give taxi instructions
to it final parking position or any other place, where the pilot likes to go to.

-78-



6. IFR Clearance

Every flight that is intended to be operated with Instrument Flight Rules has to reaeilleRa
clearance.

If you are the first ATC unit the pilot has to contact prior departure you have to issue this
clearance to the pilot. This applies also, if you are delivery or ground controller. So you are the
first controller before starup and therewill be no IFR clearance with the tower controller later.

Before issuing a clearance for a flight on the IVAO network (IvAn), the controller should check
the first waypoint of the Filed Routgis it an exit point of a SID?)

In case ofissues, ATC maynform the pilot about the issues with his flight plan.
tftSrasS KIF@S Ay YAYRY | 2dzNJ AyLldzi 2F GKS {L5
Nothing else to change within the FPL!

The IFR clearance shall contain the following items:

- Aircraftidentification
- Clearancdimit (usually destination aerodrome)

- Designatorof the assigned Standard Instrument Departufeapplicable) + flight planned
route

- Initial climb (except it is already included in the SID description)
- allocated squawk codEsQ)

- Any other necessary instructions or information not included in the SID description, e.g.
the change of frequency at a particular point, a rsiandard departure, etc.

The following example will be an IFR flight from Brussels International Airg&BR) to
Stockholm Arlanda (ESSA).

SCANDINAVIAN EBER NIK M&24 TOLEN UNS73
7il5

A31S N 1!
SAS509 | |

A possible clearance can be the following:

Scandinavian ®-9, you are cleared to Stockholm Arlanda via Nicky departure, flight
planned route, initial climb 4000 feet, squawis-2-5

This clearance includes the @aft identification (SAS509) and the clearance limit (Stockholm
Arlanda). In case of runway O7L for departure the controller has to take a look into the SID chart
of this runway. There you will find a SID called NIK1H which will end at Nicky VOR. Bb the S
with the designator NIK1H is called Nighye!l 2 6 St @ bSEG LI NI A& (GKS
which clears the pilots for their filed route. The initial climb of 4000 ft only has to be mentioned

in case it is not published within the SID descriptionth&se are no further information for the

pilots in the example the last act is to give the allocated squawk code.

Another standard departure is th@mnidirectional Departure Routehere you will fly to a fix
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when for instance passing a defined altitude é&xample. Therefore you have a certain sector to
perform this procedure.

Next to the Standard Instrument Departure there are other possibilities to depart from the
airport. ThoseNon Standard Departurese less frequent ways to get to the first fix.

Ore example is &ectored Departure

Scandinavian ®-9, you are cleared to Stockholm Arlanda after departure maintain runway
track, climb altitude 4000 ft, when passing 3000ft turn left direct Nicky VOR, thereafter flight
planned route, squawk-3-2-5

Another way next to the vectored departure is tMesual Departuravhere pilots navigate to the
initial fix with own navigation and by the use of visual terrain monitoring. Non standard
departures have to be coordinated with the departure controller (who haddfne /approve

the procedure) prior the pilot receives the clearance. Non standard departures are mainly used
for separation reasons but also to safe time, for noise abatement, no ability to fly a SID, etc.
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7. Pushback / stardup

Oncethe aircraft is ready for pushback you have to approve it first. Therefore you initially have
to check, if there is other traffic that will interact with the pushing plane. If the taxiway is
available for the aircraft you will approve the pushback with fillowing phrase:

Scandinavian®-9, pushback approved

If it is not clear into which direction the aircraft has to push or if you want to have it in a specific
direction you can add the following:

Scandinavian®-9, pushback approved, face to the north

This will tell the pilot, that the aircraft nose has to be aligned to the north after the push is
completed. If there is traffic behind the aircraft you can give a conditional pushback approval
like this:

Scandinavian®-9, behind Lfthansa Boeing 737 ossing fromleft to right, pushback approved

This will tell the pilot to wait for the passing Lufthansa aircraft before starting the pushback. At
many airports thestart-up has to be approved as well.

