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FORENORD

Thisvolume,Volume II, of the reporton the Conferenceon General
Aviation Airport Noise and Land Use Planning at Georgia Institute of
Technology,October3, 4, and 5, 1979, includesthe 12 preparedpaperswhich
were presentedat the conference.

VolumeI presentssummariesof paneldiscussionsheld at the
conference.Verbatumtranscriptsof the paneldiscussionsare containedin
Volume Illtogetherwith a glossaryof someof the termsused in the
discussions.

The verbalpresentationsat the conferencedifferedin contentand
formatfrmmthesepreparedpapersand therewas generaldiscussionof each
subject after the verbal presentation.

Sponsoredby the EPA,Officeof NoiseAbatementandControl,the
conferencewas conductedby the GeorgiaInstituteof Technology,Collegeof
Architecture,Departmentof City Planning,Atlanta,Georgia.

The conferenceattendeeswereencouragedto participateina variety
of ways. Fivepanelswere conductedduringthe three-dayconference.Each
panelconsistedof speakersaddressingdifferenttopicsas well as persons
withparticularinterestsin the topicarea. Thesepersonsinteractedwith
the speakersin a panelformat. Audienceparticipationwas encouragedduring
eachpanel session.

TheseproceedingsincludeadvancecopiesoF the speaker's
presentationthat wereavailableat the conference,a summaryof eachof the
fivepanels,a glossary,and a transcriptionof the three-dayconference. The
transcriptincludesthe speakers'presentations,the panelists'discussions
and the audiences'questionsand remarks. In some casesjthe speakers'
presentationsdifferedsignificantlyfrom their advancecopies.
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INTRODUCTION

The theme of this conference was General Aviation Airport Noise and
Land Use Planning. General aviation (GA) and its network of airports
represents the second largest transportation system in the United States,
approximately 14,000 airports and 190,000 aircraft.

The purpose of this conference was to examine the development of
general aviation airports in relationship to land use planning with four
purposes in mind:

1. Identify the status of general aviation activity at present and
in the future.

2. Assess the degree to which general aviation may be a noise
source.

3. Outline the existing and proposed methods for minimizing general
aviationnoise,

4. Determine what methods or controls, if any, are necessary to
improve the off-airport acoustical environment in the future.

This conferencefor the firsttime broughttogetherrepresentatives
from a relatively complete group of constituencies or role players having
important, though in some cases unidentified, influences in the aircraft noise
land use control area. The speakers and panelists participating in the
conference included:

13 representativesfromnoiseregulatoryauthorities;3 Federal,5
State and 5 local

13 landuse plannersworkingon aircraftnoise/landuse
compatibility;2 Federal,i State,3 localand 7 privateprofessional
planners
7 citizenorganizationsconcernedwith aircraftnoise/landuse
compatibility; 2 national, 5 local
5 aircraft industry organizations; 4 national and 1 local
7 organizationsrepresentingthose interestedin landdevelopment
near airports,including4 involvedin real estatetransactions,i
brokerage firm and 2 real estate appraisers.

The presentationsand discussionswere noteworthyfor theiropenness
and franknessand the generallack of propagandaor defensivepositions.
Participants were primarily interested in educating other participants as to
the way the systemworks in theirparticularfield. The resultwas an
educational process highly beneficial to all parties involved.
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CONFERENCESUMMARYAND RECOMMENDATIONS

SUMMARY

This conferenceon Genera]AviationAirportP]annlngand Noise
Controlbroughttogetherexpertsfromseveralprofessionswhich havedirect
impacton theseproblems. Manyof theseexpertswere amazedto findthe lack
of understandingwhich existsamong otherprofessionalswho alsowork on this
problem.

As a resultof thisconferencethere appearto be severa]overa]l
findingsgeneratedfromthe speakerpresentations,panelists,and conference
discussions.

1. Information Exchange - A strong interest exists in the sharing
of airportplanninginformationand experienceswhich up untilnow has been
either unknownor inaccessible.Manyof theseparticipantsfoundtheyhad
similarsituationsand tilesharingof informationprovidedthe opportunityto
begin solvingtheirproblems. Educationis a basicmeans by which such an
exchange can be achieved.

2. Levelsand Descriptorsof Noise . Generalaviationairportsare
diversein nature;consequently,thereis concernthat the aircraftnoise
descriptorsdevelopedfor air carrierairportsmay not be appropriatefor
generalaviationairports. Collectively,genera]aviationinvolvesa wide
rangingnumberof aircrafttypes,operationsandoff-airportland uses. It
appearsthereforethat the presentnoisedescriptorsand noisethresholdsmay
not be appropriatein all circumstances.

3. FederalInvolvement- TheFAA has not consistentlyaddressedthe
needs of generalaviationairportsand theirplanning. Commercialair carrier
airportshave beenthe centralfocus of FAA attention;consequent]y,changes
are necessaryto preservethe integrityof generalaviationairportsand the
adjacentairportcommunities.The rolesof all federalagenciesin achieving
this objectiveneed to be evaluated,particularly,EPA and DDT*FAA,

4. PrivateSectorPlanning* The conferencewas most effectivein
identifyingwhat the publicsectoris doingto addressairportnoiseand land
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use. However,the privatesectorat leastequallyinfluencesdecisions
relativeto off-airportplanning. These areas of activityneedfurther
detailingincludingdeterminingmechanismsby which theymay workmore in
concert with the overall objectives of the airport plan. Without their
participationand cooperationsolutionsto presentlanduse problemswillnot
be achieved,and the effortsof the privatesectorcan becounterproductive.

5. Non-Requlatory Incentive - Certain aspects of regulation remain
vitalto protectingthe public'sinterest. This protectioninvolvesthe
infrastructureincludingairportfacilitiesas well as our housingstock.
Most protection efforts have involved the regulatory process, Non-regulatory
incentivesneed to be exploredto addressairportnoiseplanningsolutionsin
a comprehensive manner.

6. Indirect Impacts - The concern for aircraft noise and associated
landuse cannotbe examinedin a vacuum. There are otherfactorsbeyondnoise
abatement influencing the operation of airports. This conference identified
someof these factors. For example,the relatinnshipof energyconservation
to noisecontrolmust be examined.

RECOMMENDATIONS

These overallsummaryremarkssuggestseveralfuturecoursesnf
action. The following are basic recommendations that would provide
constructivedirectionto the problemof airportplanningwithrespectto
noise.

I. AirportLand Use Clearinghouse- Currentlythereis no existing
data base that summarizes in a descriptive manner effective ways to implement
an airport plan at the local level. A comprehensive data base of land
use-related planning techniques need to be developed. The identification and
catalogingof suchtechniquesshouldbe assembledand madeavailableto all
potentialusers. A clearinghousefor landuse techniqueswouldbecomea i
repository for state-of-the-art experiences.

i

The information would cover several planning areas as delineated
below:

A. LandUse

I. Comprehensiveplan
2. Zoning
3. Buildingcode
4. Site design/platreview
5. Subdivisionregulations
6. Truth in sales - real estatedeclarations
7. Other

B, PublicEducation

i. Citizenparticipationprocesses-publichearings
2, Other
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C. Financial

i. Capital improvement programming
•_ _'"'_ 2. A-95 review
T.'_:- 3. Taxation

4. Construction and mortage financing

_'I 5. Marketanalysis

,!,, _ 6. Appraising
! 7. Other

2. Centers of Aviation Planning - There is a need for technical
assistance to governmental jurisdictions in airport planning with respect to
noise. Currently such efforts at best are disjointed. Such Centers could
have several functions:

A. Prepare the clearinghouse information on land use planning (as
previously described)

B. Develop and coordinate workshops and conferences on airport
planning/noise themes

C. Prepare and disseminate instructional materials

D. Establish a cooperative internship/work study program for
municipalities requesting services

E. Undertake applied studies/research as requested.

These centers should be associated with universities. It would be

imperative that such universities have a potential outreach program with a
recognized graduate urban planning currlculum including a transportation
emphasis.

3. Airport Plannin9 Conferences - There is a need to pursue this
subject further using a conference format. Considerable benefit results from
the meeting of role players, involved in this area which cannot be obtained
through a clearinghouse format. Such a conference to be successful in the
future should be designed to accomplish specified objectives.

A. The following conference topics are suggested by the questions
asked and the discussions at this conference. These conferences

could consider both air carrier and general aviation airports.
perhaps with the two groups at the same conference.

1. Basis for Airport Noise/Land Use Planning.

This would include a review of materials and guidelines
developed by EPA. FAA. HUD and others together with sources
for funding through various government programs.

2. Airport Noise/Land Use Planning for the Future

This would include a review of predicted aircraft noise in
the future and possible long range land use plans using
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variousscenarioswith discussionsof thedesirabilityand
possibility of implementing selected scenarios.

3. ImplementingAirportNolse/LandUse Plans.

Thiswould involvestudiesof programsfor educatingthe
local residents and politicians regarding the need for
planningand a reviewof programswhichhave been adopted
and implemented.

4. Controlling Airport Noise and Land Use.

This conferencecouldconsideraircraftnoise regulations,
federal,stateand local,and land use controls and funding
for land use change, Federal, state and local. Such a
conference could have as an objective tlledevelopment of
proposedlegislationto improvethe means for achieving
airportnoise/landuse compatibility.

B. The following is a list of topics, some of which should be
included in each of the proposed conferences.

I. Effectiveness of Land Use Planning Controls - Specific
discussion and case study examples focusing on individual
land use elements.

2. General-Aviation Airport Impact - An objective evaluation
of the scale of the problem in terms of aircraft types.
airports and land use impact.

3. Noise Descriptors - Relevance of present descriptors to
adequately assess general aviation airports and off-airport
impact.

4. Regulatory Process - Examination of the present Federal
regulatoryprocessas ameans to minimizethe problemof
general aviation noise.

5. PublicParticipatoryProcess- The roleof communities,
neighborhoodsand the generalpublicin workingto resolve
airport noise related problems through the planning
process. Included would be a discussion of various formal
and informalstructurespresentlyinuse.

6. Educational Media Programs - An evaluation of effective
ways to communicatetechnicalinformationto non-technical
audiencesin thissubjectarea usingcase example.

7. Guidelinesfor EstablishingEffectiveAirportNoise and
Land Use PlanningProgram- Identifythe universal
componentsof an effectiveplan for abatingnoisethrough
the landuse planningprocess. Developthis intoamodel
typeset of guidelinesfor use by differenttypesof
communities.



8. AirportNoise Impacts- Identifytheseimpactsin termsof
generalhealthparameterscoveringphysical,emotionaland
social well-being effects on a quantitative basis.

9. Cost-BenefltAnalysis- Developa methodby which all costs
and benefitsof generalaviationare examined.

10. Effectiveness of Non-Regulatory Controls - The use of
public and private sector incentives to minimize airport
and land use impact.

4. Continuing Education - Based upon the general resolution of some
of the themes,identifiedthroughthe conferenceprocess,a continuing
education/shortcourseprogramshouldbe developed. Suchan effort shouldbe
aimed at getting essential materials into the hands of local governmental
agenciesresponsiblefor aviationplanning. Supportiveeducationalmaterials
need to be developed and disseminated concurrently with these continuing
educationprograms. Variousformatsfor offeringtheseprogramsneed to be
considered.
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PRESENTATIONBY
CHARLESL. ELKINS

DEPUTY ASSISTANT ADI_INISTPJ_TOR
FOR NOISE CONTROLPROGRA_IS

U,S. ENVIRONMENTALPROTECTIONAGENCY
BEFORETHE

CONFERENCEON GENERALAVIATIONAIRPORT NOISE
AND LP_NDUSE PLANNING
OCTOBER 3, 1979

Good morning. I want to welcomeall of you to this Conference

on generalaviation airport noise and land use planning. Ne in EPA

hope that this Conferencewill play a major role in chartingthe course

in generalaviation developmentin the future. Our focus,of course,

is noise producedby generalaviationaircraftand its impacton

neighborhoodssurroundingour Nation'sairports. Clearly,general

aviation does producenoise _n neighborhoodsacross thiscountry.

But how much of a problemdoes this noise present?

Will it get worse in the future?

Are there adequate remediesthat could be adoptedby affected

communities? By the manufacturersof generalaviationaircraft?

By the general aviation pilots and owners?

Is there a need for Feleralregulationin thisarea?

If the answer to any of thesequestionsis "yes,"how soon must

actionbe taken?

These are some of the questionsIhope we will talk about during

this three day conference.



I would llke to take a _oment to thank Dr. CliffordR. Bragdonof

GeorgiaTech for organizingthisconferenceand acting as our Conference

Host. Cliff is well known to many of you for his leadershipin the

field of noise and land use planning. He se_ed the perfectchoiceof a

personwho could bring us all togetherto discuss these seriousmatters

in a relaxedand non-adversarialatmosphere.

The U.S. EnvironmentalProtectionAgency has been in the noise

businesssince the passage of the NoiseCcntrciAct of 1972. That Act

lald out a Con@ressionalpolicy "to promotean environmentfor all

Americansfree fromnoise that jeopardizestheir health and welfare,"

That Act directsEPA to design and carryout a national program to abate

and controlenvironmentalnoise. Becauseof the FederalAviationAdmini-

stration'sactive role in the aviationnoise area, EPA was given an

advisoryrolewith regardto the regulationof aviation noise and a

regulatoryrole with regard to all otherenvironmentalnoisesources.

Those of you who have followedthe aviationnoise areaduring the

last few years know thatwe in EPA havefocusedmost of our aviation

noise activitieson the proLlem of the commercialfleet. We have made a

numberof regulatoryproposalsto the FAA and have been actively involved

in the promotionand implementationof noise abatementplanningat the

Nation'scommercialair carrier airports. Significantprogresshas been

made in thisarea. But, of cour:e,much still remains to be done.



The reauthorizationof the Noise ControlAct which is now pending

beforeCongress requiresEPA to prepare a five-yearp]an for its activities

in the comingyears. The mandate is exp]icit in requiringthatEPA

updateits 1973 ReportTo The Congress On Aviation Noise as part of this

five-yearp]anningexercise. One of the major purposes of this Conference

is to provideguidance to us in EPA aboutour activitiesin the genera]

aviationarea during the next five years and the years beyond.

We havebeen impressedwith the difficultyin the air carrierarea

of trying to control aviationnoise in a situationwhere the prob]emis

a]ready severeand the order of the day is abatementand retrofitrather

thanprevention. One needs onlyto read the newspapersto rea]izethat

noise has becomea realalbatrossaround the neck of the commercialair

transportationsystem and a major pub]it nuisance for neighborhoodsaround

most of our major airports. The noise problemfrom genera]aviationis

clearlynot this acute,and yet the rapid growthprojectedfor the

futurefor genera]aviationraisesthe questionwhether preventative

stepsare needednow in order to avoid seriouspoliticaland economic

constraintson the growth of this valuable part of the NationJsair

transportationsystem.

By its very nature, preventionof a futurenoise problemat general

aviationairportswould invoTvemany actors,not just the FederalGovernment.

In fact, the major burden for preventionwould most probablyfall on the

private sector and States and localities. Those who would expect the

Federal Government to solve thisproblemwould not be, in my view, very

good studentsof contemporarypoliticalscience. Thus, althoughwe in
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EPA have taken the initiative to call this conference, and we want to

see what rolewe might play in thisares, the focus of this conference

must be much broader: If a preventative program is needed, what

mutually supportive roles might a whole variety of parties take in

this effort? We in EPA are preparedwithin the limitsof our statutory

authorityto draft regulationsfor considerationby FAA in this area,

to give financial assistance under the new Qulet Communities Act to

local communitiesand Statesfor airportnoise abatementplanning,and to

continue to help to bring together interested parties for discussion and

possible agreement on appropriate ccurses of action. Deciding whether

or not EPA playssuch a.role,however, is less importantfor this
r

Conference than identifying whether or not noise from general aviation

1 is a problem todayor potentialproblemfor the futureand laying out

what actlonsmight be appropriateto minimize this problem.

HEALTHAND WELFARE

Any assessmentof the potentialseriousnesso_ the generalaviation

noise problemmust begin,we believe,with an assessmentof the effects

of noise on people. It is always surprising,I think, to peoplewho

come to reviewthis field from ocher walks nt lif_, that so much is

already known aboutthe effects:_fnoise on penple. Although noise as

an environmentalpollutantis much less in the forefrontof popular

understandingand support than,say, air and water pollution,noise Is

the most pervasiveof our environmentalpollutantsand it has, I believe,

the longesthistory. Long beforeman knew that the water and air he was

drinking and breathingwere bad for his health, he knew the difference



between sound and noise, and he knew he didn't like the noise. Noise is

the one pollutantfor which nature gave us built-inmonitors. In addition,

the fear of a loud noise is one of two fears we are born with, and our

bodies still react to a loudnoise even thoughwe may consciouslythink

we're ignoringit.

This naturalaversionto noise has been borneout by subsequent

scientificresearch. Our automaticresponseto noise has turned out to

be quite sensible,but for far more subtlereasonsthan we originally

suspected:

Most of us todayare, of course,aware of the impact of noise on

our hearing. Millionsof Americanstoday have severehearing losses

because of their exposureto noise. What is perhapsnot known by most

Americans, however,is that people risk losingtheirhearing in the

presenceof much lower exposurelevelsthan they would ever suspect are

hazardous. On the basisof the latestscientificevidence,we in EPA

have establishedan average level of 70 decibelsover a 24-hourperiod

as the level necessaryto protectthe public fromsignificantadverse

effects on theirhearing,with an adequatemar;in of safety.Those who

are exposedto higherlevelsthan this for 40 or more years run a risk

of losingsome of theirhearing. Needlessto say,millions of Americans

in this countryare exposedto levels of noise significantlyabove 70

decibels,particularlyin their employment,but also around some of our

major airports.

