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GNSS-based Parallel Approaches to Increase Airport Capacity

Gwon-sang Shin*, Song-hee Yuh** and Hyung-bok Lee**

ABSTRACT

Simultaneous parallel approaches in all weather conditions should be applied to manage

efficiently increasing volume of air traffic flow and solve the problem of delayed arrivals.

But All of the airports which have closely-spaced parallel-runways in Korea don’t meet the

interval-standards for IFR parallel approaches. In that regard, more accurate and safer
System should be applied for the Korean airports. GNSS was adopted as an international

standard of the next-generation navigation system and many studies and master plans have
been activated by stages in Korea. In this paper, the current state of the domestic airports
will be analyzed focusing on the interval of parallel runways and future specification of
both flight operation system and air-side management will be recommended.
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Table 1. Domestic Parallel Runway Width

25| wxz wa #5214
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