Scandinavian B-9 start-up approved

This can take pte before the pushback starts, meanwhile or after it is completed. This can
differ in airports. Thestart-up should only be given when there is no delay expected which is
greater than 20 minutes. It is also possible to put ghart-up and pushback approvanto one
phrase:

Scandinavia®-0-9 pushback andtart-up approved
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8. Taxi

Once the aircraft is on the taxiway and the engines are running the pilot will ask you for taxi
instructions. Note that some parking positions do not require a puskband that IFR
clearances can also be given during taxi. The idea of a taxi instruction is to tell the pilot the
correct way from the parking position to the departure runway. The basic structure will first
name the destination (here: the active runwayltiog point) and then the way how to get
there (taxiway names):

Scandinavian-B-9, taxi to holdingpoint 07 left via taxiways AlfaBravo,Charlieand Delta.

You will find the taxiway names on the according aerodrome layout charts. There can be several
additions to this. Imagine the aircraft has to cross another active runway to reach the holding
point of runway O7L. In this case there are two different possibilities. Either you give the taxi
instruction initially to the runway which have to be crossedofekd by another taxi instruction

to the final holding point. Or you will give the whole taxi instruction with the following addition:

Scandinavian®-9, taxi to holding point 07 left via taxiwaydfa, Bravo,Charlieand Delta, hold
short of runway XYactually pilots have to stop in front of an active runway without having the
approval to cross it but for safety reasons you should mention it explicitly)

Once it is clear, that there is no other traffic on the runway, the pilot has to cross, you can say:
Scandinavian -9, cross runway XY.

This should be some seconds before the pilot reaches that runway to avoid unnecessary
breaking actions. Only if there is other traffic on thumway or is cleared for take ofto land on

that runway the pilot has totep and wait until the other traffic has passed. You can also apply a
conditional instruction in this case:

Scandinavian -9, behindlanding/departingLufthansaBoeing 737 crossinway XYoehind.
NB:Beware1 KS L/ ! h LIKNI &S Wo S Kedgsrainskuction 6 SSy YA AA
G2 w3asSi Oft2asS G2Q (GKS LINBOSRAY3I IANODNIFG=Z S

If you are online as ground controller you need the approval from the ATC above you before
giving the runway crossing. At many airports there will bleaad-off to the tower controller
before crossing the runway. Then the TWR will handle the traffic to the final holding point.

If you want an aircraft to stop on a taxiway you can either®ag f R L¥ghicHiwill’catisé @n
immediate stop at the presentJ2 8 A G A2y 2NJ @2dz 3 A DSHold &t oF 2 £ f 2
taxiway AlfaQThis tells to pilot to stop before entering taxiw&yfa. These instructions should

be used to avoid collisions on ground. A taxi instruction can also have a taxiway as ingemed
destinatiorY TaxPand hold short of taxiwa@harlied A I G EA g6l &a. ! £ LIKI | yR

If you do not want to stop one aircraft but have to solve an interaction between two or more
aircraft you can give instructions that give priority to one of the pilots

Scandinavian®-9, give way to Lufthansa Boeing 737 crossing from left to right
You can also instruct a pilot to follow another aircraft in front:

Scandinavian B-9, taxi to holding point 07L, follow Lufthansa Boeing 737 via taxiways Alpha,
Bravo andtharlie
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9. Runway

9.1 How to choose the runway in use?

One of the most importanquestiorsg KSy O2yySOGAy3 a !¢/ Aa agk
Ay dzaSKé ¢KS G26SN)I O2yGNRffSNI Aa (KS 2yfe 2y
in use, also called cfiguration, depends on him.

¢CKS GSNXY WNYzyél & Ay dzaSQ Aa dzaSR G2 AYyRAOFGS
given time, for departing and arriving types of planes within an aerodrome.

A tower controller must choose the active runway so tmdtaund and outbound pilots will find
it suitable to operate at such given time. In other words, the main objective is to help pilots in
their take-offs and landings.

Normally, aircrafts will take off and land with a headwind component, if it exists, siskfety
or current air traffic conditions determine that another runway would be more appropriate.

Nevertheless, for choosing the runway in use, the tower controller will take into account other
relevant factors apart from surface wind component and speseich as traffic patterns,
NHzy gl & fSy3adKs FLILINRFOK FyR tFyRAY3 FAR& | @I

Finally, as ATC is providiagontrol service to aircraft, the pilot in command may decide to
request a different runway for departur&he aircraft requesting a different runway from the
active runway, chosen by ATC, will have to accept any possible Gdleipusly, other traffic
using the runway in use would have right of way and the aircraft requesting another runway
would have to assume the delay created by such request.

