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A Study on Economic Effects of Airlines caused by introduction

of Continuous Descent Approach

Sun-Rae Park*, Woochoon Moon*

ABSTRACT

The procedures of Continuous Descent Approach(CDA) is designed to minimize the thrust
required during landing, thereby reducing fuel consumption, noise and emissions compared
to conventional approach procedures. Widespread implementation of CDA would result in
significant reductions in the environmental impact and aircraft operation costs.

This paper estimated the possible economic effects from the perspective of airliners
through cost-benefit analysis, provided that the CDA is introduced. It is now proposed that
a more comprehensive analysis model, which includes the reduced ATC communication
burden between controllers and pilots, not to mention the economic aspect, should be

established for the improvement.
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Table 1. 992 5l¥ 23 step downt|

Cau =] Ib/hr | HZ}

Power Idle descent

N2 = 62.3% 1,280 h

Level+210kt+flaps up | 4,780 | 3.7#)

Akl Level+200kt+flaps 1 | 4,910 | 3.8u)

A =(Step
Down Level+180kt+flaps 5 | 5,050 | 4.0%)
Approach) | [ evel+170kt+flaps 10 | 5,690 | 4.41)

Level+160kt+flap 15 | 6,990 | 5.54)

A& : Boeing 737-700 technical guide and manual

Fig 3. 8 Al&%ol| e #3

22 I 2 HEAL

2010 8€ WA E# ™ RASMAG/139l <f3t
H ICAOE Af=EolAl d&Asheate] o)
28-S 98 7 $16,0008 ALE A& AAAL
u] AE-F=(FAA)Z  AirbusAl JeppesenAl 5-&
Ao R A&KFEE daE NEstr] A
22Ego] g stego] AHlet AmS AYsta
HgdxE Adet=d F9 s gtk (CAO,
2010). thell= fevtetel 8 =71 A &4t
£ AAstaat gk

o

B 4
P fde=rea N
¥

1 2 = Al

}3 (CDA)Ol et MEL v W&
L3 EYstel &37] 98 LR}
=4 IAEHE FHsta Ut
7 AR gEAgT & F e
EY? AL obAlotei B FEIA
B ALTFE T obrol ZRAES
FYslr] 2 0073 EFE 20083 6€71A 87)
Yol AA AZFFoA AP 8FoH, thF
o] vt &858 #3377 JdF3H8 2 AA
AR S ARESte] A&k dAp o] 7t
FIERE FA o] HAE AXTHLE FUHE F
sk ok

= WU ZNPA)L 7179 daFs gl @
on, 2FA}Y B8387] B AodE T A=
FEARATA o) AR Fsta vldste] dojuhe
A3l CFIT(Controlled Flight Into Terrain) % &
HIbA grol| EAHE s|astual vgURH S
W] ZA5o) o)Edh= 2E 520 APV(Approac
h Procedure with Vertical guidance)S =93l H]
YRJAATE NI Aol Uth (FESNFE, 2010)

ol# gk Mxte] =ol what AxFEe A F
7] AZAEFo] oF 64 84kg(43ed)3} ol4aksk
A 23 29Ykg A7 5o AFE /U B
A o] o] ALKHoE FIT A §5=
2 ddste dEraR Qi dEE FEF
240 50 7t FAFNE HE F AL A

]

o2 Zihsta otk (MeAEEA, 2007)

1y
o

]
o

. T

rJ:.)‘Ll 2
%o}iﬁ
o

0 =
ol

o H

%

o
-

i)
ry
o

ol

H
o oH
oot

3l

b @ o

A HEFSE Y F vk AAskL g
e 2 adA s

84 25¥YFE TDAFOR Adgste] @A EE
Arel 243 23 2248 2FFHLAX)E
2 B 50%7F A& =2 A< RI
IVR2/SEAVU2/OLDEE1 S o] &3] &aol 253}
I oen &% H 300-400tH, A7k 100,0
00th o)A &&717) ddS B Yot 1 &3
4% A3 g3aAA FAsAEe] 50%7)
& AgLnd 749 CO2 HiEH
Go g Fojord HAZ dof 3
t}. (Aviation Journal, 2009)

ok
N

oo
BB xR
» 2K

2> N g

o o

32 rlo



FRY T LY A%YHAT =90 Be ¥

A AAA B3l BE AT 55

20090 w A3
2 UHoR UPW Al AAH BAE

i
>
fru
>‘
L
12
&
[
ok

= L=
© Aoz A o AN 2
< FHATEDO] 20120 AFT FFE
H&7k2 Al tiulste] wWiErte A&
) AXAIHT el WAL HIHoR A3

< AP s ¥ala doh.(AVwebFlash, 2009)