Of course,noise controlordinancesacross the countryand lawsuits

against airportproprietorstoday are basednot so much on a concern for

hearing loss on the part of t_e public, but on somethingr_re fundamental:

people Just do not like noise. It is hard to findwords te characterize

this aversionto noise. The traditionalword of art used by the scientific
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communityis "annoyance,"but generallywe all u_e the word "annoyance"

to signifysomethingwhich is not very serious. Those of you who have

dealtwith angrycitizens around airportsknow that they certainlydo

not regard aviation noise as some insignificant irritant in their

lives,so the word annoyanceis certainlya misnomer. As the scientific

communityhas tried to quantify this type of reaction,they have searched

for an understanding of its causes. They have found, as you would

expect, that environmental noise interferes w_th normal conversation and

a number of relaxing and educational activities on which people put a

great deal of value. It also disrupts sleep, and if a person lives in an

environment which is continually impacted each night by noise, such as

near a major airport, the disruption of sleep can become a serious

healthproblem. Based on these impact_,EPA has identifieda day-night

average level of 55 decibelsas the levelnecessaryto avoidmost of

these effects.

But recently,scientistshave been focusingca an even more fundamental

aspectof noise. The "annoyance"reactionsthat scientistshave identified

so far may only be the tip of _e iceberg,when it comes to the r_al

healtheffects of noise. Noise is a stressorand the body respondsto

stressin many subtleways that we are not consciousof. Noise triggers

an automaticresponsein our bodieswhich is not controlledby our

consciousminds. This probablystmns from the fact, as I mentioned,

that fear of a loud noise is one of the two fear_ that we are born with

and we never forgetit. Outwardly,we may s_em calm in the presenceof

noise,but internallyour heart rate goes up, our blood pressuregoes

up, adrenalinis secretedand our bodies preparefor the "expected"

; assault.
i

i
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Wein EPAare current;y sponsoring a study with Rhesusmonkeysat

1 t_e University of Miami in conjunction with the National Institutes of
T_ t

! Health. This study stms from the fact that there are ever 40 epidemiological

studies from foreign countries which showa relationship between noise

and cardiovascular disease. This preliminary monkeystudy has shown

thatafterseveralmonthsof noiseexposurewhichis similarto that

receivedby millionsof workingAmericanstoday,themonkeyshave

sustainedan elevatedbloodpressureof 30% evenafterthenoisesource

was r(_oved.It Is tooearlyto drawconclusionsfr_nthispreliminary

experimentandfurtherresearchis necessary,bu_if noiseis in fact

tiedto elevatedbloodpressureand possiblehypertension,thecontrol

of noisemaybecomeone of theforemostpublichealthprogramsin the

countrysincehypertensionisdirectlylinked to heartdiseaseand

stroke.These'L'_odiseasesaloneaccountfor 48%of the deathsin this

countryeveryyear.

In short,noiseis not somethingtobe laughedat or to tellour-

selvesthatwe canget usedto. It isa serioushealthproblem,and the

evidenceis tendingto indicatethattheeffectscouldbe moreserious

andmuchmorewide-rangingthanwe everimaginedin thepast.

From thepointof viewof an airportproprietor,it maymatterless

exactlywhatthe healtheffectsof noiseareandmorethatangryairport

neighbors can prevent an airport's expansionand improvement. Their

lawsuitsandpoliticalactivitycouldin thefuturesignilicantlyslow

if not stop thegrowthof theairU-anspor_atlonsystam. Rightlyor

wrongly,citizensin thiscountryare becominglessand lesstolerantof

publicofficialswhomake pronouncmen1_thatairportexpansionis for

the publicgoodand_hat privateindividualsmustgiveup theirproperty

rights and suffer in order that others might fly or otherwise have the

convenienceof the airport.
7



So from many perspectives, noise is an environmental pollutant to

be reckoned with, and it behooves us to examine the extent to which

noise is already a serious problem around some of our general aviation

airportsand whether or not the growthof the industrywill exascerbate

this problem significantly in the coming years.

AVIATION NOISE BACKGROUND

What do we know about the noise cnaracteristics of the general

aviation fleet? Well, putting aside all military aircraft, there are

approximately185,000aircraftregisteredfor operation in the United

States. Only about 3,000 of these civil aircraft are owned and operated

by air carriers as part of the con_ercial air transportation system.

The rest are operated as general aviation aircraft by individuals,

businesses, and governments. Most of these aircraft, as you know, are

propeller driven rather than jet powered, although jets are gaining a

larger share of the general aviation fleet every year.

These 185,000 civil aircraft operate into approximately 14,000

airports in this country. Half of these 14,000 airports are open to the

public and about 600 of these are certificated for air carrier operations.

It is estimated that today over 130 million opara_ions take place annually

at public use general aviation airports with daily operations varying

up to about 500 operations. The F_estimates that operations

of these public use airports will almost double to 220 million annual

operationsby 1987 and that the number of general aviationaircraft

during this periodwill increasefrom 185,000to over 2¢0,000 aircraft

in the same time period.

8



Most of the country'sattentionto airportnoise has been focused
L _

o.aboutlogofthelargeraircarrierairportsOuran lys,so,the e
air carrier airports indicatesthat in Ig75 approximately6 million

peoplewere exposed to noise levelsof a day-nightaverage of 65 decibels

or greater due to air carrier aircraft alone. A number of steps have

been taken recently which will bring the number of people exposed to these

high levels of noise down over the next several years, with the greatest

benefitoccurringsometimearoundthe year 1985when the retrofit/

replacementrule will be fully implemented. Unfortunately,becauseof

the growth in the size of the con_ercial aircraft fleet and increased

operations,we can expectthe numberof people exposedto start going

back up significantlyafter :hatdate. Consequently,we in EPA are

actively encouraging further steps to reduce exposure to commercial

aviation noise around our Nation'sairports.

We know very littleabout the noiseprobl_ at the rest of these

13,O00or so airports which serve the genera]aviationfleet. We also

know very little about the contributionof genera]aviationto the noise

problem at our major air carrierairports. We are undertakingstudies

at the present time to predict the noise exposure from these aircraft

both now and in the future, but the universe of aircraft and airports

are so large that it will be sometime before we have a fully comprehensive

national view of the scope of the problem. Surely, general aviation

noise is a problem at some airports, but we at EPA have no pre-conceived

ideas about the severity of generalaviationnoiseand to what extent it

may or may not be a national proolem. We cannot look at just the aircraft

or their operations; we must consider the airport community as well. If
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land use near the airport has evolved w',sely,there may be little or no

disturbance for the community. On the other hand, ambient noise levels

in communities surrounding g_neral aviation airports may be significantly

lower than around our major con_ercial air carrier airports. Thus,

general aviation noise may be more intrusive for people living around

the airport because it occurs against such a la_ ambient noise level.

Consequently, the fact that general aviation aircraft are quieter than

commercial jets is no reason for complacency, Thus, the possible ._oise

problem associated with general aviation is not .justa technological

matter. There are socio-economic and environmental implications which

must be considersd as well.

We are anxious to hear from those of you attenalng this conference

concerning the extentwhich you believe,ba_ed on your own experiences,

that generalaviation is a problantodayor will be one in the future.

This will help guide future studies by the Federal Government in this

area and give us all a sense of perspective on _enural aviatinn noise.

WHAT CAN BE DONE ABOUT GENERAL AVIATION _OISE

If general aviation noise is today or will be in the future a

serious problem for this country, what can be done about it? It will

come as no surprise to any of us that there is no single _olution to a

problem as complex as aviationnoise. Our experiencein the conm_rcia!

aviation noise area has shown that any realistic solution co the problem

must combine actions by a variety of par_ies, all taken in coordination

with each other. Needless to say, orchestrating such a control program

is very difficult,particularlywhen large Inves_,entshave already been

made on the basis of the status quo. That is why working on the general
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aviationnoise problem before it becomes a nationalcrisisis attractive.

Preventionis usuallymuch cheaper and much easierto bringabout politically

than retrofitand abatement. Insteadof making invesl;mentsobsoleteas

we must do in some cases in the commercialaviationarea, a preventative

programmight be able to focusfuture invest_nentswith littleadditional

costsinvolved.

When people talk about quieting any aviation problem, they usually

thinkfirst aboutabating the source of the noise,which in this case

are the general aviationaircraft themselves. Some steps have already

been taken by the aircraft industryto producequieter aircraft. For

instance,it is no longer possibleto talk about "quiet"propeller

aircraftand "noisy"jets. Some of our new jet aircrafttoday are

quieterthan propelleraircraft,and hopefully,quieteroperationis the

trendof the futurefor bothtypes of aircraft. NASA is conducting

researchwith assistancefrom EPA and F_ to developquieterpropeller

drivenand jet poweredgeneralaviation aircraft. We are hopeful that

some technologicaladvances,if only small ones, will result. Of course,

there is no automaticlink up between technologicalimprovementsin the

laboratoryand the incorporationof such improvementsin'theaircraftof

the future. One of the verydifficultpolicyquestionsfor any person

in a Federalregulatoryagencysuch as EPA or FAA is the extentto which

the manufacturerscan be expectedto aggressivelymove aheadto incorporate

new technologyand to developnew technologyof theirown insteadof

waitingto be forcedto do so throughsome type of governmentregulation.
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Quietingthe sourceof the noisehas proven to be in and of itself"

insufficientto solve the cem_ercialaircraftnoise problemand may well

prove to be so in the generalaviationarea as well, Ways in which the

aircraftare flown and the way in which airportsare developedand

expandedcan have a major influenceover the amount of noise exposurein

the neighborhoodssurroundinggeneralaviation airports, New takeoff

proceduresincorporatednow in an FAA advisory circularwill provide

considerablereliefto airportc_m_unitiessurroundingair carrier

airportsin the future if the circularis compliedwith by the air

carriers. Similarimprovementsin takeoffor landingproceduresmight

providesome relief fromgeneralaviationaircraft also.

And then there is iand use control. This country has beennotoriously

unsuccessfulin controllingthe landuse around airportsin thepast.

Even an airportas modernand advancedas Dallas/Ft.Worth is now beginning

to sufferfromencroachmentby residentialneighborhoods. Communities

that once vowed that they would hold fast to decisions to ban incompatible

landuses are now cavingin to the economicpressuresto allowresidential

developmentin areas impactedby the airport noise. Thus, we can expect

that even our airportswhlch are built out in the countrysidewill soon

be subject to lawsuits by citizens who are outraged by the increasing

noise coming from these major facilities. We need to seek stronger and

more effective methods for controlling land use around commercial airports.

The questionfor us at this Conferencethis week is whethersuchadvances

can be pioneeredand perfectedperhapsin the generalaviationarea

where economicpressurestoday are not quite as great as theyare around

co_erlcal airports but where the need in the future may be just as great.
I
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We have in the audience for this Conferencepeoplewho can give us

a goodperspectiveon the potentialfor these variousmeans of deallng

wlth generalaviation. We have hererepresentativesfrom Federal,State

end local governments,from the aviationindustry,airportoperators,

aircraftoperators,aircraftmanufacturers,representativesof environmentally

concernedgroups,neighborhoodrepresentatives,leadersof the real

estateand lending institutionsof our country,and spokesmenof the air

carrierairports and military airports. Many of thesegroups have

alreadyhad unique experiencesin dealingwith general aviationairport

noise. Some have been InvolvedIn the adoption of regulationsconcerning

generalaviationairport usage. Some have seen these regulations

struckdown or are now Involved in litigationconcerningaviationregulations.

All of us would like to share in eachother'sexperiences. Fromthis

exchange,I hope there will be a mutual benefit. Speakingfor ErA,we

hope to gain added insight into ways in which all of us can work together

in the years to come to dealwith this problem.

So, I urge all of you to makeyour views heard. Is there a general

aviationprobl_ today or will therebe one in the futureand if so,

what is its extent. Are thereways OF controllingthis noise in the

futureand how effectivewould each of thesemethod_ be? What actions

need to be taken by some or all of us to bring about these solutions?

In order to make this Conferencea workingConferenceand not justa set

of lectures,we restrictedthe totalnumber of participants. Inmany cases,

you may be the only person at the Conferencewith a particularperspective.

$o pleasetake an active role in thesediscussions. Expressyour views so

that theymay affect the conclusionof the Conferenceand therebythe

policiesand actionsof a11 of us in the future. We In ErA lookforwardto

workingwith all of you during the nextthree days.

]3
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INTRODUCTION

The need for planning around aiTporte has been recog-

nized as a growing environmental impact problem. To date,

the primary emphasis for most planning has involved air

carrier airports with general avlatlon largely overlooked.

A survey of general aviation airports prepared under

the National Environmental Policy Act requirements indicates

that off-alrport land use planning is decidedly limited. Sn

a study conducted by Bragdon for ErA, ll] completed airport

master plans were reviewed. Only 50% of these plans did

address off-alrport land use, and in nearly all instances

the concern for land use compatibility was ignored.

The rational management of land adjacent to airports

is essential to maximize our resources, and minimize con-

flict. Frequently, the incompatible development of this

land results in litigation, residential displacement, and

a loss in property tax revenue. A primary reason for the

present condition is that constituents that participate

and/or influence land use decislon-maklng are not eollec-

tively involved. Typically there is little coordination

between the public, private and quasl-publlc actors asso-

ciated with alrport-communlty related plannlng issues. For

example, local governmental officials, land developers and

financial institutions very often make independent decisions

without concern for the long-range impacts. Without collee-
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tire participation general aviation airport master plans

will not be adequately developed and implemented. All role

players and constituents must he identified and participate

in 8eneral aviation airport p]anning to maximize effective-

ness.

This report proposes a technique to assist local

officials in Identlfyln_ I and gauging Dhe involvement of the

mole players who participate, either directly or Indirectly,

in the development of an airport and its adjacent land area.

The technique can serve as a guide for ]coal decision-makers

and officials in _he preparation of a noise eont_.ol strategy

for their _eneral aviation airport.

Two matrices ore used to illustrate the involvement

of the various parties in specific noise control measures.

A noise control measure is an action taken by either the public

or private sector that serves to prevent, curtail or reduce

the negative impact of general aviation noise on the communi-

ties surrounding an airport.

The matrices distinguish party involvement during the

two primary stages of the declslon-maklng process: planning

and implementation. The first matrix represents the level

and manner of each party's involvement during the planning

stage of the noise control measure(s). The second matrix

represents the level and manner of each party's involvement

during the implementation stage. It is the combination of

these two matrices that reflect land use related decision

18
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making.

This report contains four sections. The ?irst sec-

tion lists and defines the various noise control measures

that may be available to local officials in dealing with

general aviation noise problems. Section two identifies

the parties involved in the planning and implementation of

the noise control measures. The extent of each party's

involvement is discussed in section three, while the final

section contains general conclusions. A complete matrix,

which shows the interactive process of decision making, is

contained in the Appendix.
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NOISE CONTROL MEASURES

The noise control measures listed across the top of

each matrix are divided into two categories: remed_sl and

preventive. 'Those measures oriented more towards existing

development around an alrDort are considered remedial;

while the measures dealing with undeveloped land are preven-

tive. Remedial measures are typically more expensive to

oarry out than preventive measures, since an existing capital

intensive facility is in place.

The two cate_orles are by no means mutual]y exclusive,

however. For example, fee simple interest in property can

be acquired for developed as well as undeveloped ]and. The

cost of using such a measure as a remedial device, however,

may be prohibitive.

Remedial Measures

The measures th_.t can be used to correct the problems

created by incompatible development around a general avla-

tlon airport Inolude among others:

(I) Tax incentive

(2) Aircraft noise reduction

(3) Airport operator controls

(4) Fair disclosure ordinance

(5) Restrictions on private mortgage loans

(6) Housing relocation and assistance

(7) Purchase leaseback

(8) Aviation easement
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Tax incentives can be offered by local governments

to reduce the impact of aircraft noise on the communities

adjacent to an airport. These incentives may take the

form of a property tax rebate to homeowners and businesses

that install sound attenuation insulation, The adoption

of this measure may require special legislation by the

state body legally enabling the local government to take

such action.

Aircraft noise reduction requires the development

of new engine designs or major redesign of existing engines.

This is a long-term solution to the noise problem and will

require increased research by the federal government and

engine manufacturers.

Certain measures can be taken in the operation of

i an airport to minimize its impact on the surrounding area.

For example, the airport operator can require th_ during
d

i certain times of the day, provided weather conditions are

permitting, all aircraft use a designated runway. The

i approach path for the preferred runway may allow operations

i over the more sparsely developed area around the airport,

thus minimising the impact of noise. An operator may also

require that pilots use a steeper approach to the runway.

Noise response monitoring is a type of airport opera-

tor control. A special noise monitoring staff is designated

by the airport operator to receive and plot complaints of

excessive aircraft noise. If a disproportionate share of
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complaints are located within a particular corridor, the

approach and departure paths are realigned away from these

areas, Often the monitoring includes acquisition of physi-

cal or acoustical airport data.

A fair disclosure ordinance requires realtors and

developers to notify potential real estate purchaser3 that

the subject property is adversely affected by aircraft

noise. Such an ordinance requires local legislative action.

If money is not made available For the purchase of

homes in areas adversely impacted by noise, residential

development will be severely curtailed. Restrictions on

private mortgage loans would accomplish this objective.

Special state legislation would more than likely be required

to carry out this measure.

An area immediately adjacent to the end of a runway

may be so severely impacted by noise to the point where it

is uninhabitable. In this case the airport operator will

have to purchase the pl,operty and relocate the occupants.