The key is that a runway in use must be chosen but other runways might béuged LJIA t 2 0Qa
NEIjdzSa Gz F2N SithtdScRanding therunivdyin BSEA O X 0

Practical situations

Below you will read how two neaytbut different Spanish airports operate in real life so that
you get a general idea.

Vitoria airport (LEVT)

At LEVT only runway 04 and 22 exist. A parallel taxiway does exist so no backtrack is required.
Runway 04 has serviceable ILS CAT Il, VORpL@l2€l) and LCTR (locator) approaches and
runway 22 has VOR and LCTR approaches. When wind is below 10 KT, runway 04 is usually the
runway in use. If a tailwind component exceeding 10 KT exists for runway 04, runway 22
becomes the runway in use.

For arivals runway 04 is the most direct one but for departures runway 22 is sometimes better

for southely flights. Almost every pildtying to the south requestrunway 22 with insigni€ant
wind and, if there are narrivals for runway 04, they are usuallgared to use runway 22.

-83-



Nevertheless, the ATC informs the pilot requesting 22 about current traffic situation so that the
pilot can evaluate it. A typical communication is:

ACFT: Vitoria tower, ANE8928 request IFR clearance to Madrid.

ATC: ANEB8928, aled to Madrid, standard departure VRA1A, initially climb FL90, squawk 0641.
ACFT: Cleared to Madrid via VRA2A, FL90, squawk 0641 and request runway 22.

ATC: ANE8928, readback correct and there is an arrival for runway 04 estimating the approach
at 0920, tme-check 0903. Would you be airborne before 0920?

ACFT: Information copied and affirm, ANE8928.

ATC: ANEB8928, rogeecleared standard departure NEA lidnway 22.

ACFT: NEA1D, runway 22, ANE8928.

ATC: ANE8928zadback correct.

In this case, runway 22 preferred by this pilot because it will shorten the flight time but he
gets informed about traffic situation and the condition to use another runway before the ATC
issues the IFR clearance for the requested runway.

Pamplona airport (LEPP)

At LEPPunway 15 and 33 exist. There is no parallel taxiway and the runway is only connected
G2 GKS NI YL GKNRdAAK + aAy3atsS GFrEAsLE yIYSR Y
and runway 33 has serviceable VOR approach.
Arrivals landing on runway 15dee it on the left
AL W' Q 0dzi RSLI NI dzNB
O2YLJX SGS o1 O1GNY O1 2V
which delays aircrafts and slow down airport
operations as runway occupancy time increase
Departures from runway 33 may need a shorte
backtrack but arrivals landing on runway 33
would need to make a 180 when stopped or ta:
till the turning bay at the end of the runway to
GFEA ol 01 FyR tSI @S i
At this airport, runway 15 would be the
preferential runway as it has the ILS apmba
but in real life there is not usually a defined
runway in use if the wind component is below
10 KT and visibility values do not make an ILS approach necessary. As the airport is not so
crowded, ATC try to depart aircrafts via runway 33 and land aiscoaftrunway 15 so that
runway occupancy time is the lowedthis requires careful planning, anticipation and
coordination with the Approach Controller.

Qo
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9.2 Runway Crossing

Many airports around the world have crossing runways. Controllers must become aeguain
with the airport runways and proper crossing points.

Crossing a runway (active or not) is an important matter, due to the conflict it can create with
departing and/or arriving traffic using the runway to cross.

When ATC is available, it is importdor the ATC tagyrant permissionto cross a runway when

taxi instructions are issued. If no instructions are received from ATC to cross a runway, a pilot
should verify with the control prior to crossing.

Example
HHI2903, taxi to holding point runwagR via B and A, cross runway 24.

On some divisions, when taxi clearance is given, and no crossing restrictions are given, it is
implied that the crossing is authorized.

Proper hold short points before a runway are marked with hold short lines in ordeiléds to
establish a proper holding distance that would not create an incursion or separation problem.
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9.3 Backtrack

Many airports may not have parallel taxiways to the runway, making a backtrack maneuver
necessary in order to reach the runway endvacate the runway.

19-09 Elev 68’ = 7\

Power station at approximately
2.4 NM from Rwy 09 threshold
creates a slight oscillation of
instruments in aircraft.

