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FOREWORD 
PURPOSE AND SCOPE 

 
The initial purpose of this publication was to document the approach charts created for BMS.  A completely revised and more 

realistic ATC system and the way radio frequencies ǿŜΩǊŜ implemented in the latest stages of the BMS development. This publication 

will guide you through the ATC and radio management in BMS, and as before, explain the use of approach charts in BMS. 

 
The following manuals are supplemental this manual and comprise the complete Falcon BMS series: 
 

 TO BMS 1F-16CM/AM-1 BMS (aircraft, avionics, normal procedures and abnormal procedures). 

 TO BMS 1F-16CM/AM-34-1-1 (weapon systems, support equipment and munitions). 

 BMS-Training (documentation to accompany Falcon BMS training missions). 

 Checklists and Cockpit Diagrams (avionics, emergency, non-F-16 pit layouts). 

 Airport Approach & Navigation Charts (including KTO AIP). 

 Key Files & Input (Key File, Key File Editor, Keystrokes, Callbacks, etc.). 

 
These documents are all located in the \Docs folder of your Falcon BMS 4.37 install, with other supporting documents. 
 

All changes in this document coming with 4.37.0 are marked with a black line.  

 

All changes in this document coming with 4.37.1 are marked with a blue line. 

 

LIST OF CHANGES: 
 
V4.37: Document correction for 4.36 and updated for 4.37 

V4.36: Document correction for 4.35 and updated for 4.36 
V4.35: Document correction for 4.34 and updated for 4.35. 

V4.34: Document renamed and adapted for the new ATC and Comms plan in 4.34. 

V3.0 update of the chart tutorial, published September 2018 

V2.00: chart tutorial, published March 25th, 2011. 

V1.00: chart tutorial, published November 6th, 2010. 

 

 

COPYRIGHT STATEMENTS 
 

Falcon BMS is a community mod developed and published by Benchmark Sims for use with licensed copies of Falcon 4.0.  
This mod is for non-commercial use only. 

This mod was created by Benchmark Sims with the permission of Tommo Inc. 
This mod and all included content are in no way affiliated with Tommo Inc. or Retroism. 

© 2003-2022 Benchmark Sims. All rights reserved. 
 

Falcon is a registered trademark of Tommo Inc. Falcon Collection and Falcon 4.0 are published by Retroism. 
Retroism, the Retroism logo and the Tommo Inc. logo are trademarks or registered trademarks. 

© 2022 Tommo Inc. All rights reserved. 
 

The manufacturers and intellectual property right owners of the vehicles, weapons, sensors and other systems represented in Falcon 
BMS in no way endorse, sponsor or are otherwise involved in the development of Falcon BMS 

 
The BMS Comms & Nav Book is written and published by Benchmark Sims. 

Unauthorized rental, sales, charging for use, or any commercial use of this manual or part thereof is prohibited. 
This manual is for non-commercial use only. 

No reproduction (except printing for personal use) and no modification of this manual or part of this manual are allowed without the 
written permission of the author. © 2003-2022. All rights reserved.
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In BMS, each airbase is equipped with multiple control frequencies for base ops, ground, tower & 
approach/departure (these last two are shared on the same frequency). 

 
Procedures are greatly enhanced in the latest versions and both AI ATC and AI pilots are able to cope 

with more realistic scenarios such as: 

 

 Taxi time management (introduced since BMS 4.36) 
 

 Quick sequencing for departure (greatly decreasing the traffic jams encountered in previous 

versions especially in campaign scenarios.) 
 

 ATC considers a flight of multiple aircraft (flight of 2, 3 and 4) as a single entity not subject to the 

regular separation laws. As a consequence, ATC will only communicate with the flight lead and it is 

ǘƘŜ ŦƭƛƎƘǘ ƭŜŀŘΩǎ ǊŜǎǇƻƴǎƛōƛƭƛǘȅ ǘƻ Ƴŀƛƴǘŀƛƴ the flightΩǎ ŎƻƘŜǎƛƻƴΦ !ǎ ǎǳŎƘΣ ǿƛƴƎƳŜƴ ǎƘƻǳƭŘ ƴƻǘ 

communicate with ATC except for specific cases noted later in this chapter. 
 

 AI pilots are able to fly more realistic departures (multiple ships) and approach types such as 

overhead recovery, visual recovery and instrument approaches. 
 

 Realistic frequency use: Pilots using the wrong frequency to contact ATC services will be redirected 

to the correct frequency. 
 

 Correct sequencing of the returning aircraft back to the parking positions. 
 

 
Although the ATC system is very realistic, one must understand that managing both human pilots and AI pilots to 
employ the same real-life procedures is a difficult challenge requiring some compromises.  The result is that the ATC 
system may not be as flexible as if you were interacting with human controllers. Nevertheless, it is likely the best 
depiction of an ATC system encountered in any flight simulator. 
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1.1 AIRBASE COMM PLAN 

As mentioned before, each airbase has multiple frequencies for managing traffic according to their position. 
The frequencies are mostly UHF. VHF is mostly used for intra-flight communication (talking to your 

wingmen) while UHF is mostly used for inter-flight, tactical and ATC communications. Splitting all the 

ATC frequencies in both VHF and UHF was deemed excessive and the decision was made to exclusively 

use UHF frequencies. Towers still have the old VHF placeholder but we advise you to disregard VHF and 

instead use UHF. 

The only exception is the ATIS which uses a VHF frequency. 