Federal assistance is available to accomplish this task

through the federal Uniform Relocation Assistance Act of

1970.

In the event it becomes necessary for an airport

operator to purchase a business severely impacted by noise

or acquire a vacant tract of land immediately adjacent to

the airport, they may wish to lease the property to a com-

patible tenant. Sush a measure does generally require a

i 22
l



large initial capital outlay,

A more inexpensive alternative to the purchase of

property is the acquisition of an avlgatlon easement. An

avlgation easement allo_o the proprietor to operate air-

craft over a particular ]and area under a long term agree-

mont. The eflflected owner(s) receive compemsat_on, l_hich

represents a certain percentage of the falr market value

of the property.

Pr,eventive [4easures

Measures that e_ul be uDed to reduce or eliminate

the potential I'or ]ncompatlble development around airports

include:

(l) Zoning ordinance

(2) Subd_vislon re_ulat|ons

(3) Building code

(4) Airport nolse attenuation zone

(5) Capital improvement_ procr_m

(6) Fee simple purchase

(7) Revolving fund pure|]ase

(8) Installment-purchase

(9) Option

(I0) AcquisJtlon of the development rights

A zoning ordimance is used to regulate ]and use within

a given _urlsdlction. The ordinance specifies the uses that

are permitted within designated areas or zoning districts.

These zones are delineated by the local legislative body (i.e.

City or Oounty Council) or an appointed board (i.e. Planning

Board) with input from the community. The ordinance itself

is adopted by the local governing body and is emf'orced by
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either the local building inspector or s special zoning

administrator.

The zoning ordinance can be used to control devel-

opment around airports. Areas adjacent to an airport can

be zoned to permit only those uses that will not be ad-

versely affected by aircraft noise. Reside regulating the

use of land, a zoning ordinance can legally regulate the

height, bulk and area of a permitted use.

Subdivision regulations insure that lot layout and

design and adequate improvements are provided for new

development. These regulatlons can require that vacant

land, adversely affected by aircraft noise, be subdivided

into large lots, thus discouraging dense residential devel-

opment. The actual siting of structures on the land can

also be included in a regulation. Local governing body

adopts subdivision regulations with input and advice from

the community and the local planning board.

A building code prescribes the minimum standards

for the construction of structures. This code, legally

adopted by the local governing body, is meant to Guarantee

the health and safety and welfare of the community. The

building code can require that all residential structures

constructed within the areas impacted by aircraft noise be

insulated with sound attenuation material. Often a certain

sound transmission class (STC) is specified.

An airport noise attenuation zone combines charae-
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terlstics of both the zoning ordinance and building code.

This measure provides for the delineation of zones around

an airport based on the relative impact of noise on these

areas. Minimum sound attenuation standards are then estab-

lished for the construction of new buildings within each

zone.

A capital improvements program (CIP) is a planning

tool used by local Jurisdictions to phase the Izlstallatlon

of needed public facilities (e.g. water and sewer lines,

roads_ schools) on a priority basis. A short-range CIP,

which usually projects needs 3-5 years Into the future,

specifies what public improvements will be provided by a

given Jurisdiction and when these improvements will be con-

structed. A CIP precedes the preparation of a capital

improvements budget (CIB). The CIB identifies the methods

by which the improvements wl]l be financed and the source

of the funds. Development follows the _nstallation of

public improvements, such as utilities and roads. The CIP

can serve to direct the expenditure of public funds in

those geographical areas most compatible with airport

related development.

A fee simple purchase of property entails the acqui-

sition of all the rights associated with the ownership of

that property. Among those rights are mineral, air, and

development (as constrained by local land use regulations).

An airport operator may wish to acquire fee simple interest
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in that property around an airport most severely impacted

by aircraft noise. This measure would guarantee maximum

control over the development of the property and insure

against incompatible development. If the airport is still

in the planning stages, this excess property can be acquired

with the site itself. Once the property has been acquired

the airport operator can opt to d_pose of it for private

development with attached restrictive covenants, retain

ownership and maintain a buffer around the facility or

retain the property for publAc use (i.e. parks, maintenance

garage and storage areas).

The major drawback to the acquisition of fee simple

interest in property is the initial capital outlay that is

required. One of three alternatives measures can be used

to acquire the needed property and reduce the initial capital

outlay:

(I) Revolving fund purchase

(2) Installment-purei_asc

(3) Option

A revolving fund involves the acquisition of the

needed property one tract at a time, the preparation of

each tract for development, and the sale of the tract with

attached conditions. The proceeds from the sale are then

used to purchase the next tract and the cycle continues

until all the land impacted by noise has been acquired and

developed in a compatible manner.
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An installation-purchase program allows the airport

operator to acquire the property requi_'ed over time. A

bank may provide the initial outlay to the land owner in

the form of a loan to the airport operator, who in turn

repays the hank in annual installments.

An option conveys te its bearer the right to purchase

a particular piece or property within a specified period

of time. An airport operator may not have the necessary

funds to acquire all the property impacted by noise so he/

she would obtain an option on the property that cannot be

purchased immediately. The term of an option varies with

each agreement. If a three year option is obtained, the

bearer must either purchase the property before the end of

the term, renew the option, or relinquish his/her right to

purchase the property. The cost of an option, although it

varies, usually includes the property taxes and a standard

interest charge.

Rather than purchase the entire fee simple interest

in the property adversely affected by noise, an airport

operator may wish to simply acquire the development rights

for the property. This technique is appropriate when the

land is being used for farming purposes. The cost of the

development rights for a particular land parcel equals the

difference between the value of that acre at its highest

. and best use and its existing value. If the highest and

best use was dense multl-family or commercial development,

the cost of the development rights would probably not be
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much less than the cost of the fee simple interest in the

property. This measure is most effective whez._ t1_e hi,host

and best use is low density residential, or i_ the develop-

ment rights can be sold on the open market and transferred

to another tract of land.
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PARTIES INVOLVED IN NOISE CONTROL MEASURES

Parties from both the public and private sector are

involved in planning and implementing noise control measures.

In addition to public and private actors, the national

organizations representing actors from both sectors are also

listed on the matrices.

A description of each party's involvement in noise

control is provided in this section. The descriptions are

very general and merely provide a basic understanding of

the kind of role each party assumes. The reader is referred

to the matrices for a more comprehensive understanding.

Public Sector

Parties from all levels of the public sector are in-

volved, either directly or' indirectly, in a noise control

strategy. Federal as well as local governments influence

the development of general aviation airports and surrounding

areas.

The public sector parties involved in the measures

listed on the matrices include:

(I) Local governing body

(2) Local planning commission (including staff)

(3) Local governmental agencies

(4) Airport operator

(5) Quasl-public authorities

(6) Sub-state regional authorities

(7) State legislative body
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(8) State administrative agencies

(9) Federal Aviation Administration

(i0) Environmental Protection Agency

(ll) Housing and Urban Development

The first five parties are most directly involved in

noise control measures. The local governing body formulates

policies and adopts regulations (e.g. zoning ordinance and

subdivision regulations) which address the development of

land adjacent to an airport. If the airport is operated by

a governmental agency, the governing body is ultimately

responsible for the operation of the facility.

The planning commission generally serves in an advisory

capacity to the local governing body. The commission reviews

zoning requests and subdivision plats and makes recommendations

to the governing body. The staff to the commission plays a

technical role, maintaining projections of the future needs of

the community and preparing objective evaluations of land

development related issues for the commission's consideration.

Local governmental agencies maintain existing community

facilities and services and advise the governing body on the

future location of public facilities. A capital improvements

program, mentioned previously, coordinates the activities of

these agencies,

The role of the airport operator will vary with the

nature of the entity responsible for the operation of the

facility. If the airport is operated by a governmental

agency or a representative of the local government, all poll-
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cles dealing with noise control will generally emanate from

the local governing body. However, in the event an authority

is created to oversee the construction, maintenance and

operation of the airport, a board of directors (appointed by

the local governing body) will formulate noise control policy.

A quasi-publlc authority can also influence develop-

ment around an airport. The independent nature of authorities

permits them to function outside the political process, once

established. This independence creates a coordination problem.

Each authority, whether it administers a water or a school

system, can influence the direction and intensity of growth.

Their activities must, therefore, be coordinated with those

of the local governmental agencies if a comprehensive approach

to development is to succeed.

Sub-state regional agencies generally serve a review

function. This power (as granted through the Federal A-95

review process) permits these agencies to review and comment

on plans which have some regional impact and entail the ex-

penditure of federal funds (e.g. airport planning and con-

struction).

The state legislative body passes enabling legislation

that grants specific powers to municipalities and authorities.

If a municipality wished to offer special tax incentives to

guarantee compatible development around an airport, for

example, special state legislation would more than likely be

required.
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In some cases the state department off transportation

(DOT) provides grants for airport planning and construction.

In Georgia, for example, the state DOT provides for 10% of

the cost of the following items:

(1) Master plan preparation

(2) Runway construction and lighting installation

(3) Various costs such as utility extension

The federal government plays a significant role in air-

port planning and development. The Federal Airport Trust Fund,

administered by the Federal Aviation Administration (FAA),

provides airport planning and construction grants on an 80-20
J

: match basis. Among the uses to which these grants can be put

is the purchase of land adversely impacted by noise. The FAA

also formulates federal policy dealing with airport noise

control.

The EPA, through the Administrator is responsible for

coordinating all federal noise efforts. Although EPA does

have legal authority to propose regulations for controlling

and abating aircraft noise the FAA, after consultation with

EPA and the Secretary of Transportation, is responsible for

prescribing and amending aircraft standards and regulations.

The Federal Housing Administration (FHA) and Veterans

Administration (VA) insure home mortgages. The FHA, for

example, has s policy of not insuring mortgages on homes

located in the zone around an airport most severely impacted

by aircraft noise, Less impacted impacted areas can receive

mortgage approval only when certain controls are instituted
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(e.g. acoustical treatment of structure). Both of these

programs are associated with the U.S. Housing and Urban

Development.

Private Sector

The private sector parties involved in planning and

implementing the measures listed on the matrices include:

(I) Fixed base operator

(2) Property owners

(3) Neighborhood organizations

(4) Environmental groups

(5) Local chamber of commerce

(6) Real estate firms

(7) Private developers

(8) Private contractors and builders

(9) Private lending institutions

(i0) Aircraft engine manufacturing f_rms

(ii) Planning and environmental consultants

A fixed base operator leases am airport terminal from

a municipal or county government and maintains and operates

the facility. Under these circumstances, the ultimate

responsibility for airport policy lles with the local govern-

ing body.

Individuals who own property around an airport can

have opposing interests in airport operations. A residential

property owner may oppose airport operations if aircraft

noise decreases their property values and disturbs them

personally. Another property owner may, however, possess a

vacant tract of land that is large enough to be developed
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industrially (o_. in some other compatible manner). This

owner would, therefore, welcome airport expansion.

Neighborhood or_nluatlons consist of property owners

and renters. If enough members of a particular organization

are adversely affected by aircraft noise, the er_anizatlon

may well take a stand against airport operations. An environ-

mental group would _epresent _he _nn_-.:_._:_o_ those citizens

adversely affected by noise.

The local chamber of commerce consists of local busi-

nessmen and is concerned w_th the economic _rowth Of the

community. An airport con _tlmulato or enhance the economy

of an area. Therefore, the Chamber of Commerce wou]d tend

to espouse the economic virtues of ai_,port operation_.

The development of land around an airport involves

the participation o_ developers, lending institutions, con-

tractors and bui!de_s, and real estate firms. The developer

"packages" the development and obtains financing from a lend-

ing institution. "Packaging" a development often entails

preparing a market analysis and project foaslb_llty study and

in some eases, acquiring the necessary property. The con-

tractors and builders, as well as the developer, may be in-

volved in the actual construction of the project. A real

estate firm then sells the project.

Aircraft engine manufacturing fl.rms are concerned wlth

pmodueln_ engines that ?rovlde for the safe and efficient

operation of aircraft. Recent federal legislation requires
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that engines manufactured meet certain noise standards. As

a result, engine manufacturing firms have a vested interest

in noise control strategies for airports.

Consultants play an advisory role in planning and

implementing noise control measures. Planning and environ-

mental consultants sometimes assist in the preparation of

airport compatibility studies. These f_rms can also serve

in an advocacy position, representing the interests of a

local community.

National Assoclat]ons

There are several national associations which repre-

sent the interests of the various role players involved in

airport noise and land use compatibility planning (see Appen-

dix A). Most of the associatlons simply provide a forum

where their members can express opinions on particular issues.

Some of the associations are sufficiently large and they can

exert politlca], pressure on and influence the decisions of

local, state and federal legislative and policy making offi-

cials. All of the associations listed in the appendix have

roles to play in planning and implementing certain noise

control measures.

The associations are divided into ten categories:

(I) Associations for aircraft operators

(2) Associations for airport operators

(3) Manufacturing related associations

(4) Associations dealing with airport services

(5) Associations related to airport safety
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(6) Other aviation-related associations

(7) Environmental associations

(8) Real estate and development associations

(9) Banking associations

(I0) Other relevant national associations

The associations represented in each category, due

to a common interest, assume similar roles in the planning

and implementation of noise control measures. The first

six categories deal directly with aviation concerns. Asso-

i clarions for aircraft operators represent the interests of

[ aircraft pilots and owners. One of the largest and most

f influential aviation associations, the Aircraft Owners and

Pilots Association (AOPA), falls within this category.

The associations In category two represent airport
i

L operators. The third category includes associations which

represent firms that produce and/or distribute aviation

products (i.e. aircraft, aircraft engines, electronic de-

vices, etc.).

The members of the associations in the fourth category

rely on airports for their livelihood. Any disruption in

the operation of an airport may affect the financial status

of the members in this category. The last two aviation

categories deal with flight safety and the overall develop-

ment of the aviation industry, respectively.

The next three categories contain associations that

represent specific airport noise and land development in-

terests of communities around airports that are adversely

$6



affected by noise. The real estate and banking associations

represent the respective interests of these two parties and,

in some cases, influence the land development and lending

practices and policies of association members.
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THE EXTENT OF PARTY INVOLVEMENT

IN NOISE CONTROL MEASURES

Knowledge of the noise control measures and the par-

ties involved in those measures is a necessary prerequisite

to the preparation of an effective noise control strategy.

An understanding of the extent of the parties involvement

is equally important, however, as it allows the officials

devising a strategy to assess its impact and incorporate the

input of these parties affected into any final plan or pro-

posal.

Two indicators are used in the matrices to assess the

extent of a party's involvement in a particular noise con-

trol measure: (I) the level of involvement and, (2) the

manner of involvement.

Level of Involvement

A party is involved in a noise control measure on one

of two levels: direct or indirect. The characteristics of

each level are represented in Tab%e i.

Scale is the crucial distinguishing factor between

direct and indirect involvement. The remaining character-

istics are byproducts of scale. Those parties that operate

at the local level and have an ongoing role in the local

declsion-making process will be more directly involved in

planninE and implementlnE noise control measures. Private

as well as public parties are involved at this levei. On

i
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TABLE I

THE LEVEL OF PARTY I[_rOLVEMEHT

DISTINGUISHING
CHARACTERISTICS

Direct indirect

Scale Restricted to Locnl Re_:on_], State, or
Involvement FeJer_-I Involvement

Contlnulty Continuous .'nvolve- Sporad_ c Involvement
merit in Local Decl- in Local Decision-
slon-Maklng Process Making Process

Duration Long-Term Involve- Short-Term Involvemelt
merit in Measure in Measure

: Complexity Decisions are Less Declslons are More

Complex, [nvolvlng Complex, involving
Fewer Parties Several Burenuerat_e

a_]dGovernme_,tal
Levels

Constltueney Party is Responsible Party Is Distant from
to or i_ Constant Constituency Affected
Contact with Constl- b_/ Measure.
tuensy Affected by
Measurc.

q
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the other hand, those governmental administrative agencies

and private organizations removed from the local scene

have only an indirect influence on the local decision-

making process.

The higher the level of involvement the more time

consuming and complex the dectsion-maklng process will be.

For example, a zoning ordinance will only require decisions

at the local level, whereas the purchase of foe simple

interest in land will more than likely require federal and,

in some oases, state funding. The inclusion of these two

additional levels will _nvolve more tlme and several more

parties.

Manner of Involvement

Three par[Lmeters are used to distinguish the manner

of a party's involvement in planl]ing a_d implementing a

noise control measure:

(I) The party serves in an advisory capacity

(2) The party has an economic stake in the

measure, and

(S) The party is involved in an administrative,

legislative or policy formulation manner.

The parties that approach the measure objectively,

seeking to advise the decision-makers, function in an

advisory capaolty. Under certain circumstances, the role

of the adviser will change from one stage of the process

to the next. For example, while the planning commission
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and staff may serve in an advisory capacity during the

planning stage of a zoning ordinance, once the ordinance

is adopted, the role of the staff becomes administrative.

The input of a party with an economic stake in a

measure will tend to be subjective. [[f, for example, a

proposed airport zoning ordinance will restrict a property

owner from developing hi_ land beyond two units per' acre

when the market could bear a multi-fan:l]y development, the

property owner would have an economic stake in the matter

and, therefore, assume a subjective position.

Governing bodlec (Ineludlng local and state bodies),

administrative offic_al;_ and boards, and nlrport operators

comprise the group of part]oR involved in _olse control

measures in an cdmlnlstratLve, leglslat_ve and psTley for-

mulation manner. Admin[stratlve and lo[_islatlve tasks are,

_n most cases, carried out by local elected and appointed

officials. Policy formulation is carried out by these off_-

elals, as well as state and federal accncles.

