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KEY MESSAGE

An analysis undertaken by the European CCO / CDO Task Force revealed that current European AIPs 
contain a range of details on CDO availability at airports, ranging from detailed procedures to vague 
references. 

The European CCO / CDO Task Force has agreed with stakeholders a recommendation for harmonised 
AIP material on CCO / CDO. The Task Force recommends a harmonised AIP location (ENR1.5 for high 
level	content	and	AD2.21	/	2.22	for	Airport	specific	content),	structure and content. The content con-
sists of a set of text proposals that are currently populated by existing good practice content but should 
be adapted to local procedures and conditions.

Information on the harmonised AIP material will be disseminated via ERNIP Part 1.

APPENDIX E:
AIP PUBLICATION

As part of its work programme, the European CCO / CDO Task Force made a review of the AIP content in Europe relating to 
CCO / CDO for the top 100 European airports (e.g. in sections AD, ENR1.5, GEN3.3, AIC). The results showed that:

n The AIPs of 41 airports contained information related to CDO
n Content related to CDO varied from detailed procedures to the mere mention of the word ‘CDO’ unrelated to any other 

content
n Good CDO AIP information was identified related to the following content:

- amount of text
- location of text
- quality of text
- references to information on chart
- DTG
- Phraseology

n Examples of poor AIP CDO content were also identified
n Only one airport had CCO information

The conclusion of this review was that the Task Force should propose harmonised AIP content related to CDO to ensure that 
identified good practices are shared and that Flight Crews / Flight Planners should always know where CCO- / CDO-related 
text may be found in an AIP. A harmonised structure that promotes the sharing of good AIP practices, phraseology, defini-
tions, how CDO is measured etc. is needed.

The Task Force developed a proposal for the harmonised location, structure and content of CCO / CDO material in the AIP, 
based on current good practices that were identified in the European AIP review. This proposal was reviewed and agreed by 
various EUROCONTROL Working Arrangements such as the ATM Procedures Development Sub Group (APDSG) and Network 
Operations Team (NETOPS). These groups approved the Task Force’s proposal to disseminate information on harmonised 
AIP content on CCO / CDO via ERNIP Part 1.

Detailed below are the agreed introductory texts to be added to ERNIP Part 1 to disseminate information about the har-
monised AIP CCO / CDO material and the recommended AIP structure and content (together with text examples, based on 
existing AIP text) for harmonised AIP material on CCO / CDO.
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a) Introductory text to be added to ERNIP Part 1:

CDOs are considered to be one of the main methods for reducing noise, fuel consumption and emissions, in compliance 
with the maintenance of current levels of air transport safety.

From the ANSP perspective, CDO can be facilitated through optimised airspace design combined with procedures, either 
published or applied tactically, that facilitate an idle descent, ideally from top of descent, removing inefficient intermediate 
level segments to the extent possible. ANSPs and Aerodrome Operators should ensure that information on CDO procedures 
at all airports under their responsibility should be promulgated in a harmonised format and structure in the AIP so that the 
Airspace Users and CFSPs are fully cognizant of where the information is located together with what type of content will be 
published. 

The European CCO / CDO Task Force recommends a harmonised location, structure and content of CDO material in the AIP 
in order to provide ANSP´s and Aerodrome Operators with guidance on where to publish, what content to publish and the 
requisite information for airspace users to enable the further implementation of Continuous Descent Operations (CDO) in 
airspace under their jurisdiction.

The Task Force recommends that:

n A high level text on the application of CDO and how CDO performance is measured taking into account the local CDO 
philosophy should be included in the ENR1.5 section of the AIP (5 - Holding, Approach and Departure Procedures); and,

n Focused tactical CDO information including specific local information such as phraseology, the timeframe of CDO 
availability, the ability to fly without the prescribed altitude or speed restrictions (due to low traffic situation) etc. should 
be included in the AD2.21 / 2.22 sections of the AIP (Noise Abatement Procedures) of individual airports. These sections 
should also detail any operational tactical procedures used by Controllers in the provision of ATC services that may be 
non-standard.

The following structure and content of AIP material relating to CCO / CDO is recommended. While the structure and AIP 
content headings are recommendations, it should be emphasised that the proposed example content has been copied / 
pasted from existing AIPs and should be considered to be an example with inclusion optional, depending on local needs 
and requirements. Numbers and figures are examples that can be tailored to specific ATM values.



European CCO / CDO Action Plan   3

b) Recommended AIP structure and content:

Note: The following proposed content has been copied / pasted from existing AIPs and should be considered to be an example 
with inclusion optional, depending on local needs and requirements. Numbers and figures are examples that can be tailored to 
specific ATM values depending upon local conditions. 