 

List of control agencies: 

 

1.1.1 Base Ops. (Operations) 

This is a placeholder for upcoming releases.  

 

 

 1.1.2 Ground 
 
Ground is the control agency that manages all the ground movement on the airbase from the parking  

spot to the runway hold lines at departure and from exiting the runway back to the parking spot (or the ramp) 

upon arrival. 

DǊƻǳƴŘ Ƙŀǎ ƛǘǎ ƻǿƴ ǇŀƎŜ ƛƴ ǘƘŜ !¢/ ƳŜƴǳΣ ƛǘ ƛǎ ǘƘŜ ŘŜŦŀǳƭǘ ǇŀƎŜ ŘƛǎǇƭŀȅŜŘ ǳǇƻƴ ǘƘŜ ŦƛǊǎǘ άǘέ ǇǊŜǎǎΦ 

 

 

 1.1.3 Tower 

The Tower control agency manages traffic on the active runways. Its main job is to clear flights for take-off 

and landing. Upon departure you will be handed to Tower once the system detects you are close to the 

runway hold lines and upon arrival, Approach will hand you over to Tower before final approach where 

Tower will take the responsibility to clear your flight to land. Tower is the second page of the ATC menu 

όǇǊŜǎǎ άǘ ǘέύΦ
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 1.1.4 Approach/Departure 
 

Very often these two control agencies are merged together. This is the case in BMS where they share the 

same frequency. This control agency will manage flying traffic around the airport.  

Departing traffic is managed by the Departure control agency but basically it is often a simple 

άǊŜǎǳƳŜ ȅƻǳǊ ƻǿƴ ƴŀǾƛƎŀǘƛƻƴΦέ  

Departure is the 4th page of the ATC menu ŘƛǎǇƭŀȅŜŘ ŀŦǘŜǊ п ŎƻƴǎŜŎǳǘƛǾŜ άǘέ ǇǊŜǎǎŜǎΦ 

 

Recovering traffic is managed through the Approach control agency from the IAF (Initial Approach Fix) or 

whenever you make initial contact with ATC (within 30Nm) for recovery to the final approach point where 

the flight will be handed to Tower for landing clearance. 

Approach is the 3rd page of the ATC menu. 
 

 1.1.5 Common 

This is not a dedicated control agency but rather a common page in the ATC menu to get valuable 

information regardless of the frequency the radios are set to. It is done to avoid duplicating common menu 

items in all ATC menu pages. Please note your radio needs to be set to either one of the airbase frequencies 

to be able to use the options from the common page. It is the 5th page of the menu. 

 1.1.6 Carrier 

BMS includes carrier ops and thus a dedicated carrier page (6th page) to simulate the LSO has been 

added. More information on this can be found in the ά.a{-Naval-hǇǎέ Ƴŀƴǳŀƭ located in your ά\Docs\έ 

folder and the associated Carrier Ops training missions. 

 

 1.1.7 Contingencies 

This is also not a dedicated control agency but rather a special page used when any flight member needs to 

abort at ramp. See chapter 1.4.6 at the end of this chapter for further information. It is the 7th page of the 

menu.  

To communicate with the ATC you need to be on the correct frequency. If you attempt to talk to ground 

while your radios are set to Tower, the controller will inform you that you are on the wrong frequency and 

will likely give you the right frequency to contact ground. You will then have to remake your call. 

As a pilot you must be briefed on the correct frequencies to effectively use the radios. The airbase relevant 

frequencies are listed in the header of the BMS approach charts and on the briefing UI. Depending on the 

type of chart, you will find them all (Ground, Tower Approach & Departure) in the airbase ground chart, or 

only some of them (for instance ground frequency is not listed in ILS or SID charts because it is irrelevant to 

that procedure). 
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The comm plan in BMS automatically assigns radio presets to relevant frequencies you may need in flight. 

Before proceeding, understand that presets are simply shortcuts to a frequency.  

As an illustration:  Preset #15 is the intra-flight assignment for the first flight of the package.  

The Departure Airbase Tower has preset #3 etc. 

 

Gunsan tower frequency has always been 292.3. The shortcut changed, not the frequency. 

Here is a list of automatically generated presets in BMS. Please note ATC presets are always assigned the 

same from one flight to another: 
 

- #1: Home Airbase OPS 
 

- #2: Home Airbase Ground 
 

- #3: Home Airbase Tower 
 

- #4: Home Airbase Departure & Home Airbase Approach 
 

- #5 Tactical (AWACS) check in (not yet implemented in BMS) 
 

- #6 Tactical (AWACS) + JTAC 
 

- #13 for air to air refueling 
 

Basically, a flight starting from the ramp will use the following preset sequence: 
 

#2, #3, #4 for communicating with the home airbase as you fly out 

#5, #6 for communicating in flight on the tactical net with AWACS and JTAC for instance (with #13 if 

doing an AAR)  

#4, #3, #2 for communicating with the home airbase ATC upon your return.
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Communicating with the BMS control agencies is donŜ ǘƘǊƻǳƎƘ ǘƘŜ !¢/ ƳŜƴǳ ǿƘƛŎƘ ƛǎ ƻǇŜƴŜŘ ǿƛǘƘ ǘƘŜ ά¢έ ƪŜȅΦ  
ά¢ά because it was called the Tower menu back when we had only one Tower frequency at our disposal. 