The manner of a party's involvement sometimes varies

depending on when he is involved in the declsion-maklng

process. If, for example, s quasl-publ.le authority has

sold bonds for a public improvement on the assumption that

dense development will _'ollow, it will mope than likely take

a stand against land use controls requiring low density

residential development or agrleultsrsl use. The authority's

primary concern is with protecting the interests of its

bondholders.
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CONCLUDING REMARKS

The matrices discussed in this report provide some

guidance to local officials in both the identification

of the parties involved and, the assessment of the extent

of the parties involvement, in carryin_ out selected noise

control measures. These matrices serve only as references,

however. The problems a_sociatod with ceordi_at, lng the

involvement of the parties is a complex process that will

vary with each local situation. The measures chosen to deal

with the problem will also vary. depending on such factors

as: (I) the number of Jurisdictions affected, (2) the avail-

ability of funds_ and (3) the type of land uses affected.

It is essential that local officials perceive the

scope of the general aviation noise l,eoblem and identify

and involve all affected parties in the search for an appro-

priate noise control strategy. Such advance planning will

result in the effective and rational management of land

adjacent to general aviation airports, while minimizing

the potential conflict between the many parties involved.
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APPENDIX A

NATIONAL ASSOCIATIONS

I, Associations for, Aircraft Operators

(a) Aircraf_ Owners and Pilots Association

(b) Lawyer-Pilot Bar Association

(c) National Pilots Association

II. Associations for Airport operators

(a) Airport Operators Council International

(b) American Association of Airport Executives

III. Manufacturing Related Associations

(a) Aerospace Industries Association of America

(b) Aircraft Electronics Association

(c) Aviation Distributors and Manufacturers Association

(d) General Aviation Manufacturers Association

IV. Associations Dealing with Airpo_,t Services

(a) Air Freight Forwarders Association of America

(b) AI_ Mail Pioneers

(c) Air Transport Association oi' Anger!ca

(d) American Society of Traffic and Transportation

(e) Commuter Airline A_soelatlon of America

(f) National Air Carrier Association

(g) _ational Association oC Flight Instructors

(h) National Business Air,raft Association

(1) National Agricultural Aviation Association

43



V. Associations Related to Airport Safety

(a) Fli_ht Safety Foundation

(b) Institute of Navigation

(c) National Safety Council

VI. Other Airport Related Associations

(a) Aviation Development Counc_l

(b) National Air Transportation Asecclatien

(c) National Association of State Aviation Officials

(d) American Institute of Aeronautics and Astronautics

(e) Transportation Association of America

VII. Real Estate Associations

(a) American Land Development Association

(b) American Land Title Association

(c) American Institute of Real Estate Appraisers

(d) National Association of Real Estate Appraisers

(e) Society of Real Estate Appraisers

(f) Real Estate Aviation Chapter

(g) National Association of Real Estate Brokers

(h) National Apartment Association

(i) National Association of Industrial and Office Parks

(J) National Association of Realtors

(k) National Property Management Association

(I) Relocation Assistance Association of America

(m) Society of Industrial Realtors

(n) American Real Estate and Urban Economics Association
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VIII. Banking Associations

(a) Independent Bankers Association of America

(b) Mortgage Bankers Association of America

(c) American Bankers Association

(d) National Bankers Association

(e) American Savings and Loan League

(f) American Society of Bank Directors

(g) Council of Mutual Savlm_s Institutions

(h) United Mortgage Bankers of America

(1) United States League of Savings Association

IX. Environmental Associations

(a) Institute of Environmental Sciences

(b) Environmental Action Coalition

(o) Community Environmental Council

(d) National Environmental Health Association

(e) Environmental Law Institute

(f) National Organization to Insure a Sound-Controlled

Environment

(g) Committee on Noise as a Public Health Hazard

(h_ Association for the Reduction of Aircraft Noise

(i) Citizens Against Noise

(J) Citizens for a Quieter City

(k) Sierra Club

(i) National Association of Noise Control Officials
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X. Other Relevant National Associations

(a) Chamber of Commerce of the United States

(b) National League of Cities

(c) International City Management Association

(d) National Association of County Administrators

(e) National Association of Counties

(f) Council of State Governments

(g) National Governors Association

(h) The Urban Land Tnstltute

(i) Institute of Noise Control Engineering

l 46



NOISE CONTROL MATRIX:
PLANNING STAGE

(SCHEMATIC)
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NOISE CONTROL MATRIX:
IMPLEMENTATION STAGE

(SCHEMATIC)
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KEY SHEET FOR PARTIES INVOLVED IN NOISE CONTROL MEASURES

A. Local Guvernlng Body

B. Local Planning Commission (including ,;tall)

C. Local Governmental Ag_nc/es

D. Airport Operator

E. Quasi-Publlc Authorities

F. Sub-State Regional Authorities

G, State Legislative Body

H. State Administrative Agencies

I. Federal Aviation Administration

J. Environmental Protection Agency

K. Housing and Urban Development

L. Fixed Base Operator

M. Property Owners

N, N*ighhorhood Organizations

O0 Environmental Croups

P. Local Chamber of Co_erce

Q, Real E_ate Firms

R. Private Developers

S. Private Contractors and Builders

T. Private Lending Instituti_s

U. Aircraft Enfllne Manufacturing Firms

V. Plannlng and Environmental Consultants

W. Assoelatlons for Aircraft Operators

X, Assoelatlens for Aircraft Operators
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¥. Manufacturing Related Associations

Z. Associatlona Dealing with Airport Services

AAo Asaociationa Related to Airport Safety

BB. Other Aviation Related Associatlon_

CCo Envlronmental Associations

DD. Real Estate and Developmen_ As_ocla_nns

EE. Banking Associations

FF. Other Relevant _stlo_al Associations
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KEY SEIEET FOR NOISE CONTROL MEASURES

[, Tax Incentive

2, Aircraft Noise Reduction

3. Atrporc Operator Controls

_. Fair Disclosure Ordinance

5, Restrtctions on Private Hortgage Loans

6. Housing Relocation and Assls_ance

7. Purchase Leaseback

8. Aviation Easement

9, Zoning Ordinance

iO, Subdivision Regulations

It. Building Code

12. Airport Noise Attenuation Zone

13, Capital Improvements Program

14. Fee Simple Purchase

iS. /(evolving Fund Purchase

16. Installment - Purchase

17. Option

18, ACquisition of Developmont Rights
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LEVEL OF pARTY INVOLVEMENT IN NOISE CONTROL HE_SUR_S
(Key Co Legcsd)

O1 - Directly In-mired; party serves in an advisory capacity.

D2 - Directly involved; party has an economic stake in =he measure.

D3 - btrectly involved; party _s involved in an administrative, legis-
lative or policy formulation manner,

II - Indlrcctly involved; party serves in an advisory capacity.

I2 - Indirectly involved; party has an economic scare in the measure,

I3 - Indirectly involved; party Is involved in an administrative, legis-
lative or policy £ormulatlon manner.

NI - Patty is not involved in the measure.
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GENERAL AVIATION IN THE UPIITEDSTATES:
PAST, PRESENT, AND FUTURE

JOHNE,WESLER

_FFICEOFEPIVIRO_TP4F_T,A_JDENERGYEDERALAVIATI_A_DMh_ISTRATIO_!

ANY DISCUSSION OF GEPIERALAVIATIOPIMUST BEGIN WITH SOME

DEFI_JITIONOF THETERP:,"GENERALAVI_TIOPI"ISNOTSTRICTLY

DEFINEDINTHEFEDERALAVIATIO_JREGULATIO_IS,WHICHARE

PROMULGATED BY THE FEDERAL AVIATION ADMINISTRATION (FAA)

INORDERTOREGULATEAIRCOMMERCE,PROMOTE,ENCOURAGE,AND

DEVELOP CIVIL AERONAUTICS, APIDCONTROL THE NAVIGABLE

AIRSPACE OF THE UNITED STATES,

AS NORMALLY ACCEPTED, "GEPIERALAVIATION" REFERS TO ALL

CIVIL AIRCRAFT OPERATED IN THE UPIITEDSTATES EXCEPT

THOSEOPERATEDUNDERPARTS121AND127OF THEFEDERAL

AVIATION REGULATIONS--THATIS, ALL LARGE AIRCRAFT AND

HELICOPTERSUSEDINSCHEDULEDAIRCARRIEROPERATION,TIIUS,

"GENERALAVIATION"INCLUDESSUCHUSESASAIRTRAVELCLUBS

WITH BOEING 707S AND COffVAIR880S, AIR TAXI A_rDCOMMERCIAL

OPERATORSOFSMALLAIRCRAFT,AIRCARGOCARRIERS,APIDBUSIP!ESS

CORPORATE AIRCRAFT, IN ADDITION TO THOSE NOR_!ALLYTHOUGHT OF

AS RECREATIONAL AIRCRAFT, ALONGSIDETHE SP!ALLSIPIGLE-ENGINE

PROPELLER-DRIVE_PIPERCUBRESIDESA BOEIPIG707,CLASSIFIED

ASA "GENERALAVIATION"AIRPLANE,
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FOR OUR PURPOSES THIS MORNII_G,I BELIEVE WE ARE MORE

INTERESTEDIN THE TYPES OF AIRCRAFT WHICH OPERATE INTO

AHD OUT OF THE SMALLER AIRPORTS AROU]iDOUR COUNTRY.

ALTHOUGH STRICTLY SPEAKII_G,MAIiYLARGER JET-POWERED AIR-

PLANESAREINCLUDEDINTI-IEGEf,ERALAVIATIO,"ICATEGORY,

THEY ARE NOT OF INTERESTTO US HERE BECAUSETHEY OPERATE

ALMOST ENTIRELY OUT OF MEDIUM ArIDLARGE HUB AIRPORTS, WE

MEAN TO CONCENTRATE ON SMALLER AIRCRAFT.

SMALLERGE;'ERALAVIATIOI'!AIRCRAFTDOMII_AIETHEU.S.CIVIL

AIRFLEET.THEREAREAPPROXIMATELY193,000GE,,"!ERALAVIATION

AIRCRAFT IN USE TODAY, COMPARED WITH LESS TI,IAN2,400 AIR

CARRIER AND AIR CARRIER TYPE AIRCRAFT. GENERAL AVIATION

AIRCRAFT:

AREFLOWNBY 79.3,800ACTIVEPILOTS

WILL FLY 39 MILLIOilflOURSTIIISYEAR

MAKE SO_IE54 MILLION RECORDED OPERATIO!_SAT

AIRPORTS WITH FAA TOWERS

- MAKE APPROXIMATELY 17 I]ILLION II,ISTRUMENT

OPERATIONS

GENERALAVIATIONGROWTHWILLCO;'ITINUEATA HIGHRATE,OVER

THE NEXT 12 YEARS--IN1991--WE FORECAST THAT THERE WILL

BE: !

304,000 GEIIERALAVIATIO,_]AIRCRAFT--AN A!INUAL

INCREASE OF 3,9 PERCENT
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- 1,110,700ACTIVEPILOTS--ANANNUALGROWTHRATE

OF 2,8 PERCENT

- 64MILLION_IOURSFLOWN--ANAN.'JUALI_'ICREASEOF

4,2PERCENT

- _IEARLY76MILLIOi.IRECORDEDOPERATIO!ISAT

AIRPORTS_','ITHFAATOWERS--A!IA_rNUALGROWTH

RATE OF 3,0 PERCENT

OVER31MILLIO_IINSTRUMENTOPERATIOr'IS--ANA_NU,aL

GROWTH RATE OF 5,1 PERCENT

FASTER-THAtI-AVERAGEGROWTH IN CORPORATE DUSINESS

FLYING

SLOWEDGRO!'!THIrlRECREATIOrlALFLYINGDUETO

CONTI_JUALLY RISII'IGFUEL COSTS

THESE STATISTICS DISPLAY ONLY A PORTION OF THE GENERAL

AVIATION ACTIVITY IN THIS COUNTRY. THE OPERATIO,_ISLISTED

ABOVEAREONLY'THOSEAFFECTI_!GTHEFAA'S_'!ORKLOA.n--THATIS,

OPERATIONSATAIRPORTSWITHFAATOWERS.ATTHEBEGINNI!.JG

OFTHISYEAR,THEREWERE14,574AIRPORTSINTHEU,S,,OF

WHICH13,853HANDLEDONLYGENERALAVIATIOf!AIRCRAFT,ArID

730HANDLEDBOTHGENERALAVIATIONANDCERTIFIEDAIRCARRIER

OPERATIONS,ONLY428OFTHESEAIRPORTSI.IAVEFAATOWERS,

THUS,THETOTALNUMBEROFGENERALAVIATIONTAKEOFFSa.ND

LANDINGS IN THIS COUNTRY IS OPEN TO QUESTION,
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THE FORECASTED GROWTH IN GENERAL AVIATION ACTIVITY

PORTENDSGROWIrIGPROBLEMSATTHESMALLERAIRPORTSWHICH

MUST HANDLE THESE OPERATIONS, THE SHEER INCREASE IN THE

NUMBER OF TAKEOFFS AND LANDIMGS WILL INCREASE THE NUMBER

OF NOISE EVENTS, ADDIHG TO THE ABSOLUTE GROWTH AT THE

SMALLER AIRPORTS WILL BE THE LESSE_!EDUSE OF LARGER HUB

AIRPORTS BY GENERAL AVIATION AIRCRAFT, THE POTENTIAL

DANGERS OF MIXING OPERATIONS AT LARGER AIRPORTS !'!AS

TRAGICALLY ILLUSTRATED LAST YEAR AT SAI_DIEGO, !VITHTHE

MID-AIR COLLISIONBETWEEN AN AIR CARRIER 727 AND A SMALL

SINGLE-ENGINE PROPRELLER-DRIVENAIRPLANE, AS PART OF OUR

PROGRAMTO REDUCE THIS RISK, THE FAA HAS ACCELERATED ITS

IMPROVEMENTSOF SATELLITE, OR RELIEVER AIRPORTS NEAR MAJOR

HUBS, AS THE NAME INDICATES,SATELLITE AIRPORTS _VILLHAVE

SUITABLERUNWAYS,APRONS,CLEARZONES,AND_AVIGATIONAL

EQUIPMENT TO ATTRACT GENEraL AVIATION AND TRAINING OPERATIONS

AWAYFROMTHELARGERAIRPORTS,THUS,MANYSMALLERAIRPORTS

WILL SEE SIGNIFICANT INCREASES IllOPERATIOrlSDURING THE

COMING YEARS,

THE FEDERAL POLICY REGARDING AVIATION NOISE ABATEMENT WAS

STATED IN 1976, ESSENTIALLY,IT WAS OUR THEME AT THAT TIME--

AND REMAINS THE SAME TODAY--THAT AVIATION NOISE ABATEMENT IS
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A SHARED RESPONSIBILITYAMONG ALL ELEME_'ITSOF THE AIRPORT

COMMUNITY, THE FEDERAL GOVERNMENT r.IUST:

CONTROL AIRCRAFT _'JOISEAT THE SOURCE--THE AIRPLANE

ITSELF

- CONTROL AIRCRAFT OPERATIONS A;'.JDMAi_AGETHE

NAVIGABLEAIRSPACESOASTOI',II;JIMIZENOISE

II.IPACTS

- PROVIDEFU_JDINGTOPERMITAIRPORTNOISEABATEME;'IT

PROJECTS

- SUPPORTANDEHCOURAGERESEARCH,a.NDDEVELOPMENTOF

NOISE ABATEMENT TECHfiOLOGY

THE FAA HAS MET ITS RESPONSIBILITIES:

- NOISE STANDARDSLIMIT THE NOISE LEVELS OF NEW-

DESIGH AND NEW-PRODUCTION AIRCRAFT, INCLUDING

SMALL PROPELLER-DRIVEN MODELS

- OPERATIONSAT FAA-CONTROLLErJAIRPORTS ARE

TAILORED TO MINIMIZE NOISE IMPACTS

FAA PROVIDES FEDERAL FINANCING OF AIRPORT

PROJECTSFORI.JOISEABATEMENTPURPOSES,Ar'ID

WEHAVEPROPOSEDNEL'ILEGISLATIONTOEXTEND

ELIGIBILITYTO SOUNDPROOFING OF PUBLIC BUILDINGS

NEAR AIRPORTS, AI'IDNOISE MO_IITORINGEQUIPMENT

FAA WORKS CLOSELY WITH THE NATIONAL AERO_IAUTICS

ANDSPACEADMI_.IISTRATIONTOPUSH__OISEABATEME.,'IT

TECHI'IOLOGY
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BUT THE FEDERAL EFFORTS ALOIIECAI'I!'lEVERSOLVE THE

AVIATION NOISE PROBLEM, AIRCRAFT WILL IJEVERBE SILENT,

NOMATTERHOWADVA_ICEDTHETECHNOLOGY,THEREWILLREMAIN

A RESIDUAL NOISE IMPACT,I'_HICHMUST BE ATTACKED BY THE

OTHER ACTORS IN THE AIRPORT GAME:

AIRPORT OPERATORS ARE RESPO_ISIBLEFOR THE

DAY-TO-DAY OPERATIONS AT THEIR AIRPORTS,

AND ARE FINAI_CIALLYLIABLE FOR A[IYDAMAGES

WHICH RESULT, I;;CLUDING_JOISEDAMAGES

- STATE AND LOCAL GOVERNMENTS ARE RESPOIISIBLE

FOR LAND-USE CO_.ITROLA!IDZOf.III_G,Ai_DFOR

PUBLIC EDUCATIOH Ai'IDAWAREI_ESSOF THE AIRPORT

_;OISE CONDITIONS

- AIRCRAFT OPERATORS ARE RESPOI;SIBLEFOR THE

PROPER CONTROL OF THEIR AIRP_tlES,FLYING

THEM SAFELY IN A MAI'INERLEAST I_ITRUSIVETO

AIRPORT NEIGHBORS

ALTHOUGH THE SUBJECTOF OUR MEETING HERE TODAY IS GENERAL

! AVIATIONAIRPORTNOISEAHD LAI'ID-USEPLA_INIr!G,I WOULD LIKE
TO CONCENTRATE FIRST OilTHOSE THINGS WHICH AN AIRPORT

PROPRIETORCAN DO TO LIMITNOISE AT HIS OR HER AIRPORT

ANDTHUSMINIMIZETHERESIDUALJOBLEFTTOTHELAIID-USE

PLANNERS,RESTRICTI[.IGLAIiDUSESFORriOISECOMPATIBILITY
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PURPOSES IS Af'lAGONIZI_.IGTASK, IN D!ANYCASES, IT IS AN

IMPOSSIBLETASKIFAIRPORTSURROUNDI:.IGSAREALREADY

DEVELOPEDINAN INCOMP._.TIELE_'.AI.!('IER,TYPICALLY,LAND-

USEPLA,_JNINGISONLYFEASIBLEASi_('_EAIISOFPROTECTING

FURTHERNOISEIMPACTS,RATIIERTHAI.ICORRECTI;_GTHOSEI,IHICH

ALREADYAREPRESENT,THELESS{.ANDAF:E._AFFECTED,TNE

BETTER--I_JEITHERCASE,

AN AIRPORTOPERATORIS Ii_A(_UilCOI.IFORTA_.LEPOSITIO'I--LEGALLY

RESPONSIBLE FOR NOISE DA_IAGES I_ESULTI_H;FF_,O_IT_IE OPERATION

OF THATAIRPORT,BUTOFTENAPPARE_?TLYI;'ITHLITTLECOHTROL

OVERTHOSEOPERATIOIiS,I_iEFEDERALGOVERFI_]E;'ITHASPRE-

E(,]PTEDCONTROLOVERTHE$!OISEGEi'IERATOR--THEAIRPLA(JE--BOTH

ITS INHERENT NOISE PRODUCTIO_JAND THE rlAI!._IERI_IV/HICN IT IS

FLOWN,SOI'IHATSLEFT?