Combustible

CAUTION: Birds in vicinity of airport.

Turbojet aircraft entering/departing the
commercial apron, must use a tow in
order to avoid material damage to the
terminal building.

19-08

C‘g@: Elev 89’

For departing traffigt is important thatproper timing is allowed to make the backtrack. Special
attention must be paid to this when there is inbound traffic on approach/final.

Some arriving traffic need teexecute a 180 degree tarto backtrack and then exit the mway

on the available taxiwayn such instance, the controllshould allow and coordinate sufficient
separation between arriving traffic in order to avoid unnecessary missed approaches.
Backtracking may also be usedaatport with parallel runways, in which one of the runways
may be used as a taxiway in order to reach the end of the other runway.
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9.4 Runway Delcared Distances

TORA
Take Off Rurvailable= Length of runway declared available and suitable for the grounafru
an airplane that is taking off.

TODA
Take Off Distance Available= Length of the runways, plus length of clearway (if applicable).

ASDA
AccelerateStop Distance Available= Length of the runway plus length of the RESA (if applicable)

LDA
Landing Digtnce Available= The length of the runways that is declared suitable for an aircraft
ground run for landing.

EDA
Emergency Distano&vailable= It is equal to LDA plus length of RESA (if applicable)

RESA
Runway End Safety Are&top wayavailableat end d runway.

You don’t have to know thdast 3 Runway Declared Distances (LDA, EDA, RESA). You should
know thefirst 3 descriptions only.

TODA,
TODA
Clearway Length Clearway Length
RESA ASDA, RESA
length ASDA, length

S A

runvway length
(= TORA )

9.5 Runway and Approach Lightning
Runway Lights

Runway lights have differebloursin order to provide important infomation, such as:

1 Runway edge lights= White
1 Runway end identifier lights (RE#Green at beginning of runway, red at the end.
1 Runway centerline lights= White
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1 -3000 ft marking lights= White first 3000 feet, alternating white/red from last 3000 feet
to last 1000 feet.
1 -1000 feet marking lights= Red

TOUCHDOWN ZONE and
RUNWAY CENTRELINE
LIGHTING

Red

Arermatng
Red

and

White

White

Il

Vhite

b

Threshold

Slope/Path indicators

VASI
Visual Approach Slopedicator provides a generally 3 degree slope into the runway. VASI in

comprised of Red and White lights indicating the position of the aircraft.

‘OOA Too High
Fore)
,‘,“ On Glide Path

*¢
OQA Too Low

VASI Approach

(el

On Glide Path

PAPI
Precision Approach Path Indicators, provide the arriving aircraft with an appropriate angle to

the runway. PAPI is comprised withdRand White lights:
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PAPI: A Pilot's eye view

0

(T T

On Glide Path

Dmmmﬂ Too High
mmm-ﬂ Slightly High
DD..& On Glide Path
EI---Q Slightly Low
----A Too Low
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10. Wake Turbulence

10.1 General

Wake turbulenceis turbulence that forms behind an aircraft as it passes through the air,
causing wingtip vortices. Wingtip vortices are stable and can remain in the air for up to three
minutes after the passage of an aircraft, making it fnenary and most dangerous component

of wake turbulence.

Light Medlumn Heavy

Wake turbulence is especially hazardous during the landingadedoff phases of flight. When
the configuration of the airaft is heavy, clean (flaps and gear up) and slow (in airspeed), the
strength ofthe wake turbulence is greater.

10.2 Wake turbulence Categories

Depending on the weight of the aircraft, they are categorized a light medium or heavy, as
shown below:

1 Light¢ MTOMof 7,000kilograms (15,000 Ib) or less;

1 Medium ¢ MTOM greater than 7,000 kilograms, but less than 136K@rams
(300,000 Ib);

1 Heavy¢ MTOM of 136,000 kilograms or greater.

*MTOM=maximum Tak®©ff Mass

Keep in mind that pilots callsign have to followkvit I  aA YLI S 62NR aKSI g
when the aircraft has as Maximum Take Off Mass of 136,000 kilograms or greater (Example for
an Lufthansa A340, Callsign: DLH481| Lufthansa 481 heavy).
Whenyou arenotsurg KSy (12 dzpBcartfikd3te @ResTurbulence Category in the

Flight stripbehind the Aircraft Type.
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10.3 Departure Separation

There are certain separation minima that must be followed in order to maintain proper
separation between traffics and avoid wake turbulence for departing traffic:

Leading Following Separation ~Separation
aircraft aircraft time arriving  time departing
Heavy Medium 2 mins 2*mins
Heavy Light 3 mins 2*mins
Medium Light 3 mins 2*mins
Procedures

In order to avoid conflicts with wake turbulence, certain procedures are also observed by the
pilots in regards to wake turbulence.