 

¢ƘŜ ŦƛǊǎǘ ά¢έ ǇǊŜǎǎ ƻǇŜƴǎ ǘƘŜ DǊƻǳƴŘ ƳŜƴǳΣ ǘƘŜ ǎŜŎƻƴŘ ά¢έ ǇǊŜǎǎ ƻǇŜƴǎ ǘƘŜ ¢ƻǿŜǊ ƳŜƴǳΦ bŜȄǘ ƻƴŜ opens 

Approach then Departure then Common and Carrier then finally Contingencies. 

 
 

Options with blue background and white text are available, options with only white text are not available. 

The available options are not contingent only on your radio frequency, but on your position and status 

around the airfield. 

You may close the menu with the escape key or the menu will close automatically once you have chosen 

the option with the relevant numerical key. 
 

Depending on the UI options, subtitles for the AI ATC voice may be displayed, and these will appear on the 

top left of the main screen. This option may greatly help non-native English speakers. These subtitles are 

color coded dependent on their category. 

 

Note that since 4.36 comms windows can be now positioned anywhere on your 3d window using your 

mouse.
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1.2 Real radio discipline  

Managing radios correctly can be challenging but is a required skill in aviation. 

Like any specific language, there are rules to follow and specific vocabulary to apply: 

in this case the brevity (which is included in your \Docs\Other documentation folder) and specific ATC 

phraseology. 

Additionally, the volume of radio communications can be daunting, and junior pilots may have difficulty 

maintaining a good situational awareness while simultaneously trying to focus on important messages 

directed to their specific flights. 

Fortunately, a flight of multiple aircraft is considered by the ATC as a single entity and communication will 

happen only between ATC and the flight lead. Flight lead should be experienced enough to manage the 

radios. Flight members should just listen and not interact with the ATC save for switching frequencies when 

lead instructs them to do so. This rule is equally valid if the flight lead is AI with human wingmen.  

In case a wingman initiates contact with ATC, he will receive a repeat of the same instructions as his flight 

lead. It does nothing but increase the number of radio calls which is undesirable in aviation. Lastly, there is a 

dimension in BMS that is not encountered in actual radio communications.  That is, mixing computer driven 

aircraft with human driven aircraft. This represented one of the greatest challenges of coding the new BMS 

ATC while keeping a fluid situation at all costs. 

As a consequence, compromises are made in the ATC code that sets BMS apartfrom real life ATC.  

Some of these compromises are listed below: 

- There is still no clearance required to cross a runway at double runway airbases.  4.35 improved on this by 
asking aircraft to hold short of the runway that needs to be crossed on the way back to the ramp. 
Unfortunately, that is still far from perfect as most of the time when exiting the active runway and waiting 
for your flight to rejoin, you are already holding short of the second parallel runway. 
 

- ¢ƘŜ ǎǿƛǘŎƘ ŦǊƻƳ ƻƴŜ ŦǊŜǉǳŜƴŎȅ ǘƻ ŀƴƻǘƘŜǊ ƛǎ ƴƻǘ ŘƻƴŜ ŀǘ ǘƘŜ ǇƛƭƻǘΩǎ ƻǊ !¢/Ωǎ ŘƛǎŎǊŜǘƛƻƴ ōǳǘ ǊŀǘƘŜǊ ƛǘ 

ƛǎ ŘŜǇŜƴŘŜƴǘ ƻƴ ǘƘŜ ŀƛǊŎǊŀŦǘΩǎ ƭƻŎŀǘƛƻƴΦ 
 

- The departing and arriving traffic at BMS airbases always follow the same specific routes from spawn 

points chosen according to the active runway and back with the same route to the initial parking 

spots for the AI at least. 
 

- ATC will sequence traffic according to take off time. This is not a compromise, but a reflection of real 

life practice. A human pilot taxiing ahead of an AI flight that is scheduled to depart before him,  

may create timing issues in the taxi sequence. 
 

- There is no mandatory read back of instructions. Regardless, ATC does not afford a human pilot the time to 
read back instructions and will often issue the next instruction immediately.  Attempting to read back will 
often result instepped-on comms. 
 

- The AI will take-off in 10 second intervals unless ATC asks them to expedite. In that case they will 

perform a rolling departure. 
 

- .a{ !¢/ ǎǘƛƭƭ ǳǎŜǎ άtƻǎƛǘƛƻƴ ŀƴŘ ƘƻƭŘέ ς which has been proven confusing when mixing European 

ŀƴŘ ¦{ ǇƛƭƻǘǎΦ C!! ǊǳƭŜŘ ƻǳǘ ǘƘŜ άǇƻǎƛǘƛƻƴ ŀƴŘ ƘƻƭŘέ ŀƴŘ ǊŜǇƭŀŎŜŘ ƛǘ ǿƛǘƘ άƭƛƴŜ ǳǇ ŀƴŘ ǿŀƛǘέ ǎƛƴŎŜ 2010 in 
accordance with ICAO standards to avoid the possible confusion with hold position.  
BMS ATC uses both άhold positionέ (mean stay where you are) as well as άposition and holdέ (which means 
line up and wait).  
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1.3 The departing flow  

1.3.1 Getting ATIS 

Although not mandatory in BMS, pilots should start by getting the ATIS (Automatic Terminal Information 

Service). In BMS, ATIS is broadcast continuously on a specific VHF frequency documented on the BMS charts 

as well as available in the 2d briefing screen. 

 
Information provided by the ATIS are: 

- The name of the airport. 

- The ATIS letter identifier in ICAO alphabet. 

- The active runway. 

- The wind. 

- Visibility and clouds (as sky condition depending on config settings). 