ONE AVAILABLE MEAIISIS THE COIITROLOR RESTRICTIO,_IOF THE

TYPESOFAIRPLANESWNICHI.!._.YUSEArC,_IRPORT,BASED0(.ITIIE

NOISECHARACTERISTICSOFTHOSEAIRPLANES,CURFEIVSAREOtJE

READILY-APPARENT EXAtIPLE,EITHFR BY CLOSING THE AIRPORT

COMPLETELYAT !iIGHT,ORBYRESTRICTI,_IGAIRPORTUSETO

"QUIET"AIRPLAr'_ESDURINGCERTAINHOURS,RESTRICTIf.IGUSE

OF AN AIRPORT TNROUGH A BAN O_IJET-PO_IEREI)AIRCRAFT,

BECAUSE OF NOISE, IS NOT PER_IISSABLE, SO-CALLED "JET _A!IS"

HAVE BEEN RULED TO BE DISCRI_II_IATORYBY THE COURT IN TIIE
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RECENTSAi.!TAMONICACASE,SI_CEITI'IASSHOWNTHERETHAT

SOME JET AIRCRAFT ARE ACTUALLY QUIETER IN OPERATION THAN

SOME PROPELLER-DRIVEN AIRCRAFT.

IF THE REASO_IFOR USE-RESIRICTIOIISAT ATIAIRPORT IS NOISE,

THEN ;IOISELEVELS CA:_BE EMPLOYED TO RESTRICT USE, THE FAA

HAS PUBI.ISHEDADVISORY CIRCULAR _,6-3,DATED MAY 29, 19Z9.,

LISIIi'IGl;'iDECEi':DI;'IGORDEROF HOISELEVEL;'IAr!yAIRCRFT

TYPESANDMODELS,THESEilOISELEVELSAREDASEDO_JSTANDARDIZED

TESTS, FOLLOWING THE PROCEDURES DEFINED I.'ITHE FAA'S NOISE

STAIJDARDS,14 CFR 36, LEVELS ARE TABULATED FOR ALL AIRCRAFT,

i FORWHICHRELIABLEDATAAREAVAILABLE,ATTHREELOCATIOr;S--
f

! THETAKEOFF,SIDELH;E,A!IDAPPROACY,LOCATIO,_ISSPECIFIEDI_'I

THE _DISE REGULATIO!IS, THUS, RELIABLE, COMPARABLE, STA_DARDIZED

I'IOISEVALUESAREREADILYAVAILABLEFORGEl'fERALUSE, ANAIRPORT

OPERATORMAY THEN LIMITTHE USE OF AN AIRPORT TO AIRCRAFT

WHICHGENERATEHO MORETHAi_--FOREXAMPLE--85A-_,'EIGHTED

DECIBELSASMEASUREDDURI!,IGTAKEOFFIJIID_RTI-!ESTA_IDARDIZED

PROCEDURESOF 14 CFR 36, A;IDHAVE AVAILABLE A NONARBITRARY

A!IDNO:IDISCRIMIIIATORYBASIS FOR DETERMI_,iIIIG!..iHICHTYPES OF

AIRCRAFT ARE ADMISSABLE A_._DACCEPTABLE AT THAT AIRPORT, THE

ACTUALl'iOISELIMITSELECTEDMUST,OF COIJRSE,DEPEI'IDONTHE

DEGREEOF NOISEPROTECTIOIIdUSTIFIEDATAI',AIRPORT,A_ID,OF

COURSE, AN AIRPORT OPERATOR 1;ILLNEED TO EXAMI_IECAREFULLY

JUST WHAT SUCH A RESTRICTIOI'IWILL DO TO I'HOSEAIRCRAFT

OPERATORS THAT HIS OR HER AIRPORT SERVES,
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IT IS OFTEN TEMPTING TO INSTALLA MICROPHONE OFF THE RUNWAY

OF AN AIRPORT.A_D LIMIT THE USE OF AN AIRPORTBASED ON

ACTUAL NOISE MONITORING, ASIDE FROM THE TECHNICAL COMPLICATIONS

ANDEXPEHSEOFSUCHANAPPROACH.THEFAAOPPOSESSUCH

RESTRICTIONSOHTHEBASISOFSAFETY,PILOTS--A_IDESPECIALLY

LESS EXPERIENCED PILOTS--MAYBE TEMPTED TO "BEAT THE BOX" IN

SUCH INSTANCES,BY FLYING IN AN UNSAFE HA_INERIN ORDER TO

REDUCE NOISE OVER THE MONITORING POI_nT, II_ADDITIO_, CON-

STANTLY CHANGING PROPAGATION AND MEIEOROLOGICAL CONDITIONS

WILLCAUSE[_OISELEVELSATA GIVENPOINTTOCHANGEFROMDAY-

TO-DAY, EVEN THOUGH TIIESAME AIRCRAFT IS FLOWN IN EXACTLY

THE SAME MANNER, THUS, A PILOT IS NEVER CERTAINTHAT HE OR

SHE WILL MEET A SET MEASURED LEVEL EACH TIME HE OR SHE FLIES,

AND MAY BE TEMPTED TO ALTER THE FLIGHT PROCEDURE"JUST TO BE

SURE", I BELIEVE THAT [HE STANDARDIZEDNOISE LEVELS

TABULATED IN ADVISORY CIRCULAR36-3 ARE A BETTERBASIS FOR

RESTRICTINGAIRCRAFT USE AT AN AIRPORt, THA_IARE MOrlITORED

SINGLE-EVENT LEVELS,

IN SUMMARY:

- GENERAL AVIATION ACTIVITY IS GROWING, AND I_ILL

CONTINUE TO GROW IN THE FORESEEABLE FUTURE

- ALTHOUGHTHE INDIVIDUALNOISE LEVELS OF NEW

GENERAL AVIATION AIRCRAFT WILL BECOME QUIETER

ASTHEFAA'SNOISESTANDARDSBECOMEINCREASINGLY

EFFECTIVE, SHEER VOLUME OF ACTIVITY WILL CONTINUE

NOISE PROBLEMS AT SOME GENERAL AVIATION AIRPORTS
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- LAND-USE COPITROLSAND ZOPII,"IGARE DIFFICULT TO

IP]POSE.,ANDREPRESEPITESSE_ITIALLYTHELAST

RESORTINAVIATIO;JNOISEABA'I'Er_ENT

- THERE ARE CO_JSTIIUTIOPiALA_iDPRACTICAL PIEAIIS

FORRESTRICTIrIGAIRPORTUSEFORNOISECOPITROL

PURPOSES
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"A STATEPERSPECTIVEON GENERALAVI#,TIO:I/_i_]J)PLANI,IIE,IG'"

AN ADDRESS PRESENTED AT THE EPACONFERENCE

ON GENERAL AVIATIOr,_/'dRPORII'IOISEA[IDLAND USE COHPATIBILITY

OCTOBER :;-5, 1079

BY LUCIEG,SEARLE, COHMUNITY I IAISOI'J

EiASSACHUS_TT,fiAERUNALJTICSI:O;::,HSSION

I AM DELIGHTED TO BE A PARTICIPANT If;THIS EPA CONFERF-NCE OH

GENERAL AVIATION AIRPORT F_OISEAND LAND I.I_;EPLANNING, IT'SA SUBJECI'

THAT'S CLOSE lO OUR HEARTS AIIDEARS IN !'IASS,_CIJ,USETTS., SO I WELCOHE

THIS OPPORTUNITY TO SHARE '.,HTHYOU SOHE OF C)URTHOUGHTS ON THE SUBJECT

i'JHICHARE., OF COURSE, FROt!ONE STATE'S PERSPECTIVE,

RECENTLY, I STUfgBLED ACROSS A HAGAZINE APTICLE THAT I BELIEVE

SUt.ISUP QUITE NICELY THE AVIATIOI_ NOISE PRC_BLE:"IFROh THE PERSEPCTIVE

OF AN AIRPORT NEIGHBOR, IT IS ENTITIZED '/!IRPLANE, STAY "JAY FROr_;!Y

I_OOF,:' THE AUTHOR V!RITES: "You MOVE OUT FROf_THE NOISE OF A CITY,

YOU PAY A PREI,]IUr'_TO BE A_qAY FROI.iTHE PAh_FOAI:_,YOU CO TO A LOT OF

TROUBLE AND EXPENSE TO GET Oi'_A SIDE STREEI A,;AYFROi,_,BUSSES AND TIIE

TRUCKS, So IVHAT DO YOU GET,9 I_HY, ALONG ";IrH A BIG MORTGAGE., NEIC_HBORS.,

A MANGY LAVIN AND A LEAKING BASEMENT,, YOU GET PLANES, IT TURNS OUT

YOUR QUIET RESIDENTIAL SECTIOIJ IS A BOARDVIALIC.FOR r'.IODERNAVIATION,

AND THE PLANES COI,_EOVER AS IF YOU HAD PUT SUET OUT FOR THEM," THIS

ARTICLE APPEARED Ir'1A 19:i7IS_,UEOF TIIEe,SjGJj_I{_6_y_,J_II:IG._'OSZ: IT

WAS CITED AT AN EARLIER AVIATION CONFEREIICE SPONSORED BY THE NATIONAL

,A.EROf,rAUTICASSOCIATION IN -1.947AND USED IN A SPEECH ENTITLED "Z;AKING

GOODi'JEIGHBORSOF AIRPORTS, "

! TODAY IN I!ASSACHUSETTS, _'IEHAVE A GENERAL AVIATION NOISE PRDBLE_I

THAT IMPACTS NOT ONLY AIRPORT NEIGHBORS LIKE THE AUTHOR OF THIS ARTICLE.,

63



BUT THREATENS THE VIABILITY OF SEVERAL OF OUR KEY SUBURBAN GA AIRPORTS,

BECAUSE OF NOISE,,_,'JEARE HAVING GREAT DIFFICULTY--IN FACT.,WE ARE

LOSING THE BATTLE AT ONE PARTICULAR AIRPORT--IN I',IAINTAININGTHE RUN-

WAYS AND TAXIWAYS THAT !'IEALP,[:A,JYHAVE.,NEVER MIND EXTENDING OR

ADDING NEW RUI'.IWAYS, f,l,IDIF YOU REALLY _._AtIT'TO HAVE A SHOWDOWN

BETWEEN THE AIRPORT AND IT5 gEIGHBORS,.TRY TO PUT IN AN INSTRUtlENT

LANDING SYSTEM, ALTHOUG_m SUCH A KEY H/\ViCATIOHAL AID,,LINDOUBTEDLY,,

ENIIANCES SAFETY FOR AIRPORT NEIGHBORS AND USERS, IT IS REGARDED--

IRRATIONALLY.. I BELIEVE-- BY MANY AS A PIECE OF EQUIPMENT THAT WILL

LEAD TO AN INCREASE IN OPERATIONS AND, THERFFORE, MORE NOISE, i'IHAT

MAKES TODAY'S SITUATION SO AGONIZING IS THAT JUS[ ABOUT ALL OF

OUR GENERAL AVIATION AIRPORTS I{'I_iASBACHUSETTS WERE SITED 3D-LI0YEARS

AGO IN UNDEVELOPED AREAS SURROUNDED B'f AMPLE OPEN SPACE,

THE SOLUTIONS TO OUR NOIS_-PROBLEF.ITODAY ARE THE SAME ONES THAT

WERE AVAILABLE IN 1947: NOISE CONTROL AT THE SOURCE THROUGH QUIETER

AIRCRAFTJ OPERATING PROCEDURES- AND LAND US[!CONTROLS, FROMTHE

STATE PERSPECTIVE., I'l_GOING TO REVIEW EACH OF THESE THREE EL.EF'IEIITS

AND COMMENT ON OUR E)'PERIENCEAS HELL AS i'¢tiATI BELIEVE NEEDS l'OOE

DONE, UUR '[:IASSACHUSETTSEXPERIENCE" INVOLVES A STATE SYSTEH OF

2S PUBLICLY OWNED AIRPORTS AND AS _IANY PRIvA,TELY OWNED AIRPOFcTS OPEN

TO THE PUBLIC,

i, SOURCECONTROLis PRIMARILY A FEDERAL AND INDUSTRY RESPONSIBILITY,

FROM A STATE VIEWPO|NT, I.NZBELIEVE A GREAT DEAL REMAINS TO BE

DONE HERE., PARTICULARLY'I'¢ITH PISTON EI'IGINED PROPELLER AIRPLANES,

PROPS ARE BY FAR THE BIGGEST USERS OF OUR GENERAL AVIATION

AIRPORTS, BESIDES THEIR HIGH VISIBILITY AND,, [ MIGHT ADD..,

AUDIBILITY., IN THE TOUCH AND BO OPERATIONS ASSOCIATED WITH FLIGHT

TRAINING., PROPS CONSTITUTE THE LARGEST SEGMENT OF THE BUSINESS

AVIATIOH FLEET.,HHICH MAKES EXTENSIVE USE OF OUR GA AIRPORTS,
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PROP NOISE CAN BE CONTROLLED BY REDUCING PROPELLER TIP SPEED

WHICH CAN BE ACHIEVED BY A SLONER TURNING PROP OR A MULTI-BLADED

PROP. FROMWHAT I CAN LEARNJ NE ALREADY HAVE A GOOD DEAL OF KNOW-

HOW WHICH GOES BACK MANY YEARS. AND ADDITIONAL RESEARCH IS GOING

ON RIGHT NOW TO LEARN HOW TO BUILD A LOW-NOISE PROP--SUITABLE FOR

NEW DESIGN AIRPLANES OR RETROFIT--WITHOUT SACRIFICING PERFORMANCE.

THIS EFFORT IS BEING CONDUCTED JOINTLY BY fliTAND NASA UNDER EPA

SPONSORSHIP.

WHAT SEEMS TO BE MISSING IS THE INCENTIVE, PARTLY BECAUSE IT

IS ONLY IN RECENT YEARS THAT GENERAL AVIATION AIRPORT NEIGHBORS

HAVE FLEXED THEIR POLITICAL MUSCLES AND PARTLY BECAUSE FAA's FAR 36

STANDARDS FOR LIGHT PROPS PRESENT LITTLE OR NO CHALLENGE TO THE

INDUSTRY. SINCE FAR 36 WAS ESTABLISHED IN 1969,THE MODEST STANDARDS

SET FOR LIGHT PROPS (UNDER 12,$00 LBS.) HAVE NOT BEEN AMENDED TO

REQUIRE MORE STRINGENT NOISE LEVELS. THE RESULT IS THAT THE VAST

MAJORITY OF LIGHT PROPS HAVE, FOR SOME TIME, MET FAA's LENIENT

STANDARDS.