A) Landing traffic will land beyond the touchdown point of the preceding aircraft
B) Landing traffic will land prio2t 4 KS RSLI NIOAy 3 | ANONI FiQa
C)5SLI NIAYI ANONIFdOG oAttt fAFG 2FF OAF

D)5SLI NIAYI FANDONIFdG gAatt fATFOHG 2FF LI A&Q

A B
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11. Clearances for tak@ff and larding

AN v o o~ s A A

Ladz-ffte GKS | ANONBFRE AE2 SH&S: Ois SiRdriid® the h@ding
point for the runway. The pilot will inform ATC when more time is needed, for example when
the cabin crew has not called to let them know that the cabgeisure for takeoff.

On IVAO, a lot of pilots will call on the tower frequency and let the controller know they are
ready, although this is not a requirement in the real world. If this happens, a simple
acknowledgementd Y [ a M H o Eby the TIVR Ndntiter is sufficient.

Once the aircraft has arrived at t®ldingpoint for the runway and is readypr departure the
TWR controller has a number of options, depending on the situation.

11.1 Line Up

An instruction toline up and waiis issued to an aircrafvhen a takeoff on the runway is not
yet possible, but the controller wants to speed up the flow of traffic. It may only be issued
when there are no aircraft close to landing on that runway.
Example situations wher@e up and waitnay be used are:
- Whenanother aircraft is still rolling on the runway after landing or tae
- When wake turbulence may be a consideration

- An aircraft or vehicle is crossing the runway
- Landing/departingraffic on a crossing or parallel runway (wake turbulence!)

TWRKLM13, line up and wait, runway 06.

PLT: line up and wait, runway 06, KLM123.

Tocancelaline up and wait clearance

TWRKLM123, cancel line up, hold short runway 06.

If needed, conditional phrases may be used. Most common aredihd & FGSNJ RSL
aA NONJ Fé¢ 2NJ afll yRAY3I FANDONI Fié O2yRAGAZYAD
TWRKLM123, behind departing US Airways 767, line up and wait, runway 06, behind.

PLT: Behind departing 767, line up and wait runway 06 behind, KLM123.
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The aircraft must be in sight by the pilot of the aaftrthat will receive the conditional lirap
clearance. If in doubt, have the aircraft report that they have the landing or departing traffic in
sight.

TWRKLM123, landing traffic is a 767 on a 1 mile final, report in sight.

PLT: 767 in sight (not inght), KLM123.

11.2 Takeoff

To clear an aircraft for takeff is rather simple, as long as you have considered a number of
factors, such as:

- Any traffic on (short) final

- Landing aircraft must have vacated the runway

- No traffic on taxiways or other runwaysaossing the departure runway

- Hying traffic crossing the extended runway centerline (aircraft crossing the CTR or
departures or gearounds from another runway)

- Allow for adequate wake turbulence separation appropriate for the types of aircraft
involved

TWR:Brickyard 123wind 070 degree8 knots, runway 18L, cleared for také.
PLT: runway 18L, cleared for tad#, Brickyard 123.

Pilots do not need to read back the winds. Note: not every airport includes winds in their take
off clearances.

Helicopers may be cleared for a talddf in a similar way, or from a location at the airport.

TWR:PHRPAwind 070 degree8 knots, from the helipad [or other location], cleared for take
off.
PLT: cleared for takeff, PHRPA.

The phrasel f AsTat & takeoff clearance. It may only be used to approve a hover and later an
air taxi.

Conditional phrases may be used here as well. Most common is a clearanceifomadiate
take-off.