- Temperature above/below 0 and altimeter setting. 
 

Wind gusts are not given as per real life (yet). Gusts are not normally included unless the wind variation is 

at least 9 kts and with a minimum wind speed of 16 kts. In BMS ATIS you might often hear wind 3 knots 

gusting 5 knots which is a bit incorrect. 
 

Clouds reporting is also not per real life as CAVOK (meaning Ceiling and Visibility OK) normally means no 

significant clouds under 5000 feet. You can therefore be CAVOK with an overcast at 8000 feet. 
 

The missing information is the dew point, normally following the temperature. It is an important factor as 

the difference between temperature and dew point warns about the water saturation in the air and thus the 

possibility of Fog and Icing conditions. 
 

The Temperature is given in Celsius and might give you information about the icing condition on the surface 

level (temperature decrease with altitude) which may be taken into account for the management of the 

implemented anti-ice system. 
 

All the above information is intuitive. 

The only information that is not 

intuitive is the sky condition given as a 

color code (blue, white, green, yellow, 

amber, red and black). 

See the table for the visibility and 

clouds corresponding to each color 

code. 

Please note by default, the ATIS does 

not use the color codes but gives 

more specific details for clouds and visibility. The color codes must be activated by adding this setting in the 

BMS config file: set g_bUseATISColorCode 1 
 

In BMS, άBlackέ means the airport is closed because the weather is below minima, the crosswinds are 

too strong or the runway is closed for whatever reason. 

 

ATIS is a recorded message. You will therefore hear it constantly in loops as long as your VHF frequency 

is tuned to the relevant frequency. 
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Please note the following remarks about the BMS ATIS: 
 

 ATIS is not able to differentiate left and right runway at double runway airbase 
 

 ATIS is not a true VHF radio transmission. In BMS, it is implemented by TTS (Text to Speech from 

the Windows engine). That is the reason why we cannot change its volume.  

 

 Since 4.36 you can now interrupt the transmission at any time when changing the VHF frequency. 

 

1.3.2 Airbase orientation 
 

Since 4.37 you get detailed information where you are located 
at each airbase when you are entering 3d. 
You get information about the parking spot number (see on 
ǘƘŜ ǊƛƎƘǘΥ άtY офέύ as well as the taxiway you are located at 
όά¢²¸ /έύ and which runway is active όάw²¸ нтέύ. ¦ǎŜ ǘƘŜ !ƛǊǇƻǊǘ tŀǊƪƛƴƎ /ƘŀǊǘ ά!t/έ ǘƻ verify where you are 
located. Please note that this info is only visible when you installed your chocks.  
 

1.3.3 Ground agency 
 

Once your ramp-start is completed and you are ready to taxi, ATC will provide information about the 

expected taxi time on UHF 2. This is an informal message and does not require confirmation by the 

flight lead on UHF. This call does not yet indicate that you have clearance to taxi. Always wait for ATC 

to give you taxi clearance. 

Normally you should be ready no later than 6 minutes before 

the fragged take-off time.  

When ready to taxi, the flight lead should initiate contact with 

DǊƻǳƴŘ ƻƴ ǘƘŜ ǊŜƭŜǾŀƴǘ ŦǊŜǉǳŜƴŎȅ ǿƛǘƘ ŀ ΨwŜǉǳŜǎǘ ¢ŀȄƛ ŦƻǊ 

ŘŜǇŀǊǘǳǊŜΩ ǿƛǘƘ άǘоέΦ 

ATC will answer with one of the following possibilities: 

- Hold position means you have to stay where you are and ATC 

ǿƛƭƭ ǊŜŎƻƴǘŀŎǘ ȅƻǳ ǿƘŜƴ ƛǘΩǎ ȅƻǳǊ ǘǳǊƴ ǘƻ ǘŀȄƛΦ 

- Give way to callsign means you have to wait for a particular 

flight to taxi past your position before you will be cleared to 

taxi. 

Flight call signs are not written on the aircraft fuselage.  In high traffic scenarios, it may be difficult to know 

which aircraft type to give way to. 

Obviously, the flight with an earlier take-off should taxi first, so by studying the take-off time in the mission 

planning UI you will be able to link a callsign to an aircraft type and how many aircraft there are in that flight. 

In any case, the ATC will clear you to taxi in due time. 

 
- Taxi Papa, Alpha and hold short runway xx. You are cleared to taxi to the active runway via taxiway Papa, 

then Alpha and once there you should hold short of the active runway. Please note: the routing is now given 

by the ATC and all efforts have been made to identify the taxiway on the BMS airport charts. 

If you need to cross a runway along your route, ATC will ask you to hold short of it as well, and then resume 

your routing instructions (take that as a clearance to cross the runway). 
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The taxiway identification in BMS are improved since 4.36. We have now parking signs available from A to 

Z. Taxiway names with letters and numbers (for example: B1) will be implemented in the future. 

The flight can move as a single entity according to ATC instructions to the hold short position. The flight 

cannot trespass the active runway hold lines unless cleared by tower frequency. To ensure fluidity it is 

advised to taxi staggered to minimize the traffic queue. Arriving at the active runway, the flight lead should 

park as close as possible to the runway hold lines because the ATC code detects the position of the flight 

lead from the runway hold lines and will automatically trigger a ground ATC message to switch to the tower 

frequency. If you do not hear that call, you are probably too far from the runway. Get closer. 