To be included in ENR1.5 

Heading Example text

CDO application e.g. UKBB: 
In accordance with appropriate ATC clearances, CDO can start from the TOD when an ACFT 
is cleared to a waypoint or via a combination of waypoints for direct routing/shortcut and
the horizontal trajectory is defined up to and including the FAP. Thus, the exact distance
to RWY is known and the descent profile can be readily calculated by the appropriate on
board system (FMS) prior to start of the CDO.

CDO is available on a published procedure basis / by being tactically applied / both. 

e.g. ENAV AIC6 2012: 
In every airport, where operationally feasible, RNAV1 STARs will be published in order to
facilitate CDO procedures. Where the publishing of CDO procedures is not available, CDO
will be provided on a tactical basis wherever possible.

Therefore, all aircraft are expected to fly a CDO profile to the extent possible. Compliance 
with CDO procedures is recommended provided they are compatible with ATC instructions 
and weather conditions are favourable. 

For more detailed information for each airport, see section 2.21 in the AD section of each 
aerodrome.

How CDO is measured From CDO Task Force Harmonised metrics: 
CDO is measured by the amount of time (seconds) spent in level flight from the top of 
descent to the FAF (for the fuel CDO) and from FL75 to the FAF (for the noise CDO) in 
accordance with the definitions of the European CCO / CDO Task Force. A descent will be 
deemed to have been continuously provided if no segment of level flight longer than 20 
seconds occurs below FL75 - the start of the CDO measurement. ‘Level flight’ is interpreted 
as any segment of flight having a vertical speed less than 300 feet per minute, as recorded 
in the airport noise and track-keeping system. A single level segment of up to 30 seconds is 
allowed, if undertaken at a level immediately prior to glide slope intersection. 

CCO / CDO specific routes Exact CCO / CDO routes under § ENR 3 ATS ROUTES (which is a collective of all ATS routes 
regardless of TYPE e.g. SID, STAR etc.)

Table 10: Recommended AIP structure (ENR1.5) for harmonised AIP material on CCO / CDO with example generic content
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Note: The following proposed content has been copied / pasted from existing AIPs and should be considered to be an example 
with inclusion optional, depending on local needs and requirements. Numbers and figures are examples that can be tailored to 
specific ATM values depending on local conditions. 

To be included in AD 2.21 / 2.22:

Heading Example text

Availability of published 
STAR procedures

When the traffic situation permits and subject to ATC instructions, inbound aircraft are 
expected to fly a CDO profile during the hours of operation of each CDO arrival procedure 
to maintain as high an altitude as practical and adopt a low power, low drag, continuous 
descent approach profile. 

Outside of the published hours of operation and if the traffic situation allows, crews can ask 
specifically to perform CDO profiles and to maintain the speed as appropriate to facilitate 
the CDOs. This authorisation will be given whenever possible outside of those hours.

e.g. EHAM
For RWY 06 and RWY 18R RNAV low-noise procedures, continuous descent approach (CDA), 
for jet aircraft will be used between 2130-0530 (2030-0430).

e.g. LEBL
During night hours (from xxxx to xxxx), arrivals procedures in continuous descent (CDA)
shall be authorised for noise abatement reasons.

Published CDO arrival 
Procedures

e.g. ENAV AIC: 
All published STARs can potentially be flown with a CDO profile, because STARs have mainly 
“at or above” altitude restrictions not forcing the aircraft to fly steady segments or to cross
fixes at specified altitudes. Specified minimum procedure altitudes must be adhered unless 
cancelled by ATC.

The crew shall comply with speed and altitude restrictions published or provided for the 
destination airport, unless specifically amended by ATC.

CDO conditions e.g. EBCI, UKBB: 
CDO STARs are authorised only when the following conditions are respected (examples of
restrictions that could be used):

• ILS of RWY intended for landing is in operation;
• No adverse weather conditions exist that may affect CDO (e.g. wind shear,

thunderstorms, etc.);
• No system degradations exist that may affect GNSS, DME/DME, or ILS operation;
• Users which are approved for ICAO RNAV 1 navigation specification (or specific

performance);
• Runway Condition Code under XX;
• Visibility exceeding 1900M;
• Ceiling higher than X00FT above AD ELEV;
• Cross wind component lower than 15KT (gusts included);
• Tail wind component lower than 5KT (gusts included);
• Non-compliance is allowed in case of precision approach CAT 2 AND 3; and,
• No instrument or visual approach shall be made at angle less than the ILS glide path or

less than 3 degree if no ILS is available.
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Radar vectoring e.g. EGBB, EFHK, EDDK, EGGW:
As a portion of the procedure consists of vectoring, the specific distance to RWY threshold
is not known to a Pilot prior to start of the CDO. In such cases, ATC will authorise the descent 
in compliance with the applicable radar vectoring minima. ATC will, as soon as practicable
after first call, and as far as practicable prior to expected top of descent, provide the Pilot
with an estimate of the flight track-miles to the RWY threshold (touchdown) as ‘distance
to go’ (DTG) information, with regular range updates, if necessary. The Pilot will use this
information to determine the optimum descent rate to achieve a CDO.