11.3 Immediate Takeoff

If for any reason minimal time on the runway is requit®dthe controller, the aircraft may be
Of S| NFB Rimmedliatéd thkgdffé.dThis instructs the pilot to commence his take off roll
immediately, as soon as instructed, while spending minimum time on the runway.
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L'y FANDNI Fi G K iminediaté tak©dffSwill ddsiRallyFeanhiduel rgflingéfrom the
moment it crosses the HOLD SHORT line onto the runway anebffake one continued
motion.

TWRBrickyard 123wind 070 degrees3 knots, runway 18L, cleared for immediate tadé
PLT: runway 18L, @eed for immediate takeff, Brickyard 123.

When in doubt whether an aircraft can accept this immediate takeclearance, ask the pilot.
Never use the word takeff, except in a takeff clearance! This will avoid confusion.

TWRBrickyard 123, are yoready for an immediate departure?
PLT: Affirm, ready, Brickyard 123.

When the take off clearance cannot be given yet, but with the confirmation of the pilot that he

is ready for an immediate departure the following phrase may be used:

TWR:Brickyard 123behind the landing Boeing 737 short final, line up and wait runway 18L
behind, be ready for an for an immediate departure when instructed
PLT: behind landing Boeing 737, line up and wait runway18L behind, wilco, Brickyard 123

Tocancelatake-off clearance

It is very rare that controllers will have to cancel a tae clearance. Either the controller
made a big error or the pilots have caused a situation requiring the controller to cancel-a take
off clearance. Therefore, use this only when absolutelgessary.

TWR:AIr France 701, hold position, cancel ta¥§ | say again cancel takdf, (If there is time,
you can give him the reason).

PLT: holding position, Air France 701. (Reading back the reason, if given, will congest the
frequency and istterefore neither useful nor required)

To stop a takeoff after the aircraft is already on the takdf roll:
TWRAIr France 701, stop immediately, Air France 701, stop immediately.
PLT: stopping, Air France 701.

- Clearances / Approvals for Arrival

o Landing

o Late landing clearance (= not official R/T)
o Continuing Approach
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As is the case with takeff clearances, clearing an aircraft for landing is something done only
after considering a number of factors.

- Any landing aircraft must have clearecethunway
- It must be assured that any departing aircraft on the same runway will not abort its take
off. This means the departing aircraft is turning away from the departure runway, has

passed the end of the runway, or at the earliest it has just becomwmomie (local
procedures may differ in some countries).

TWREZY 456yind 070 degrees3 knots, runway 36C, cleared to land.
PLT: Runway 36C, cleared to land, EZY 456.

When a TWR controller is unable to issue a landing clearance for the approachnady,ane
will instruct itto6O2 Y G A Yy dzS G.KS | LILINR | OK ¢

PLT: Brussels Tower, UPS 120, ILS (or visual) runway 25R.
TWRUPS120, continue approach (winds xxx) **

**Officially per ICAO it is not required to include the winds, but it is good technique and
therefore checked on exams at IVAO

PLT: Wilco, UPS120.
When a situation is getting a little tight on whether the runway will be cleared in time, to issue
the landing clearance. If the controller anticipates that it will be and if time and frequency

congestion permit:

TWRUPS120, continue approach, expect late landing clearance.

I LKNJ} &S &8dzOK a GaSELISOG tFGS tFyRAY3 b@t S NI
it raises the pilots situational awareness.

Tocancela landing clearancavhen it is no longer safe to have a landing clearance issued, but a

go-around is not yet required:

TWR:UPS120, cancel landing clearance [and any additional instructions if needed].

11.4 Goaround

Although pilots usually execute a-g@oound, for example whenhey do not see the runway
when arriving at minimums during an IFR approach, the TWR controller may isster@ugd
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instruction. This could for example happen when an aircraft is on short final and preceding
traffic has not cleared the runway yet or traffenters the runway without being cleared to do

so (a common example of a runway incursiddi.previous traffic reported hird strikgdebris

on the runway. A runway inspection has to be carried out before the runway can be returned to
afull operational@ G I Gdzaod® & ! ¢/ @&2dz YIFIed StSO0 (2 AyT2
report and put the decision to continue to land on a runway which may have debris still on it
with the pilot of the approaching aircraft.

Situation where the pilot decides veants to land and assumes responsibility.

TWREZY 456, continue approach, previous departing traffic reporteiddastrike on rotation,
pleaseadvice

PLT: we are happy to continue to land, EZY 456 (here the pilot takes responsibility)

TWRRoger, EZ¥56, wind 22@legrees 10 kts, runway 22 cleared to land.