 

 

- Contact tower, switch xxx.xx. Most of EOR in Korea airbase will be close enough, just ensure that flight 

leads take the EOR position closest to the runway hold lines. 

Please note that AI do not use EOR spots. Failure to be close enough to the runway hold lines will 

prevent the switching message to be broadcast.  

Since 4.37 we have EOR procedure charts are available (see chapter 4.4.3) with detailed taxi instructions. 

 

1.3.4 Tower agency 
 

Prior to 4.34, the ATC guys sitting in the tower did all of the work.  Since 4.34, ground and approach 

controllers have taken part of the load off them. Tower does not do much more than clearing flights to 

take-off and land. Expect to be on and off tower frequency very rapidly upon departure. 
 

Considering the above remark about proximity of the runway hold lines, initial contact after being instructed 

to switch to the tower frequency will be made by the flight lead through the Ready for departure option in 

the ATC menu (tt1). 

Tower may respond: 

- Hold short because of departing or arriving traffic or because your take-off time is still too far ahead (>3 

minutes). This might be problematic when you want to take off earlier for whatever reason. Fortunately, 

there is a way to request an earlier departure by duplicating the ready for departure message. 

If Tower is able to, they will then clear you for immediate departure regardless of your take-off time. 

- Position and hold which means you may line up on the runway and wait for further clearance. This happens 

when there are still aircraft on the runway either taking off or having just landed, or you are ahead of time 

and no traffic is reported in the traffic queue and you may wait for the take-off time on the runway. 

Please note Position and hold is not a clearance to take-off and tower will recontact you to provide the 

specific clearance in due time. If you want to avoid waiting on the runway for the proper take off time, call 

again the tower with the message ready for departure. Tower will then expedite your release.
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- Cleared for takeoff, runway xx. 

This is the actual take-off clearance which is usually preceded by wind information. 

Do not switch to Departure too soon; the system expects you to wait till all your flight is airborne to actually 

contact Departure. Besides, you need to maintain situational awareness regarding traffic around the airbase 

to time your departure staying out of the way of the other flights. 

Remaining on the tower frequency will allow you to monitor if there is landing traffic for the runway 

to be cleared. Once all the flight is airborne then you may contact Departure. 

- Expedite departure. If Tower asks your flight to expedite departure they need the runway for other traffic 

and as a flight lead you should ensure you clear the runway as fast as possible, even if that means switching 

to a rolling take off. 

AI and humans alike are expected to line up in formation on the runway and take-off in sequence. AI within a 

flight will take off at 10 second intervals. If Tower requests expediting the departure, AI will start rolling 

ASAP and might even execute a rolling take-off as explained above. 
 

1.3.5 Departure 

Departure is the same frequency as Approach (although the ATC menu has specific pages for each) and 

manages both the departing and arriving traffic around the airport. 

The initial contact with Departure should be done using the report airborne message from the 

departure page of the ATC menu (tttt1) 

ATC will respond with a fly heading xxx and resume own navigation which terminates Air Traffic Control 

services around that airbase. 

From that moment you are clear to change to whatever frequency your mission requires, usually tactical #6.
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1.4 The arrival flow  

Returning traffic will sequence their radio communication with ATC through the Approach, Tower and finally 

Ground frequencies. 

 
Approach will manage the sequencing of all returning flights until the final approach. 

Tower will manage the final approach until the flight exits the active runway. 

Ground will manage the taxi back. 

 

If the flights are considered a single entity at departure, it is not always the case at recovery. 

Flight members might have separated during the mission and may come back for landing at different times 

or the type of approach dictated by the weather may force ATC to deal with each aircraft separately. 

 
If wingmen are within 20 NM from lead at the time of initial contact, they will be included in the flight 

landing queue. 

If the wingmen are further than 20 NM from their lead at time of initial contact, they will be considered as a 

separate flight from BMS ATC and they will have to contact ATC on their own. 

 
The number of aircraft in the flight taken into account by ATC is stated at initial contact with the approach 

frequency: άGunsan Approach, Falcon 1, 4 Ship F-мсΣ мр ba bƻǊǘƘ ²ŜǎǘΣ мл ллл ŦǘΣ ǊŜǉǳŜǎǘ Ǿƛǎǳŀƭ ŀǇǇǊƻŀŎƘΦέ 

As a flight lead or element flight lead you will thus always know what ATC considers to be the number of 

aircraft in your flight. 
 

There are 5 main approaches available with BMS ATC: 
 

 Overhead recovery 

 Unrestricted approach (free approach ς ǘƘŜ ƻƭŘ άŀǳǘƻƴƻƳƻǳǎέ ŀǇǇǊƻŀŎƘύ 

 Formation landing 

 Visual (vectored visual approach) 

 Instrument (vectored instrument approach) 
 
 

 1.4.1 Overhead recovery 
 

The overhead recovery is the type of approach that is mostly used by returning fighter aircraft. AI are able to 

fly the overhead recovery. 

IǳƳŀƴ Ǉƛƭƻǘǎ ŦƭŜǿ ǘƘŜ ƻǾŜǊƘŜŀŘ ǊŜŎƻǾŜǊȅ ƛƴ ǇǊƛƻǊ ǾŜǊǎƛƻƴǎ ƻŦ .a{ ōȅ ǊŜǉǳŜǎǘƛƴƎ Ϧ!ǳǘƻƴƻƳƻǳǎ !ǇǇǊƻŀŎƘΦέ 

The overhead approach is a valid recovery for both humans and AI alike. 
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¢ƘŜ ƻǾŜǊƘŜŀŘ ŀǇǇǊƻŀŎƘ ƛǎ ǊŜǉǳŜǎǘŜŘ ǘƘǊƻǳƎƘ ǘƘŜ άǊŜǉǳŜǎǘ ƻǾŜǊƘŜŀŘ ŀǇǇǊƻŀŎƘέ Ƴenu item on the approach 

page of the ATC menu: (ttt3) and will be granted according to the following conditions: 

- VMC (Visual Meteorological Conditions) or VFR (Visual Flight Rules). 