FROM THE INDUSTRY'S POINT OF VIEW_ ONE OBSTACLE MAY BE THE

ENORMOUS COST AND COMPLEXITY OF FAACERTIFICATION DF EVEN THE

SLIGHTEST DESIGN CHANGE, A SITUATION WIIICHOBVIOUSLY DISCOURAGES

INNOVATION AND RETROFIT. I ALSO WANT TO ACKNOWLEDGE THAT SOME OF

THE NEWER MODEL PROPS--AND HERE I THINK OF THOSE MANUFACTURED BY

CESSNA AND PIPER--HAVE ACHIEVED COMMENDABLE NOISE REDUCTION GAINS, PRI-

MARILY BY LOWERING THE RPMs,

AT ANY RATE, A COMPELLING CASE CAN BE MADE FOR IMPROVING THE PROP

SITUATIONj PARTICULARLY WHEN WE REMEMBER THAT THIS FLEET DOES NOT

TURN OVER VERY QUICKLY. THERE IS A BACK DOOR APPROACH TO DEALING WITH

THE FEDERAL REGULATORY INERTIA WHICH MY OWN COMMISSION HAS REFUSED

TO SANCTION SO FAR_ PARTLY BECAUSE OF THE CHAOS THAT WOULD RESULT
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FROM AIRPORT TO AIRPORT AND STATE TO STATE AND ALSO BECAUSE IT

WISHES TO AVOID REINFORCING WHAT SOME REGARD AS MASSACHUSETTS'

ANTI-BUSINESS IMAGE, AND THAT IS THE SETTING OF MAXIMUM AIRCRAFT

NOISE LEVELS BY THE AIRPORT PROPRIETOR, ONE OF OUR GA AIRPORTS

PROPOSED TO SET A NOISE LEVEL REQUIREMENT WHICH WOULD HAVE BEEN

MORE STRINGENT THAN FAR36,BUT FOR SEVERAL REASONS_ MY COMMISSION

TURNED THE PROPOSAL DOWN, THE POINT [ WANT TO MAKE HERE IS THIS:

WE WOULD LIKE TO TIE OUR STATEWIDE SOURCE NOISE POLICY TO A NATIONAL

NOISE STANDARD SUCH AS FAR36;BUT IT BECOMES INCREASINGLY HARD TO

DO THIS BECAUSE SOME OF THE FAR H6 STANDARDS ARE SO WEAK,

THE EFFORT TO QUIET THE BUSINESS JET FLEET IS ANOTHER STORY,

HERE, I BELIEVE, WE HAVE BEEN tIUCHMORE SUCCESSFUL, DESIGN STANDARDS,

FIRST SET BY THE FAAIN 1969,WERE TIGHTENED IN 1977,AND A PRODUCTION

CUTOFF DATE OF 1975 WAS SET FOR OLDER NOISY MODELS, THERE IS HARDLY

AN AIRPORT NEIGHBOR THAT DOESN'T RECOGNIZE THE QUIETNESS OF THE CESSNA

CITATION, THERE ARE OTHERS WITH IMPRESSIVE NOISE RECORDS, TOO, SUCH

AS THE FALCON 10, THE WESTWIND, AND THE NEWER LEAR JETS, JUST TO NAME

A FEW, IN FACTw WE HAVE DOCUMENTED THAT AT ONE OF OUR GAAIRPORTS_

OVER 40_ OF THE BUSINESS JET FLEET IS MADE UP OF CITAI'IONSAND i

SIMILAR TURBO FANS, WHILE I DO NOT HAVE COMPLETE FIGURES FOR OUR

OTHER GAAIRPORTS_ IT WOULD NOT SURPRISE ME TO LEARN THAT A LARGE

PERCENTAGE OF THEIR BUSINESS JET FLEETS IS COMPOSED OF THE QUIETER

MODELS, WHILE THE BUSINESS JET FLEET HAS A MUCH FASTER TURNOVER

THAN THE PROP FLEET, THE FACT REMAINS THAT BOTH TECHNOLOGY AND

THE MARKETPLACE HAVE RESPONDED TO FAA'sINCREASINGLY STRINGENT FAR36

STANDARDS,
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2, _U.EE_, IS THE SECOND OF THE THREE PART SOLUTION,

THIS INVOLVES DESIGNING SITE SPECIFIC MEASURES THAT ADDRESS AN

AIRPORTIS PARTICULAR NOISE PROBLEMS, IN MASSACIIUSETTS, THESE

HAVE INCLUDED PRESCRIBED FLIGHT PATHS, PREFERENTIAL RUNWAYS,

REQUIREMENTS THAT AIRPLANES BE AIRBORNE IN THE FIRST HALF OF

THE RUNWAY_ TIME OF DAY AND SEASONAL RESTRICTIONS FOR TOUCH

AND GO OPERATIONS AND DESIGNATED AREAS FOR RUNUPS,

I_E HAVE FOUNDTHAT THE MOST EFFECTIVE RESULTS COMEAFTER

A PARTICIPATORY EFFORT THAT INVOLVES AIRPORT NEIGHBORS AND

USERS ALONG WITH THE RESPONSIBLE FEDERAL, STATE AND LOCAL

OFFICIALS,

OPERATING PROCEDURESARE NOT A PANACEA_ BUT THEY CAN HELP

TO MINIMIZE NOISE IMPACTS, PARTICULARLY IF SOME NON RESIDENTIAL

AREAS STILL EXIST OVER WHICH AIRCRAFT CAN BE DIVERTED, ALSO,

OPERATING PROCEDURES OFTEN OFFER THE ONLY TANGIBLE NOISE RELIEF

TO AIRPORT NEIGHBORS,

WHEN I THINK ABOUT OPERATING PROCEDURES AT OUR GAAIRPORTS)

I CANNOT HELP BUT SINGLE OUT THE NATIONAL BUSINESS AIRCRAFT

ASSOCIATION WHICH HAS BEEN A LEADER IN DEVISING PROCEDURES AND

SPREADING THE NOISE ABATEMENT MESSAGE AMONG ITS MEMBERS,

TO GET THE MOST OUT OF PROCEDURES, IT HAS BEEN OUR

EXPERIENCE THAT WE NEED MORE HELP FROM THE FAAAIR TRAFFIC CONTROL-

LERS AT OUR TOWERED AIRPORTS, IVHILEWE DO NOT EXPECT THEM TO

ENFORCE LOCAL REGULATIONS, WE BELIEVE MORE COULD BE DONE TO

INFORM AND REMIND PILOTS OF THE NOISE RULES IN EFFECT,

3, _, THE THIRD ELEMENT OF OUR NOISE ABATEMENT TRIO, IS A MOST

CRITICAL AND CHALLENGING TASK, APPLYING LAND USE CONTROLS IS_

UNDOUBTEDLY_ A LOCAL AND STATE RESPONSIBILITYs ALTHOUGH THERE IS

CERTAINLY A FEDERAL ROLE, PARTICULARLY IN THE FINANCIAL AREA,
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HERE ARE SOME OBSERVATIONS AND HIGIILIOHTS BASED ON OUR

EXPERIENCE,

IN OUR STATE, AND ] SUSPECT THIS IS TRUE IN MANY OTHERS,

LAND USE IS A JEALOUSLY GUARDED LOCAL FUNCTION_ IN LARGE PART

BECAUSE OF THE PROPERTY TAX IMPLICATIONS, OUR ONE EFFORT, IN

1976, TO ENACT STATE LEGISLATION THAT WOULD HAVE REQUIRED LOCAL

GOVERNMENTS TO EXERCISE LAND USE CONTROLS NEAR AIRPORTS, WAS

UNSUCCESSFUL, THE PROBLEM IS COMPOUNDED, OF COURSEr BY THE

NEED FOR PROPER LAND USE PLANNING, NOT ONLY ON THE PART OF THE

MUNICIPALITY IN WHICH THE AIRPORT IS LOCATED) BUT ALSO THE

ABUTTING COMMUNITIES, OUR CLASSIC "WHAT NOT TO DO STORY" IS OF

ONE OF OUR MORE ACTIVE SUBURBAN BOSTON GAAIRPORTS, BUILT IN

THE 1940's BEVERLY AIRPORT IS LOCATED IN BEVERLY AND DANVERS

AND ABUTS A THIRD COMMUNITY, _ENHAM, FOR SOME TIME, THIS AIRPORT

WAS PRETTY MUCH SURROUNDED BY UNDEVELOPED LAND; BUT IN THE

EARLY 1960SS, A DEVELOPER PURCHASED SOME ADJACENT FARM

LAND IN THE NEIGHBORING Town OF DANVERSAND BUILT SCORES OF

HOMES, SOME OF WHICH ARE LESS THAN 400 FT, FROM THE LONGEST

RUNWAY, TODAY, OF COURSE, IT IS A NO WIN SITUATION FOR ALL

INVOLVED BECAUSE THE AIRPORT NEIGHBORS HAVE TO CONTEND WITH

NOISE,AND THE PILOTS HAVE HAD NOISE ABATEMENT RESTRICTIONS

IMPOSED ON THEM,

WHAT ARE WE DOING ON THE STATE LEVEL TO PREVENT THIS KIND

OF INCOMPATIBLE DEVELOPMENT FROM RECURRING? BASICALLY, POUR

THINGS: (i) PROVIDING TECHNICAL ASSISTANCE; (2) PROMOTING

AIRPORTS AS ECONOMIC AND TRANSPORTATION ASSETS; (3) JAWBONING

AND MORAL SUASION; AND (4) INVOLVING NEW RECRUITS IN THE CAUSE,

ON THE FIRST: PROVIDING TECHNICAL ASSISTANCE MEANS
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WORKING WITH AIRPORT MANAGEMENT AND LOCAL OFFICIALS TO COME

UP WITH _IAYSTO INSURE COMPATIBLE LAND USE, THISMAY INVOLVE

ZONING, PURCHASE OF LAND OR EASEME_ITS, SUBDIVISION CONTROL,

NOTICE TO PROSPECTIVE RESIDENTS THAT AN AIRPORT IS NEARBY_ SPECIAL

PERMITS AND OTHER STRATEGIES, BECAUSE THIS IS HOW ] SPEND A

GOOD DEAL OF MY TIMEj I HAVEj DURING THE PAST YEAR_ PUT TOGETHER

A GUIDE TO COMPATIBLE LAND USE PLANNING _IEARAIRPORTS IN

MASSACHUSETTS, THIS IS A SOUP TO NUTS COOKBOOK THAT PROVIDES

RECIPES FOR THESE AND OTHER LAND USE CONTROL METHODS,

DN THE SECOND: B,JEIIJ__DINGCOMMUNIZIES OF THE ECONOMI_

AND TRANSPORTATION__V_I,.U.jE_.QFTHEIR AjR.PO_T._S_LSOMEWHERE BETWEEN

THE EARLY DAYS OF AVIATION WHEN A MUNICIPALITY WAS WILLING TO

GIVE ITS EYE TEETH TO GET AN AIRPORT, AND TODAY'S NO GROWTH

AND ENVIRONMENTAL PHILOSOPHIES, MANY OF OUR CITIES AND TOWNS

HAVE FORGOTTEN OR LOST SIGHT OF THE VALUE OF THEIR AIRPORT, I

AM CONVINCED THAT MY JOB OF PERSUADING A PLANNING BOARD THAT A

CERTAIN PARCEL OF LAND OUGHT TO BE REZONED TO PROHIBIT RESIDENTIAL

DEVELOPMENT WOULD NOT BE SO DIFFICULT IF THE PLANNING BOARD

MEMBERS AND OTHER LOCAL OFFICIALS COULD SEE A DIRECT RELATION

BETWEEN THE NEED TO PROTECT THE AIRPORT ON ONE HAND_ AND THE

ECONOMIC BENEFIT OF THE AIRPORT TO THEIR COMMUNITY_ ON THE OTHER,

THIS CAN BE TOUGH BECAUSE IT IS NOT ALWAYS EASY TO QUANTIFY THE

VALUE OF OUR GA AIRPORTS, '_ANY OF THEM JUST ABOUT BREAK EVEN,

SO THEY ARE NOT DIRECTLY ENRICHING THE LOCAL COFFERS; AND A GOOD

DEAL OF TAX EXEMPT LAND IS INVOLVED, WHAT WErVE BEEN DOING IS

POINTING TO AIRPORTS AS GENERATORS OF JOBS BOTH ON AND OFF THE

AIRPORTJ AND AS AIR TRANSPORTATION ASSETS THAT CAN HELP ATTRACT

INDUSTRY TO AN AREA, BESIDES DOING THIS THROUGH PAPERS, ARTICLES,

69



AND TALKS) WE HAVE STRONGLY RECOMMENDED THAT AIRPORT MASTER

PLANS IDENTIFY AN AIRPORT'S PRESENT AND POTENTIAL ECONOMIC

ROLE, IN ADDITION_ WE'VE BEEN PUSHING AIRPORT INDUSTRIAL

PARKS AS AN EXTREMELY COMPATIBLE LAND USE,

ON THE THIRD: JAWBONING AND MORAL SUASION CAN BEST BE

ILLUSTRATED BY AN EXAMPLE, ABOUT THREE YEARS AGO_ THE CITY OF

WORCESTER ANNOUNCED PLANS TO BUILD AN INDUSTRIAL PARK ON

AIRPORT PROPERTY AND LAND ADJACENT TO ITS AIRPORT) A PROJECT

WHICH WE APPLAUDED, THE PLANS CALLED FOR A RATHER SOPHISTICATED

LIMITED ACCESS HIGHWAY TO BE BUILT TO THE AIRPORT, SHORTLY

AFTER THE HIGHWAY PLAN SURFACED_ AN ABUTTING LAND OWNER TOOK

STEPS TO GAIN SUBDIVISION APPROVAL FOR ALMOST 500 HOMES TO BE

BUILT ON A PARCEL OF LAND WHICH WOULD BECOME DEVELOPABLE ONCE

THE ROAD WAS COMPLETED, SINCE THE COMMONWEALTH OF IIASSACHUSETTS

HAD NO LEGAL AUTHORITY TO PROHIBIT SUBDIVISION APPROVAL BY THE

CITY OF WORCESTERj VIE APPLIED WHAT I CALL JAWBONING AND MORAL

SUASION, FROM OUR DOTSECRETARY ON DOWN_ WE POINTED OUT THE CITY'S

WOULD BE INCONSISTENCY OF PROMOTING AN INDUSTRIAL PARK ON ONE

SIDE OF THE AIRPORT WIIILE PERMITTING HOUSES ON THE OTHER, LOCAL

PILOTS APPLIED PRESSURE$ AND WE COMMENTED VIGOROUSLY THROUGH THE

A-95REVIEW PROCESS, I WAS FAIRLY NEW AT MY JOB., AND I WAS

DETERMINED NOT TO LET THIS SLIP THROUGH THE CRACKS, IT JUST SO

HAPPENED THAT IN THE 1976RENEWAL BY CONGRESS OF THE AIRPORT

DEVELOPMENT AID PROGRAM (ADAP),ACQUISITION OF LAND OR INTERESTS

THEREIN NEAR AN AIRPORT FOR NOISE COMPATIBILITY PURPOSES WAS

ADDED AS AN ITEM ELIGIBLE FOR UP TO 90% FEDERAL FUNDING, WE

IMMEDIATELY PREPARED A GRANT APPLICATION FOR THE CITY OF

WORCESTER TO ACQUIRE THE PARCEL_ AND I ENTHUSIASTICALLY SUGGESTED

TO THE CITY MOTHERS (AND FATHERS) THAT I THOUGHT WE COULD GET
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THE DESIRED FEDERAL FUNDING, As IT TURNED OUT, ICORCESTER DID

NOT GET ANY FEDERAL MONEY FOR REASONS WHICH I WILL GO INTO LATER,

THE UPSHOT OF OUR STATE JAWBONING WAS THAT THE CITY--VERY MUCH

TO ITS CREDIT--SPENT ABOUT $160,000 OF ITS OWN MOrlEY TO BUY

ABOUT 130 ACRES, I AM TOLD THAT THANKS TO MY POLLYANNA

PROMISES OF "0H_ I'M SURE WE CAN GET FEDERAL FUNDING FOR YOUj"