0 2 02 b [t rll 3@ o iy fr ot

jur)

EUs <
7bssk = sy Wk
g A9 dxe wWesrtxe A
HAxz =9dstal vk EUY Fr
E, 95 WAz 29d ~25E59 A F
& e r AEASHTES AP Ao
2, Aag oF 200kg(dM400-+5)2] ASH
2 olitEeAe] wES oF 630kg HidEte
Ao Z AAsta o} (Air Transport, 2006)
F=o Ae F8 FFoA FFuTHACH
o] &g7A AYE AFda 2FAE FF
719] 37} £=5 A4tetd A&EHJA et H
< F3¥3t3 Aot (AVwebFlash, 2009)

oft
i
o
i
N

223 & HEAE
2

SsA 2ol a3
% H

o

st
=]

UlO oﬁ
ol
=L

N
=~

ol
B E B

£

B

T

N

o d
o
<
N
oL
&

d

—
L

§2

Ty o "Rt

2.3

2.3.1 =T AL H|AEHE] = AL

BEAA 2 ARSPe ASAIAD B =
ool MAPHE Auns) S8 FEeed
FAAE ATUFOR HAs] myFeel o
@ MRS HASET A4 2FA4E S
BANGZA, AT SEAA, AAAA, A7)
2FA4E TS 40009480 2RaE 2
AARL Aok (@A, 2010

FoME EEe BAYS Astel A7)
$ZesAe] 2EAE EEOE ARt
ZAZIZEE 20119 4€ 1195 2011 49 20
A ANHPD 2AUGe T BEF B
Aol ¢ 78%(2007 ~ 2009 HH)E AAEHL U

Of

o oo

=
=
&

e

o
>.

N oo

]

& FEto] B SHEHAE A E4d
42 299 ol ATk (el & 96.7%)

WES A=, AH, AF 3t FEFelA
ZF o] 130,000 Ibs(edl: B737-7000%1 &+
3712 A&t o= 23k 2R H(TOD; To
p of Descent)©. 2% E [AF(Initial Approach Fix)
9} FAF(Final Approach Fix)& A\ &3dtol] &
& 7R FHAY AR, S, AL 1x 2]
AF$} FAF Ao Ae] FLAP AH&Fo 2 FA =
ol dem, F 570 EFolUTh

232 A2 EM Ao

A48 % Step downdteE $HH P35
L 79% o)Are] W 27 33)(33) 41%, 23] 38%)
= AAEE Aoz BN FHEPALS
81%°14 M 27 3E(3E 58%, 2% 23%)S A A
st Aoz Yelgon, #3113 e 1=
& 16,000ft, 8,000ft, 12,000ft <o = vlE}kTh
T3 FLAP A& [AFAlE= FLAP 1(53%)3}
FLAP 5(35%)% AM&3te= A2o2 Uehyta, FAF
o A]= FLAP 30(66%), FLAP 40(34%)& A}-8-3t
£ A2 Z YEhgdth

[ 3]

oy

’ N
ra

MM \‘.\X‘\
\ M
ANRANN

W

=

Hr  Hr r-IUTI HE M

tn

FHPH Y 31 =]



56 uhAd e,

Ay

H1948 829% 20114F 06)] 30H

16000ft
# 15000t
+ 12000t
4 10000ft
# 8000ft
70007t

6000ft

50%
205+
30% 17
20m

S —

0% -

FLAP 2O FLAP40

FLAFUP| FLAPL | FLAPS |FLAF‘15

FAF

23}

E A&7 e s AAg AE 2AMEFHE bt
Bo 2 ohg3t o] “dA&Asba ol obd vAE
7¥8t 2(Step Down Approach)= 738441 2k A (TO
D)2X¥ #5714 Clean 23 (Configuration) 2.2 1
6,000fto Al 1%, Flap 1 =g o2 12,000ft A 1,
Flap 5 28 o2 8000ftoll Al 183t Hulsy-& gt
o7 AU o2 A e 2ol RS
g ASARFS ASFHTY WYL= 3t
Tt &3V T F3F7] T 130,0000bs<]
B737-70071%2] Performance Chart(Technical Guide
and Manua) & 7|F0.2 2yel FoFI AA,
A, AF=ATde] S A e 49
Hes o5 2ol 78 4 Uth

Table 2. FEH|YFUAZT AR LR
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Flap 1 12,000ft 4,915 81.9
Flap 5 8,000ft 5,050 84.2
= Al 204.3

1 16,000ft¥w] A5 4 28-S B737-700 Holding
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aggw | 99 | 9949 | 99
3% | mass | B | ek | 6o
(=3 | 985 | 2w | (H9)
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