- All aircraft in the same flight are within 20 NM of flight lead at time of initial contact. 

- The amount of traffic around the airbase is suitable. 

 
Please note, the overhead option is only valid for ground-based runways and not available for carrier 

operations. 

 
If the option is denied by ATC, one of the conditions above is not met. You cannot really manage the VMC 

(5km visibility, outside of the clouds and visual with the ground) but you can time your initial call according 

to the other 2 options. Ensure your flight is regrouped and wait for the right time according to the other 

traffic to make your initial request. 

In the early days of 4.34, the overhead break was often denied.  Later patches and 4.35 are much less 

restrictive. To make this possible, ATC now requires human flight leads to report their break turn rather 

than to report final as was the case before. 

 
Once the flight lead has requested an overhead recovery, approach control will clear the flight in without any 

vectoring. The overhead procedure requires the flight to be set up for the approach at initial. 

For AI, initial is at 10 NM from the active runway threshold, on that side of the runway. Humans can use a 

lesser distance such as 5 NM which is more common. 

The flight should be established in wingtip (echelon close) formation at that point. The side of the formation 

is opposite of the break direction (echelon right for a left break). The break, unless otherwise specified, is 

on the airfield side opposite to the control tower, but basically the flight lead decides the side of the break 

by establishing his formation on his left or right side. 
 

At initial or at least within 10 NM of the landing, Approach will switch the flight to Tower by giving out the 

relevant tower frequency. 

Once the whole flight has checked in on the tower frequency, the flight lead has to establish initial contact 

with the tower from the Tower page of the ATC menu and request landing option (tt2). 

This call has to be made before the break. The tower will clear the flight inbound and ask the flight lead to 

report the overhead break. 

 
The AI will fly at 1000ft AGL but the more common 1500ft AGL works as well for human pilots. The speed 

should be around 300kts. 
 

As mentioned above, the flight lead must now report the break to ATC (tt5). This must be done with or 

without AI in your flight. That tells the AI ATC where you are exactly and will allow them to better sequence 

other flights around the airbase. It is a small price to pay to make the overhead procedure less restrictive.
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When the flight lead turns final tower will detect him and will then clear the whole flight for landing. 

The report final call is therefore not necessary anymore. If the clearance to land ƛǎƴΩǘ granted, you are 

probably not in the final approach cone detection. 

Please note: the wingmen do not have to make any call. The overhead clearance is valid for the whole flight. 
 

Summary for overhead approach: 
 

1. Request overhead from approach, fly to initial in wingtip opposite the break 
 

2. 10 NM or initial, switch to tower and request landing 
 

3. Before breaking, report overhead break on the tower frequency (flight lead) 
 

4. On final, get clearance to land for the whole flight.
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 1.4.2 Unrestricted approach 
 

This type of approach is exclusively for human pilot use. Formatting the approach with ATC may not be 

suitable for all situations where humans expect flexibility. With this type of procedure, the human is free to 

perform an approach as he sees fit. He can fly the instrument chart, fly an overhead, fly a straight in or a test 

engine flight profile without being bothered by the ATC but still have a place in the landing queue. 
 

Like the other approaches, the flight is considered as a single entity and wingmen must be within 20NM of 

their flight lead at the time of initial approach. If not, they will be considered a separate flight. 

 
The switch to the tower frequency will automatically be triggered when the flight is within 10NM of the 

airbase on the side of the landing runway. Initial contact with the tower should be done before final 

approach. Depending on the flight position the tower may provide instructions to get on final approach or 

may clear the flight for landing straight away. 

With this approach, reporting final approach is optional and not mandatory. 

 
Please note, ATC cannot determine what approach profile will be executed under an unrestricted 

approach. Therefore, deconfliction happens only at final approach. The flight lead should maintain his 

situational awareness and make his request at the right time considering other traffic around the airport. 

 

 

 1.4.3 Formation landing 
 

Formation landings are a bit special to obtain as they must be initiated with a request for unrestricted 

approach on the approach frequency. Once the flight is switched to Tower, the flight lead may request a 

formation landing on the tower frequency (tt3) rather than request landing (tt2). 
 

This option is not valid for AI as they are unable to fly a formation landing. Aircraft piloted by human 

must be in the same flight. The tower will clear the whole flight (of max 2 ship) for landing without 

spacing restrictions.  

 

If you wish to make a formation landing from a 4-ship flight, you must break the flight into two 2-ships 

and each 2-ship must be separated byat least 20NM before initiating contact with approach. 
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 1.4.4 Vectored visual approach 
 

In real aviation, a visual approach is not vectored by ATC. Pilots fly to predetermined visual reporting points. 

ATC does not give vectors to the next reporting point. Pilots are expected to navigate a visual approach on 

their own.  

In BMS visual approaches are vectorised and the reporting points are not necessarily visual.  

This compromise ensures compatibility between AI, human pilots and the ATC. This also has the added 

benefit to make it easier for the human pilots, albeit in a less than realistic way. 
 