IIORCESTER HAS UNOFFICIALLY NAMED THIS PARCEL THE LUCIE SEARLE

rIEMORIAL PARK_

ON TIIE FOURTH: INVOLVING NEW RECRUITS IS MY WAY OF SAYING

THATj AT LEAST IN r_ASSACHUSETTSj WE HAVE TO DO A BETTER JOB

OF GETTING HELP FROM PEOPLE WITH LAND USE EXPERTISEj SUCH AS

LOCAL PLANNING DEPARTMENTS AND BOARDSj STATE AND REGIONAL PLANNING

AGENCIES$ THE REAL ESTATE INDUSTRYJ AND OTHERS, WITH A STAFF OF

13_ THE MASSACHUSETTS AERONAUTICS COMMISSION IS TYPICAL OF MOST

STATE AVIATION AGENCIESj AT LEAST OF THOSE THAT HAVE NOT BECOME

SUBSUMED BY THEIR STATE DEPARTMENTS OF TRANSPORTATION, OUR STAFF

IS MADE UP PRIMARILY OF ENGINEERS AND PILOTS WHICH IS FINEj BUT

THAT MEANS WE NEED TO MAKE CONTACT WITH THOSE FOLKS WHO CAN DO

FOR LAND USE WHAT AIY AGENCY DOES FOR AVIATION,

HERE ARE A COUPLE OF EXAMPLES: LIKE MOST STATES, MASSA-

CHUSETTS IS DIVIDED INTO REGIONAL PLANNING AGENCIES WHICH ARE

A "NATURAL" FOR ALL KINDS OF AIRPORT PLANNING BECAUSE THESE

AGENCIES WORK WITH ALL OF THE MUNICIPALITIES IN A REGION RATHER

THAN JUST THE COMMUNITY IN WHICH THE AIRPORT IS LOCATED, AND

AIRPORTS ARE A REOIONALJ NOT A MUNICIPALj FACILITY, TRADITIONALLY_

THESE AGENCIES HAVE BEEN HIGHWAY ORIENTED BECAUSE THEIR FUNDING

COMES FROM HIGHWAY MONEY, TO MAKE IT MORE ATTRACTIVE FOR THESE

AGENCIES TO DO AVIATION PLANNING_ THERE IS A BILL BEFORE CONGRESSt

THAT WOULD PROVIDE MONEY FOR THE HIRING OF AVIATION PLANNERS BY



THE NATION'S REGIONAL PLANNING ORGANIZATION,

Now FOR A MORE SPECIFIC EXAMPLE: BEVERLY AIRPORT_ AND

ITS ENVIRONS, WHICH I TALKED ABOUT EARLIERj HAS BEEN THE

SUBJECT OF A JOINT LAND USE STUDY_ CONDUCTED BY THE GREATER

BOSTON REGIONAL PLANNING AGENCY AT THE REQUEST OF THE

THREE COMMUNITIES WHICH HAVE THE AIRPORT AS THEIR COMMON

BOUNDARY, THE METROPOLITAN AREA PLANNING COUNCIL FINISHED

THEIR WORK JUST IN TIME FOR ME TO BRING A FEW COPIES ALONG TO

SHOW YOU, WE DO NOT AGREE WITH ALL THEIR FINDINGS AND

RECOMMENDATIONSj BUT THE IMPORTANT POINT IS THAT THE REGIONAL

i PLANNING STAFF GOT INVOLVED IN AND APPLIED THEIR SKILLS TO HELP

RESOLVE SOME OF THESE FRUSTRATING AIRPORT/LAND USE ISSUES, THEY

ACTUALLY MET WITH THE BEVERLY AIRPORT COMMISSION--POSSIBLY A

FIRST--AND I SUSPECT THEY NOW KNOW A GOOD DEAL MORE ABOUT AIRPORTS,

THIS IS WHAT I MEAN BY ATTRACTING AND INVOLVING NEW RECRUITS,

LAND USE CONTROLS_ AS I STATED AT THE OUTSET, ARE_

UNDOUBTEDLY) A LOCAL AND STATE RESPONSIBILITY_ BUT WHAT ABOUT THE

FEDERAL ROLE THAT [ ALLUDED TO EARLIER, HERE ARE SOME IDEAS FROM

THE STATE PERSPECTIVE) VIS-A-VIS GENERAL AVIATION AIRPORTS,

FIONEY,OF COURSEj IS ALWAYS WELCOME, IT SEEMS TO ME THAT WE NEED

TO BE ABLE TO ACQUIRE LAND OR INTERESTS THEREIN AROUND THOSE

AIRPORTS THAT DO NOT HAVE SERIOUS NOISE PROBLEMS NOW, IT IS

UNLIKELY THAT THIS WILL HAPPEN UNDER THE EXISTING FEDERAL

GUIDELINES,

To GIVE YOU AN EXAtIPLE, I HAVE TO GO BACK TO MY EARLIER

WORCESTER STORY, I EXPLAINED THAT THE 1976RENEWAL OF ADAP

PERMITTED FEDERAL FUNDING OF UP TO 90_ TO BUY LAND OR EASEMENTS

FOR AIRPORT NOISE COMPATIBILITY, HOWEVER_ WHEN THE FAAREGULA-

TIONS TO cOvER THIS FINALLY EMERGED_ IT WAS PRETTY CLEAR THAT
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WORCESTER WOULD NOT QUALIFY BECAUSE THE NOISE LEVELS THERE

WERE AND ARE NOT HIGH ENOUGH ACCORDING TO THE FAAGUIDELINES,

ALTHOUGH WORCESTER IS AN AIR CARRIER AIRPORT--IT HAS TWO FLIGHTS

A DAY BY DELTA--ITS OPERATIONS ARE ALMOST ENTIRELY GENERAL

AVIATION_ AND IT ILLUSTRATES WELL THIS DILEMMA OF AN AIRPORT

THAT IS NOT NOISY ENOUGH TO TAKE ADVANTAGE OF FEDERAL FUNDING,

AGAIN, ON THE NATIONAL LEVEL_ THIS IS THE THIRD YEAR

CONGRESS HAS CONSIDERED FEDERAL NOISE LEGISLATION, EACH BILL

HAS CONTAINED PROVISION FOR LAND USE COMPATIBILITY PLANNING,

BUT THE SILLS APPLY ONLY TO AIR CARRIER AIRPORTS,

IT IS NOT MY INTENTION TO BE CRITICAL OF FAAOR CONGRESS

ON THIS SCORE BECAUSE IT WOULD BE IMPOSSIBLE TO FUND ALL THE

POTENTIAL LAND USE REQUESTS, NOISE IS NOISE AND IT IS UNDER-

STANDABLE THAT FAAGUIDELINES FAVOR THE MORE NOISY AIRPORTS,

THE POINT IS THAT THIS USUALLY LEAVES OUT GAAIRPORTS,

IT SEEMS TO ME THAT ONE WAY OUT OF THIS BIND IS THROUGH

BLOCK GRANTS TO THE STATES, AND THERE IS REASON TO BE OPTIMISTIC

HERE BECAUSE EACH OF THE PROPOSALS TO RENEW ADAP--THATOF SENATOR

HOWARDCANNON_ THE ADMINISTRATION_ AND THE NATIONAL ASSOCIATION

OF STATE AVIATION 0FFICIALS--PROVIDES FOR BLOCK GRANTS,

IN ANOTHER AREA, THE FEDERAL GOVERNMENT COULD MAKE LIFE

EASIER FOR ALL OF US BY ELIMINATING THE ALPHABET SOUP WE HAVE

TO DEAL WITH AND DESIGNATING ONE SYSTEM FOR MEASURING NOISE

AND DESCRIBING ITS IMPACT,

0BVIOUSLY_ I HAVE CONCENTRATED MORE ON THE LAND USE APPROACH

TO NOISE ABATEMENT BECAUSE I BELIEVE IT IS THE MOST DIFFICULT

TASK AND ALSO BECAUSE IT HAS BEEN SINGLED OUT--AS I BELIEVE

IT SHOULD BE--IN THE TITLE OF THIS CONFERENCE,
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NoN, TO RECAP WHAT I HAVE SAID. YES,WE DO HAVE A NOISE

PROBLEM AT OUR GENERAL AVIATION AIRPORTS. THE SOLUTIONS ARE WELL

KNOWN, AND THEY HAVE BEEN AROUND FOR SOME TIME.

WE COULD, IN SOME CASESj IMPROVE OUR TOOLS,

° SOURCE CON RO_Lis PRIMARILY A FEDERAL AND INDUSTRY RESPONSIBILITY,

WE NEED TO MAKE MUCH BETTER USE OF THE AVAILABLE TECHNOLOGY,

AND STANDARDS FOR LIGHT PROPS MUST BE TIGHTENED,

° __j WHICHCAN PROVIDE MEANINGFULNOISE RELIEF

TO AIRPORT NEIGHBORS NOWj ARE SITE SPECIFIC. THE MAIN EXCEPTION IS

THE NBAAPROCEDURES, BASED ON POWER MANAGEMENT, WHICH ARE APPLICABLE

AT ANY AIRPORT. THE MAJOR TASK IS SPREADING THE WORD AMONG

PILOTS AND GETTING THEM TO USE THE PROCEDURES. THE AVIATION

PRESS HAS HELPED ON THIS SCOREj PARTICULARLY BUSINESS AND

COMMERCIAL AVIATION WHICH RUNS A MONTHLY NOISE COLUMN. WE COULD

USE MORE HELP FROM THE FAATONER CONTROLLERS,

° LAND USE CONTROL REQUIRES ACTION FROM LOCAL GOVERNMENTS WHICH

THUS FAR HAS BEEN THE WEAKEST LINK IN THE CHAIN. ALTHOUGH WE

WERE UNSUCCESSFUL_ OTHER STATES SHOULD SERIOUSLY CONSIDER

LEGISLATION WHICH WOULD GIVE THEM CLOUT IN THIS PREDOMINANTLY

LOCAL MATTER.

OUR ABILITY TO PURCHASE LAND NEAR GAAIRPORTS FOR NOISE

COMPATIBILITY WOULD BE IMPROVED IF THE CHANCES WERE BETTER OF

GETTING FEDERAL MONEY TO HELP DO THE JOB. TOWARD THIS

ENDj WE NEED TO SEE THAT BLOCK GRANTS TO THE STATES ARE PROVIDED

FOR IN THE RENEWED ADAP,
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THE NOISE ASSOCIATED WITH
GENERAL AVIATION ACTIVITY

BILL GALLOWAY

Principal Oonsultan±
BOLT_ BERANEK & NEWMAN, INC.

C&noga Park, California

OCTOBER 3, 1979
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SOUND EXPOSURE LEVELS AT 6500 FEET FROM BRAKE RELEASE ON

TAKEOFF FOR REPRESENTATIVE GENERAL AVIATION AIRCRAFT

_I_QP$

AEROCOMMANDER560E 102 PIPERPA-28-140 76

BEECHBBO 101 CESSNA172N 75

BEECH V35 96 GRUMMANAA-5 73

CESSNA210L 95 ROCKWELL690B 69

CESSNA3100 95 CESSNA150 68

AEROSTAR601 94 CESSNA152 65

BEECH58P 94 JETS

CESSNA207A 94 HS-125 112

CESSNA401 94 JETSTARI 110

CESSNA414 94 JETCOMMANDER 109 I

PIPERPA-32-300 94 LEARJET25 105 I
f

PIPERPA-23-250 93 GULFSTREAMII 104

CESSNAP210N _3 SABRELINER60 104

CESSNAAI85F 92 FALCON20 102

BEECHA200 91 LEARJET24 100

BEECH76 90 JETSTARII 94

CESSNA182 If9 SABRELINER65A 93

CESSNAT33711 !19 FALCON10 90

CESSNA421B B8 LEAR,JET35 89

MITSUBISHIMu-2N 87 CITATIONII 86

MOONEYFI20 _5 CITATIONI 85

PIPERPA-34-200T 84

CESSNA182Q 82
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APPROXIMATE EFFECTIVE NUMBER OF PROPELLER-DRIVEN SMALL

AIRCRAFT REPRESENTED BY ONE LARGER AIRCRAFT IN COMPUTING

DAY-NIGHT SOUND LEVEL

APPROACH TAKEOFF

15.00.f_- 6___0FEET

MEDIUM REE!P. TWINS 2,5 1,6

SMALLTURBOPROPS 1,6 25

DHC-6TWINOTTER 8 8

LARGETURBOPROPS 200 25

DC-9-30/737-100,200 125 400

737-2000N 16 400

727-100 200 800

727-100/200QN 25 630

BUSINESS-TURBOJETS 160 80

BUSlNESS-MED, TURBOFANS 16 8

BUSINEss-NEw TURBOFANS 2,5 1,6
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"The Impac= of General Avlarion Aetivlry on a Local Economy"

EEMARKS BY MICHAEL J. MCCARTY',H_J_AGER,
AIRPORT _D Eh_IRO_MENTAL SERVICES

NATIONAL BUSINESS AIECRAFT ASSOCIATION, INC.

CONFERENCE ON GENERAL AVIATION AIFJ_ORTNOISE AND
LAND USE PLANNING

Atlanta, Georgia
October 3, 1979

Itts a pleasure to be here today and have this opportunity to describe what /mpact

general aviation has on the CosntZ'yWS economy. For one reason or another, there

seems =o be a mysterious cloud which linger= over rh-people's vision of what role

genaral aviation activity and the community airport plays in their every day lives.

Part 0£ this mystery can bo resolved simply by resllzing what general svlstion

really stands for.

"General aviation" itself is that very loose and misl_ading term which is usually

associated with everything except the airlines and military. That means that prive=s"

business alreraft, air taxis and charters, air freighters, contract carriers, mall

plans, pleasure and acrobatic aircraft, flight trainers, crop dusters, banner towing,

construction helicopters, blimps, free baloons, gliders, frlsbles and high flyballs

to rdgh_fi_Id are el! placed in the general aviation category.

_i_h all this acrivlty, no wonder general avaiaclns accounts for 98 percent of the

ac_£ve aircraft, 8Y percent of the total hours flows, 65 percent of the aircraft

miles flnwr,,and gl percent of all aircraft operations. It's necessary, however,

to go beyond all this and attempt _o identify, in one word, what a majority of

general aviation is all about. The word I keep coming back to is "bualnnss"--
.i

thetis rdgh=, general aviation means business.
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Two years ago, the St, Louis Globe-Democrat took a survey to identify what

function the general aviation activity in the area was serving. The Globe found

that 72 percent of the activity was for business' and co=merc_al purposes, 23 'percent

was for personal transportation and proficiency trainlngp and only 5 percent for

pleasure.

Now, as I represent the business flylng which is under this genera_ aviation

umbrella, I would llke Co narrow my text Co this epeoiflc area. Y also believe it

would be helpful on briefly describe the business fleet and why companies use

aircraft°

There are today some 50,000 business aircraft in the United States, of which nearly

10 pernent are turbine powered. Thi_ is appzoxlm_tely 27 percent of the total
I

general aviation fleet.

A re0ent study by an independent research flrmshows that, of America's top 1,000

industr_sl corporations as listed by _OgTUNgHasazlne, 514 now operate thelr own

huslness aircraft--s total of 1,773 planes. This compares with less than 450

compasies Just four yeats agol

BUSINESS WEEK Magaclns last year pointed ouc Chat "Corporate aircraft are radically

transforming the way many companies do business, And they ace helping CO change

the geographical tilt of the United States economy, as more companies build plamts

without regard to the rigid corridors of public transportation." This article

also stated that "The impact of corporate flying, moreover, may grow more than

the sheer numbers growth would indicate. Increasingly, U.S. companies are uslng

their aircraft as sophistlcnted tools that do more than s'imply haul top brass from

polnt-to-polnt in cpmfort."
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A few examples of company use of business aircraft are:

O_fsrd Industrlcs_ l_c., an Atlanta-based apparel maker that uses a twln-engine

Beeoheraft to fly departmen= score personnel to its plants where _hey can oversee

orders being produced. According to the firm's Vice Chairman, glvlng buyers

co=merclal airline tickets would not work because the company's 38 plants are

scattered across six southeastern states--many in towns with grass airstrips

that lack co_erelal service.

Xerox Company is reported to fly 15,000 employees a )ear o;t a company owned shuttle

plane between its Stanford headquarters and its Rochester, New York, plant--

saving $410,000 a year over co_ercial alrfares and cutting travel t/me as well.

O_s of the key reasons why more and more businesses are turning to the use of

their own aircraft is that airline service is decllnlng--5oth in numbers of

flights and in points served. According to CAB figures, the certificated airlines

now @errs only 400 points in the Contlnen=al United States--a 30 perc_n_ decrease

_rom the 567 served _n 1960.

As things stand today, the company airplane may well be the only llnk for a manager

_- reaching more than 19,000 unlncorporaced co_munlties, and even 379 cities _rlth

populations of over 25,000 that do nst have any alrline service.

Th.eye arep of course, many reasons other than declining arillne service for

more and more companies to add aircraft to the company inventory oE productive teals.

But _hey usually net down re the convenience, mobillty, and flexlbillty that allow

i
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managers to increase that radii of action.,.to decentralize their plant, ware-

housing, and marketing structutma...to diversify their scope of operations...mampnte

In uupenetrated market_...and to maximize the potentials of plant locations through

greater mobility for managers.

The company aircraft can be scheduled to go where the manager wants to go,

when he wonts to get there_ and "there" may be someplace not even served by

com_erslal.alrlimes.

The company aircraft usually providn an office envir_ru_e_: that increases management

ptoduttivity. It is a very com_em enrsute work pattern for a two to four man

oon_etemae to be held. Or individual executives can empty the Briefcase of work

wh$1e traveling--something they would hesitate to do in the clone-quarters settlnE

Of a commercial flight. 0_, they may plan their business call a_ the destination

city, or prepare their formal trip reports on the way home. In fact, the chief

executive officer of one nf our larger NBAA member companies says that "...using

the company plane is a sneaky way of getting more working tlme out of our

_._enutlven."

And, of course, there are the obvious advantages. No time need be lost waiting

for the next scheduled flight once business is concluded. C0nverscly) no efficiency

need be lost because sufflclent time cannot be allowed to complete the business

because the executive must "catch a plane."

Yrom the self-serving point o£ view o£ the businesses =hemselves, it would appear

that the use of aircraft is a productive addition to the corporate econo¢y. But,

by now you are probably asking what all this has to do with the impact business
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aviation has sn the naClonal economy? Whac is the public benefit from general

aviation actlvlty7

Unfortunately, this has never been measured in any great depth by anyone--lncludlng

the Federal Aviation Administration. However, by sampling some individual

situations around the Nation, it is possible to get a feel for the contributions

made by avlatlsn in general, and business aviation in particular.

In Ohio, for example, a statewlde airport program was initiated in 1965 with

$6.2 million in State funds, and matching monies from the 1ocalitles involved--

a start-up total of $12.4 million. Sixty-four counties participated by building

mew airports and improving existing facilities. When the State later conducted an

evaluation of the program, the following specifics ware dete_mlned:

At 20 new airports created under the pzogra_, almost half of all landings and

takeoffs belng made were by corporate aircraft and commercial cargo planes•

More than half of 150 manufacturing firms selected at random throughout the

sta_m use their air transportation facilltles frequently.

The counties w_th new alrporcs had a three-percon_ higher payroll rate" increase

after eomple_ion of the airport than did the counties which did not participate.

Extrapolating from the experlenue of partlclpatlng counties, compared with non-

participating counties, it appears that over a four-year period, Ohio netted $250

_Ltlllon in additional personal income, and created more than 60,000 new Jobs by

wlrtue of the airport development program. That is a beneflt-to-cost ratio of 20 to i°
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On a national basis, the JOUKNAL OF COMMERCE on t_rch 27, i_78, reported on the

growth of the corporate aircraft fleet, and stated _hat, "...over l,O00 plants

in the last three years have been located in areas distant from ma_or city

air_orts. Decemtraliza=ion makes it tougher to kser tabs on operations without

bloating the executive ranks. In addition, the airports wish airline service are

dwindling."