Situation where the pilot chooses not to land until an inspection has been carried out.

TWREZY 456, continue approach, previous departing traffic reporteiddastrikeon rotation,
pleaseadvice

PLT: Roger, we will wait for the runway inspection, EZY 456
TWREZY 456, go around, | say again go around.

PLTGoing around, EZY 456
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12. Low approaches, low passes, touamd-go and stopand-
go

Aircraft may sometimes execute an appch to the airport without actually landing. For
training purposes, such as practising instrument approaches, visual approach techniques, or to
practice gearound procedures fothe aircraft, pilots may requestlaw approach

When flying the low apprazh, aircraft practising an instrument procedure will descend to a
certain altitude (usually the published minima for that specific instrument approach) and then
execute a missed approach as shown on the approach chart (or as instructed by Tower if
needed),or a gearound when practising a visual approach to a landing.

TWRBrickyard 123, cleared low approach, runway 01.
PLT: Cleared low approach runway 01, Brickyard 123.

The low approach clearance may be followed by additional instructions or information

A low pass may be requested by the pilot when there is a need to have someone visually
inspect the aircraft, for example whehere is uncertainty whethethe landing geamay not

be completely down. ATC will never be able to confirm whether the gedown and locked,

just whether the gear has partially or fully extended

When cleared for a low pass, the pilot is allowed to fly past the control tower or other
observation point at a lower altitude than what normally would be allowed durinipva
approach

PLT: Tower, Brickyard 123 request low pass (usually the reason is mentioned as well).
TWRBrickyard 123, cleared low pass, runway 01.
PLT: Cleared low pass runway 01, Brickyard 123.

Normally all landings are made to a full stop. Sometimes, thegesituations where aircraft will
ask for aouch and goor astop-and-go.

Atouchrand-gois often used for training purposes. The aircraft will touch down on the runway,
then change to takeff configuration and takeff again without stopping. This sav time and
money because the airplane does not have to taxi back and-d#kagain. The pilot will
request this, and the controller will allow it, circumstances permitting.

PLT: Tower, RKAT, request touch and go

TWRPHKATwind 070 degrees3 knots runway 04, cleared touch and go.
PLT: Cleared touch and go, runway O4KAT.
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A stop and gas similar to aouch and go except the aircraft will come to a complete stop on
the runway, then takeoff againfrom the point where it stopped, without taxig back to the
beginning of the runwayThe R/T is the same.

PLT: Tower, RKAT, request stop and go, runway 04
TWRPHKATwind 070 degees,3 knots, runway 04, cleared stop and go.
PLT: Cleared stop and go, runway 04KAT.

An Introduction to Approahes.

Aircraft will approach the airport for landing in two ways, either vidsaial approaclor using
aninstrument approach

During avisual approachthe pilot has visual contact with the runway. Basic VFR visibility and
cloud minima apply and may lokfferent per country.

If adequate visibility or cloud minima are not present, the pilot will usénatrument approach
procedureto approach the airport until he has obtained and can maintain the required visual
reference before reaching the minima, tmmplete the landing. The only exception is the CAT
IIIC approach which requires no visual reference and therefore has minima equal t@zéro,
therefore provides for zero visibility approach and landihgs

Instrument approactprocedures are availabletthe pilot in chart form (paper or electronic),
and show the required visibility and cloud minima specific to that approach.

Normally, visual or instrument approach clearances are issued by the approach controller
responsible for the airport. When no apyach controller is available, the responsibility rests
with the controller in an ACC/ARTCC sector that is responsible for the TMA of the airport. On
IVAO, it operates in much the same fashion, except when neither CenTeR or APProach
controllers are onlinethe pilot executes his own approach, then contacts the tower before he
SYGSNaAR (KS (G26SNRa O2yiNRf 1T2ySo

There are two main types of instrument approaches:
- Non-Precision Approaches

- Precision approach

12.1 Non-Precision Approach Procedures

A non-precisia approachis an instrument approach that provides lateral course guidance, but
no vertical ¢lide path guidance. Some examples of these are LLZ (LOCalizer), LDA (Localizer
type Directional Aid), VOR, VOR/DME, VOR/TAC, NDB, NDB/DME GPS and TACAN.
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