This type of approach is the main AI recovery option in VMC. 

It may be denied under the following conditions: 
 

 Orbit altitude is in the clouds => not VMC. 

 Initial request done on top (lose the parenthesis) and the cloud layer is under 8000 feet AGL  

=> not VMC . 
 

 Horizontal visibility at ground level is smaller than the VFR minima => not VMC. 

 Airbase is closed, because of weather or any other reason. 

When the request is denied, ATC will 

instruct to switch to an instrument 

approach or instruct to divert to an 

alternate if the airbase is closed. 

 
The visual approach uses 10 reference 

points each placed geometrically from the 

active runway threshold: 
 

 4 holding points (black stars) 

 3 entry points (red stars) 

 2 base points (green & yellow star) 

 1 final approach point (blue star)
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For a 1 runway airbase (example 18/36) there are a total of 20 reference points:  

10 points for runway 18 and 10 points for runway 36. 

ATC will guide aircraft to the relevant 10 reference points according to which runway is active for landing. 
 

The holding points (black) are where ATC will stack returning aircraft 1000 feet vertical separation. You 

should depart the holding point at 4000 feet AGL. If you receive instruction to hold higher, it means there is 

an aircraft below you. 
 

The final approach point is to be reached at 2000 feet AGL and is 8 NM aligned with the active runway. 
 

The points before the final approach point (either the 2 base points coming from the opposite side of the 

landing runway or the entry point coming from the side of the landing runway) are to be reached at an 

altitude of 3000 feet AGL 

 
 

 

The left diagram above shows the 10 reference points over the Gunsan area for landing on runway 18. 
Note how the North entry point corresponds to the Jewel point. 

 

The right picture shows the same diagram for runway 36 at Gunsan. Note that the South entry 
point corresponds to Julop and the final approach point corresponds to Vipir. 

 
Flight leads wanting to request a visual vectorised approach should do so by calling Approach and selecting 
ƻǇǘƛƻƴ Ім άwŜǉǳŜǎǘ ǾŜŎǘƻǊǎ ŦƻǊ Ǿƛǎǳŀƭ ŀǇǇǊƻŀŎƘέ όǘǘǘмύΦ 

 
Unlike the previous approaches, visual approach considers each flight member separately and does not 
consider the flight as a unique entity. From the moment the flight lead requests this recovery procedure, 
each flight member will be vectored separately.
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Depending on your position in the diagram and on the traffic around the airbase, ATC will either vector you 
to the holding points or one of the 3 entry points. These points are chosen according to your arrival 
quadrant. 

 
If ATC vectors you to the holding points, they will provide holding instructions (speed and altitude) once you 
get there. You are expected to make right turns (i.e. a clockwise pattern) around the holding points until 
ATC clears you on your way (it may take a while depending on the traffic). 

 

Flight members will be deconflicted in altitude in the holding stacks. Remember your flight has been 
separated into different entities that the ATC will manage separately. Each flight member will receive 
different vectors according to his position in the recovery. Be prepared to hear a lot of radio calls. You may 
nothave time to acknowledge the ones for you provided you can filter them. 
 
When you depart the holding point, ATC will sequence each aircraft to the entry point, then the base and or 
the final points by giving altitude, heading and speed instructions. Be aware that there are probably other 
flights returning at the same time from different directions and ATC will manage these at the same time. As a 
pilot you must follow closely ATC instructions to ensure deconfliction with these other flights. 

 

Upon reaching the final approach point, approach will ask you to switch to the tower frequency. 
Change frequency and report on final (tt4) no earlier than on final approach, 6 NM from the airbase. 
Tower will provide instructions for the final approach and clearance for landing. Remember that your flight 
has been separated into separate entities and each flight member will have to report to the tower 
controller in a timely manner when on final. 
If you are not on final approach when you report on final to the controller, the ATC will kick you out of the 
landing queue because you are not where you report you are. The tolerances are plus or minus 45° of the 
threshold which is already rather large. 

 
There is no true visual approach whereby pilots fly according to visual landmarks.  The rationale for this 
decision is to ensure that the AI and humans alike are properly managed and deconflicted.  The position of 
the reference points and the vectors from one reference to the next were the most efficient method to 
provide deconfliction from one flight to another while ensuring quick processing of all the flights around 
the airbase (Do not forget that while you and other flights are landing, other flights may be departing the 
airbase!) 

 
Some airbases are in close proximity to high terrain.  The altitude calls given by ATC are neither QNH altitude 
or height (AGL), but rather given with the field elevation (QFE) as a reference. 
 
To overcome that aspect, some airbases like Sokcho and Gangneung have shorter patterns with a much 
closer BASE distance than the default layout. This ensures that the AI stays closer to the runway and 
remains clear of mountainous terrain.
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 1.4.5 Vectored instrument approach 
 

This type of approach is meant to be used in Instrument Meteorological Conditions (IMC). They are based on 
the Falcon charts ŀǾŀƛƭŀōƭŜ ƛƴ ǘƘŜ ά\Docs\ло Y¢h /ƘŀǊǘǎέ ŦƻƭŘŜǊΦ 
For the instrument approach to work correctly, each airbase must have an airbase.dat file in the 
άŘŀǘŀ\terrdata\ŀǘŎέ ŦƻƭŘŜǊΦ LŦ ǘƘŜ ŀƛǊōŀǎŜ ŘƻŜǎ ƴƻǘ ƘŀǾŜ ƛǘǎ ƻǿƴ Řŀǘ ŦƛƭŜΣ ǘƘŜƴ ǘƘŜ Ǿƛǎǳŀƭ ǊŜǇƻǊǘƛƴƎ Ǉƻƛƴǘ 
explained in the chapter above will be used instead, unless deactivated for the reasons explained just earlier. 