Pilots who require additional track distance should inform ATC as soon as the requirement 
is apparent.

If one or more intermediate levels are assigned due to radar vectoring minima, the 
Controller will inform the Pilot that he will be instructed as soon as practicable to further 
descend using following phraseology: EXPECT FURTHER DESCENT.
In this way the Pilot will be made aware that the assigned level or altitude will be amended 
as soon as possible and then could perform a continuous descending profile.

Tactical CDO Upon Pilot request and at ATC discretion, tactical CDO will be provided and facilitated by 
the use of appropriate phraseology and the provision of DTG upon first contact. DTG will be 
provided, wherever possible prior to the start of descent and should be requested from ATC 
if not provided upon first contact.

Speed restrictions e.g. EGBB, EGKK: 
Speed restrictions depicted on the Aerodrome STAR charts are mandatory for applying
standardised CDO approaches, optimising departure flow and for ATC separation purposes. 
In the event of a new (non-speed related) ATC Clearance being issued (e.g. an instruction
to descend on ILS), Pilots are not absolved from a requirement to maintain a previously
allocated speed.

All speed restrictions are to be flown as accurately as possible. Thrust reductions should be 
achieved where possible by maintaining a ‘clean’ aircraft configuration and by landing with 
reduced flap. Aircraft shall use as final flap setting the minimum certified setting published 
in the aircraft-operating manual for the applicable conditions. However, each Pilot-in-
Command may use a different flap setting approved for the aircraft if he determines that it 
is necessary in the interest of safety.

In the interests of accurate spacing, Pilots are requested to comply with speed adjustments as 
promptly as feasible within their own operational constraints, advising ATC if circumstances 
necessitate a change of speed for aircraft performance reasons, and state what speeds will 
be used.
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Expected speeds e.g. EDDK: 
Unless otherwise advised by ATC, Pilots must plan the descent profile to comply with the
speed and altitude restrictions depicted on the STARs. ATC may impose speed control if
required for separation purposes. To facilitate CDO as much as possible, and in order to
minimise tactical control or vectoring, unless ATC clears otherwise, aircraft should be flown:

• 2XXkts as descent speed from cross over altitude. Advise ATC if higher descent speed is
requested;

• No faster than 250kts from the Speed Limiting Points and below FL 100;
• 2XX - 2XXkts during the intermediate approach phase. Thereafter speed should be

managed to achieve a continuous descent using as little power or drag as possible;
• 1XXkts on base leg/closing heading to the ILS;
• 1XX - 1XXkts when first established on the ILS;
• 1XXkts between 7 and 4 DME;
• Extend gear 2000ft GND or later; and,
• Speed shall not be reduced below 1XXkts until reaching X nm to threshold.

Aircraft with a cruising IAS below those indicated above, shall maintain cruising speed 
up to the adjustment point concerned. ATC shall be informed of the speeds that may be 
maintained, if unable to comply with the speed adjustments above.

Phraseology e.g. EBBR, UKBB: 
To stress the possibility to perform CDO and to avoid to provide descent clearance much in 
advance with respect to the optimum descent profile, ATCOs at XXXX will use the following 
phraseology: “WHEN READY DESCEND TO (level)”.

After clearance “WHEN READY DESCEND TO (level)” Pilot should maintain the cruising/last 
assigned level until the optimal descent point/TOD that is determined by Pilot or FMS, then 
start descent with no extra requests unless other ATC instructions are issued.

When authorising the published CDO procedures, ATC will use the following phraseology: 
WHEN READY DESCEND VIA (designator STAR) ARRIVAL to (level).

When DTG information is passed together with descent clearance, the following 
phraseology will be used: “(Number) TRACK MILES FROM TOUCHDOWN, WHEN READY 
DESCEND TO (level)”.

Table 11: Recommended AIP structure (AD2.21 / 2.22) for harmonised AIP material on CCO / CDO with example generic content

For more phraseology examples, see Appendix M. 