 

Instrument approaches may be denied by ATC under certain circumstances: 
- Airport is closed. 
- Crosswind on the active runway is above 25 kts. 
- For airbases without a dat file, if clouds are lower than 500 feet AGL 

and visibility is less than 900m. 
- For airbases with a dat file, if the weather conditions are below the 

minima stated in the lower right corner of the approach charts. 
 
In case of runway closure, the approach controller will try to provide 
information to the next best suitable open runway. Pilots should determine 
if the alternate runway is oriented differently than the main closed runway as well as be alert to different 
crosswind conditions. 
Pilots desiring to execute an instrument approach should contact the relevant approach frequency and select the 
ƻǇǘƛƻƴ άwŜǉǳŜǎǘ ±ŜŎǘƻǊǎ ŦƻǊ LƴǎǘǊǳƳŜƴǘ !ǇǇǊƻŀŎƘέ όǘǘǘнύ ŦǊƻƳ ǘƘŜ !¢/ ƳŜƴǳΦ The initial contact should be made 
prior to overflying the IAF published on the chart. As in visual approaches, the flight will be separated into different 
ŜƴǘƛǘƛŜǎ ǳǇƻƴ ŦƭƛƎƘǘ ƭŜŀŘΩǎ ƛƴƛǘƛŀƭ ǊŜǉǳŜǎǘΦ 

 

The approach profile tries to match the IFR approach chart with 4 reference points. Usually the first is the IAF 
(Initial Approach Fix) and the last one is the final approach point. That leaves 2 extra points placed 
accordingly on the approach track. The location of these 4 points are declared in the airbase.dat file. 

 
ATC will detect your position around any of the 4 reference points and provide vectors, speed and altitude 
calls for the next reporting point. With only 4 reference points, your aircraft may not fly a perfectly smooth 
DMEARC (discussed later). The vectors provided by ATC may cut short the curves but will ultimately guide 
the aircraft to the right location. 
 
Another type of BMS chart, the RADAR vector chart, has been specifically created to work with this ATC 
procedure. ²ƘŜƴŜǾŜǊ ŀƴ ŀƛǊōŀǎŜ Ƙŀǎ w!5!w ŎƘŀǊǘǎΣ ǘƘŜǎŜ ǎƘƻǳƭŘ ōŜ ǳǎŜŘ ǇǊƛƳŀǊƛƭȅ ǿƛǘƘ ǘƘŜ άwŜǉǳŜǎǘ 
±ŜŎǘƻǊǎ ŦƻǊ LƴǎǘǊǳƳŜƴǘ !ǇǇǊƻŀŎƘΦέ 
This should minimize the possible problems trying to make a DMEARC procedure with only 4 reference 
points. Please note that not all airport charts have been updated to include their own radar vectors 
procedures.
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Vectored Instrument Approaches require you to overfly the reference points so that ATC can provide the 
next heading and altitude call. Please note that ATC may round up altitudes calls to thousands of feet, 
which may be not ideal for precision approaches. 
 
An approach chart gives you a track and altitude that you must stay follow.  To maintain track, 
human pilots lead their turns before reaching the reference point to avoid overshooting the chart 
track. 
This is particularly important when flying lower than the minimum safe altitude or minimum 
elevation. While humans can lead their turn, AI pilots cannot. The compromise to this observation 
is that you must overfly the reference point. 

 
Although outside the scope of this manual, the above track error can be managed through smart placement 
of the reference points in the airbase ATC files. Rather than 
placing them exactly on the turning points, the ATC file 
points should be placed where the pilots initiate their turn 
to ensure there is no track overshoot on the way to the 
new point. 

 

Here is an example: 
 
The reference point 2 at DME 13 in the example chart at the 
right is not recommended. This will cause ATC to first guide 
the aircraft to point 2 before issuing the vectors to point 3 
resulting in a green overshoot track (and a turn that may 
not be possible at all considering the short distance 
between point 2 and 3). 

 
A better implementation would be to move point 2 to 
the reference radial (crossing R-020°) as shown in the 
second example chart.  The pilot should leave the arc to 
intercept the final radial. This position ensures that the 
green course matches the approach track given on the 
chart. 
Please note that the heading ATC will issue is a straight 
line to the next reference point, so it may still not 
perfectly match the heading a pilot following the chart 
may have planned. 

 
 
If the ATC fails to detect you close enough to a reporting point and you continue the procedure, the vectors 
you receive next may direct you back to the previous reporting point. Do not follow them. Chances are that 
the ATC will detect you closer to the next point and will correct its heading quickly according to your 
position. 

 

To avoid this issue, you should aim to fly as close as possible to the reference points. 
If things do not go as planned, you can always abort the approach (ttt6) and request an unrestricted 
approach to finish the procedure on your own. 

 
Upon reaching the final approach point the approach controller will switch you to the tower frequency. 
Change your radio settings and contact Tower when you are on final (report on final from the ATC menu). 
Tower will then clear you to land accordingly.
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The following picture of Sachon ILS 06L illustrates in red the coded reporting points for the approach. In 
this specific case, the 4 points work quite fine and should not create any issue.  

 










































































































































































































