Many towns and to'-=unitiss na_ionally recognize this. Lse's Summit, Kansas, for

example, recently purchased a private airport for the Citl, and is mxtending the

zumwmy from 2,400 _o 3,000 feet to accommodate twin-engine aircraft. The stated

purpose is to make the airport as attraction for industry.

Dr. A, Ersklne Sprsul, Chairman of the Shenandoah Valley Airport Commission, at

Staunton, Virginia, reported that 20 new industries employing at least 4,000 people

have moved into the area in the last 17 years, and airport facilities were listed as

n prerequisite by all of them.

The Milan, Tennessee, MIRROR, reported last year on gibson County's opening of a i

new airport with a 4,500 runway to "handle all business Jets and piston driven !
[

pla_es..." Mr. Argyle Graves, Chairmas of the Airport Commission, was quoted as

naylng, " Seventy-flve percent of prospective plants use Jets, and _ know of one i!

hi E plam_ which bypassed Milan and went to a neighbotlng Tennessee town because

they had adequate airport facilities. Contrary to what many people think," Mr. Graves

eontlnued, "alrporcs are not a luxury enJoysd by a fsw. They have become vital links

for the business world. With the new facilities at Cibson County Airport, a business

executive can fly to Chicago and back and transact his business in less _han eight
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hours. I feel that chat airport will be one of the county's greatest

assets."

In 1978, the Santa Barbara, California, NEWS PP_SS ran a roundup on local air-

ports and what they contribute to the economy. They stated chat because of

industry located on the airport, the Santa Harla Public A/rporc provides Jobs

for 1,600 area residents. It makes possible private and airline transport

to cattlemen and vegetable producers. Columbia Records uses it for air freight

service; oil companies use i_ as a staging airport for geologists in the area.

The report also included the Lompec Airport, with a _,600 runway, and states thht this

airport has 16 persons employed c, It wlth an annual payroll of $100,000.

The Oxnard, California, PRESS-COURIER reported that the CamarilloA/rporc,

with 90,000 takeoffs and landings in 1977, Eeneraced $310,000 in revenue--more than

it costs the county to operate the airport. IC also generated $64,000 in local

taxes. In addition, tenants at the airport employ approximately 390 persons wlch

a payroll of over $3,5 million ann_ally.

At Odessa, Texas, the Airport Board surveyed 135 businesses selected at random In

the area and found that 46 percent of Chs compsnles had customers, buslness

associates, or company personnel who travel to and from Odessa by business air-

cr_fc. This represents a passenger flow of 385 passengers a month traveling by

other than scheduled aircraft. Over 50 percent of the business that operate

a_rcrafc to Odessa stated chat additional facilities would encourage more use of the

airport.
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The S_nta Aria, California, Chamber of Commerce Sent questionnaires to 1,000

randomly selected business in the area acd received 518 replies. Seventy-one

percent of the replies showed a need for air transportation facilities. Twenty-

eight percent of _he 518 companies said the Orange County Airpor_ had influenced

in the decision _o locats within the County.

Twenty-flve percent said they use general aviation aircraft, and average ten

flights per eosth. Of that group, roughly 40 percent--or 51 companles--had their

own aircraft; the remainder chose to use charter flights.

All these examples support the finding of a U.S. Department of Commerce survey

which polled 3,000 =anufacturing firms to determine factors influencing dndustry

location decisions. The availability of air service and preferred community

size were two survey items. For Ii percent, availability of air service was

considered critical; and for 17 percent, significant. Cities of under 25,000

were the preferred sine for 20 percent of the firms, with 38 percent choosing

cities of 50,000 or less.

Another survey of leading United States firms revealed that 80 percent would not

locate a plant in an area lacking an alrpoct, and 57 percent indicated that the

airport should be capable of handling heavy twin engine aircraft.

Xn addition to bringing business into a co.unity and helping local people to

conduct business outside the community, airports bring very tangible benefits to

the entire population. The access an airport provides and the employment opportunities

• i
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it offers are easily recognized. Less apparent, perhaps, but no less important

age;

I. Value of time saved (by passenger plus "domino effect")

(a) _uslness flying

(b) Pleasure flying

(e) Utility flying

2. Emergency value (hu_n life and property)

(a) Natural disaster (earthquakes, floods, wind and weather)

(b) Crime control and law enforcement

"(c) R/ors and civil disturbance

(d) Rescue and life savings

(e) Forest fire fighting

3. NaCional defsnss value

'(a) Pilot training and availability

(b) Value to war time comba_ use

(e) Civil Air Patrol

4. Promotion or stimulation of air carrier flying--provides valuable

fester traffic

5. Entertainment value

(a) Value togeneral aviation passengers (in terms of gratification)

i) Air shows

2) Rndlo, TV, movies

3), Vacation and resort area development

4) Sightseeing and other transportation modes
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(b) Value to entertainment industry

6. General business industry associated with general aviation travel

(a) _tels

(b) Ground transportation (taxij limousine, car rental, etc.)

(e) Meals

7. Specific benefi=s related to general aviation

(a) Aerial pho=ography and zapping

(b) Fish spon.'-_.ugand fish savings

(C) Fores= fire. patrol

(d) Power and pipeline patrol

(u) Corporation internal business aircraft management, maintenance, end

operations, pers0nneland expenses.

The local airport is rapidly becoming the principal gateway to the Nation's modern

transportaclon system., Communltles large and small'are realizing that to be

wlthouc air service today is as detrimental to their development as being bypassed

by the railroads was a century ago, or left off the highway map 25 years ago.

Comunltles that are not readily accessible to the airways may suffer penalties that

can effect every local citizen--whether he flies in a general aviation aircraft,

uses commercial airlines, or never has occasion to travel at all.

The role of the general aviation airport in providing air access is increasing. By

having access to all the Nation's airports, general aviation aircraft can bring the

benefits and values of air transportation to the entire hountry. !

THROUGHOUT THE COUNTRY, AIRPORTS AND GENERAL AVIATION I_EANS BUSINESS.
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THE WESTCHESTER EXPERIMENT
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NOTICE

This document was prepared by Ns. Joan E. Caldwell, President, Northwest

Green_ich AsBocia_on, and l_ disseminated under the sponmor_hip of the
Department of Tran_portation _n the _nt_rest of information exchange.
The United _tatea Covermmemt assumes no l_abii_ty for lt_ con_e_ts or
use thereof.
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WESTCNESTER EXPERIHENT

Ever since the aircraft ceased to be an interesting curiosity to those

on the ground, resident annoyance with noise has been the subject of

vigorous co_plalet. For years_ the owners, operators and users of
airports and the Fuderal Government failed to deal with noise complaints
and looked at residents as Irrational and unreasonable. Residents an

the other hand took a conspiratorial view of noisemakers.

Blasted by noise wblch took away their peace and tranquility, and faced
with little or no response from the airport community, frustration set
in,

Thus, the scene was set for confrontation between two desperate groups,

the airport and its neighbors, neither one fully understanding nor

trusting the other.

Vestchester County (N.Y.) Airport (WCA) on the Connecticut border provided
a testing ground for the ugderstandlng and coalition of these two groups,
and for the development of noise abatement procedures with which both

groeps were comfortable. Ne call it the Nestcbester Experiment,

So that the Westchester Experiment may be used as a model for future

action, we will describe tile background of the problem at WCA, the
goveremental response to resident complaint_ and resident action In

precipitating _he Experiment.

Background of the Problem

Tile Airport:

I_CA is a 700 acre g_neral aviation airport Jntated on tile Connecticut -

New York bo_der. Like many ef the general aviation facilities, it was

created from a little used _erld War II military installation that had

been located, durillg an emergency situation, into the midst of four
well-establlshed r_sidentla| co_unltles.

During 1976, the airport ranked fourth in total operations and second
in general aviation operations in N_W _ork State,

The user group at NCA is mised. It includes the corporate Jets for many
of "Fortune's 500" corporations, light aircraft for private use and for

training, and commercial carriers prov£dlng scheduled service. Also,
the Air National Guard has an air reconnaissance mission at WCA,
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Each of the uses presented a different noise _xperience for the neigh-
bors and pru_luded any _imp1_' _,.;.rlon to the noise problem.

Neil_hborhood Area:

The surrounding residential neighborhoods arc as mixed as the aircraft

at WCA, On the Connecticut side of the state line, there is a stgnif-
Icant area of large lot development (2 to 4+ _cres) with expensive
homes. On the New York side, land us_: patterns vary by community but
tend to he more dense. Lot sizes there are generally one acre or less.

All of the communities have the usual c'.mblnation ¢_f schouls, churches,
hospit,11s and recr_.itional ar_as. Thur_ ilev_,rwas. nor ts th,._renow,
any significant business dev_lopment in the,_rea.

The Noise:

Early in the seventies. _hun ,_nnual operatlon._ wure at an at| time high
of 282.000 movements, there were four typ_s of objectionable airpdrt
noise. Though there were other nois_ problems, these _our were the

subject of most neighborhood objection: |) .}_ operatlons, _articularly
during sleep hours from IO:uO p.m. to 7:00 a.m.; 2) liigh frt.quencv jet

engine run-ups; _) Use of reverse thrust, uspuclally at night; ._nd, 4)
The datsy-chaln of light aircraft doing touch and go.

Resident Complaints and Governmental Action

Concerted resident complaints began in 1968. Prior to that tlme they

had been sporadic. The complaints were spurred by the growth of WCA

from 145,000 operations in 1958 to 254.000 operations in 1968, Further-
more, multiple uses of the airport and the increased use of jets with no
discernihle noise abatement procedures drove residents to bitter complaint.

Greenwich, Connecticut, residents through their Homeowner Association

formally complained about aircraft noise from 1968 to 1974. Their
complaints were constant and articulate. They were made orally and in

wrltlng. They were addressed to _very level of government from the FAA,
Eastern Reglon_ to the o_rner of the airport, Westchester County, New
York. Residents enllsted and tecelved the assistance of the Town of

Greenwich and of their Congressman but their complaints fell on deaf

oars. There was no meaningful response. The FAA dealed all authority
over use o[ the airport; the owner claimed that the operator had authority
under terms of the lease; and the operator insisted that Federal law

vested the authority in the FAA and owner rospectlvely, Thus, the
residents were carefully shuttled from one authority to another in what

mlKht properly he called The Shell Game.
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Citizen Action

In the spring of 1974 in total frustration nv_r Rovernmental dea£ness,
the residents of northwest 6reenwich hired the Westport, Connecticut, law
firm of Davidson and Sparer rn file a lawsuit.

Late in the summer of ]974, an action was filed in the Federal District
Court in Nuw Haven, Connecticut, (Docket B-74-280) by the Homeowner
Association _ against the o_'ner and the opt-rater of Westchester County
Airport and the FAA, The citizens were joined in this action by the
Town of C,reenwtcb, Connecticut. Essentially the plaintiffs _ sought
$20,000,000 in damages, in addition to injunctive relief requiring an
enforced noise abatement program and a curfew, Finally, the residents
Ilad thL' ear of Government!

In tim six mantles following, consid_.rable l['ga] maneuvering took place.
Tht, important result was that in January of 1975 the airport owner,
_'u;;tcht.ster County, offered to nugotinte, and thL, National Busilless
Aircraft Association (I,'BAA) sought to participate in the negotiations
on behalf of their corporate members,

To offer to negotiate was immediately rejected by the Homeowner
ASso¢tatlOT1 for three reasons:

]) F_Jstrust of till' _lirport OWlltrt_ motives, based on years
o_ uxpL*ri_ncL.;

2) real_ation that ulistructured nt.gotJalions were worthless;

,3I1¢] m

3) fvar that l, rul¢,ug_'d nL.gotiat_on:; wm_ld empty the Association's
treasury becnu._c el increased let',al costs,

Homeo_'ner reluctance to negotiate was eventually overcome by the NBAA
aud the I,'Lstchester County P_lots Association, Iqith permission e£
counsel, the presidents of _acb of th_se organizations contacted the
president of the Hot_eowner A_;soclation. A mc.uting was set up during
which the._e representatives of the avlatJn_ community convinced home-
o_'ners of t]1o_r sincerity and eagerness t(_ dt,;]] with the noise problem
by developing a noise abatement policy for k'CA, They also conveyed the
concern of both the airport owner and the. Frd_ral Covernment chat a
peaceful solution to tile problem be reached.

k'itb NBAA assurances of techn|cal assistance and some tough negotiating
between lawyers, a Stipulation of Settlement was hammered out and signed
In July of 1975, one year after the lawsuit was filed, Determination by
the homeowners to deal with their noise problem through the courts
finally product:d the long awaited r_sult.

_¢l_ort]iw_._L (;r_.enw_ch A._._ocJ.qtion

t
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The St[pulat[on

The Stipulation is a _omprehensive document _hat sets forth _he parties,
_hetr r_lacionships and the conditions governLng the n_gotia_lons _o
resolve the noise problem. _n effect, it identifies Lhe iIsers - the
p_opLe making the noise, and the residents - the people hearing the
noise, as _he princ_pa[s in these negotiations.

The S_ipulaLion called for the formati_)i_ of a Comml_e consisting of
these _wo groups _o meet on a regular basis wfth a sl_ecifled agenda (See
Appendix). The S_lpulation mandates thac the F_%, the a_rport owner,
and _h_ op_racor s_ve _h_ Committee in an advisory capa_lcy, _upp[y_ng
such data as needed co deal wL_h th_ nol_ problem obJ_ctLveLy.

In re¢ogniClon of wha_ Is now acknowledged as _he alrpor_ owner's
responsibility, Wes_ches_er County agreed to _vie_, g_ve good faith
consideration and ac.___upon a_l cecommenda_h_n_ of the C_mm|_e with
respec_ Co noise abatemen_ and _afety procedures.

Nego_iaC_ons undar _he S_ipula_ton began in September _975 and have
con_inued productively _o da_e.

The Wes_chester ExperLment has produced m_aningfuL results _n _erms o_
noise reduction. Negotiations t_nder th_ Scapulae[on and conc_slons l_y
the airport com_l,unity hav_ r_sul_ed in th_ _oLlowing:

1. The development, printLng and distribution of a nolle abat_-
men_ procedur_ for WCA. The pru_edure Ltse[[ Ls _h_ result of
_areful, expensiv_ s_t*dy and f_e_d c_s_[ng hy the _4BAA _s[ng
a_rc_afc borrowed f_m ch_ corpora_[ol_s. Tho procodu_e docu-
ment is des_ned _o be inserted in the pilot's manua_ and is
_lven _o all users of _he airport. _ork is unde_ way to have
J_peson, pfLo_'s manuals, £n_lud_ _h_ proc_dur_ In _ts
regular pub_lcation.

2. A voluntary curfew of jec _akeo_fs _com 1L:00 p.m. to 6:30
aom. This cur_ew has be_n adhered _o by _he majority of
resident users. I_ has considerably reduced regiona_ noise
but homeowners feel that there is still room fo_ improvement..

3. Eltmina_lon of reverse thrusts except in an emergency situation.

4. A voluntary reduction in couch and go operations by using
smalle_ regional airports.
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b. Prohibition of turbine engine run-ups unless an emergency

,.,;isis in which case apprnval must be given by the airport
operator. At all times specified area:; of the airport are
mandated for this engirl_ work,

6. A manned, t_unty-four hour noise complaint number set up by
the operator with an established procedure for logging and
dealing with each t, ompiaint.

7. The purchase of a portable noise monitoring unit to measure
noise exposure ,3round the residential cow.unity. Funds are

now being rc.qLic+sted for a permanent m+,nitoring system to
instjre fl constant I101St' _o_suremel_t ne_rL.r the SollrcP,

8. _nt_t/llIation, by till ovnur, of instrument guidance syfitems to
a,q.,ii_;t ill coBipii,'ln¢i, with noise abatement a_ld safety procedures

agreed upon at I,'CA.

9. i;atfonwide imblication that h'CA is a noise sensitive _frport
and that noise, abatement procedures are in effect and must be
obeyed by nil pilots.

i0. Representation of ht,mcown(,rs on the k_Cg _laster Plan Policy

Liaison board. The B.ard will provide tile cttizen-re_ident
illpUl ft_r dL'vClOplth nl ,'f U I(Ul F ranp, c p]iu_ for ICCA.

These reHults were not easily achieved. The first fe_, meetings were
tens(, aud :It tirr, t'_ _31_,o_t ho_,tllc, Tbt* hostility stemmed from the hone-
o_,¢,r_ ]OlI_.: /rtl_ll';,t J_ll ,311d ;!ngur, ;rod the pilrltS I anxlt'ty ovt.r the
demands that might be made on them.

In retrospect, we realize that these sessions served a constructive
purpose; the_ enablea all parties to nit" thetr resentment.,, and realize

that the problems involved wtre not, after all, insurmountable.

k'hlle th,.ru are many difficult issues still to he resolved, the dialogue

betwee_ the all'port cnnm;unit} and the homen_nlers has produced objective
discussion, mutual trust and an atmonph_,re of positive solution. The
work to d;ite has gone a long way towards making Westcbester County Airport

a better neighbor, Future discussions and actinn hopefully will make it

a 8ood nvlgbbor, so that any f_lture resort to tim Courts fill be unnecessary.

Through otlr experience with tb_ l,'e_;tchester Experiment we have found
that reasonable people., working together, can achieve a great deal,

101



APPENDIX*

The Commlctee shall initially consider, study and, if posslble, report

on the followlng items:

(a) Night oper_tlons nc the airport between the hours o£ 11:00
p,m. and 7:00 a.m,

(b) Abatement of noise disturbance from engine run-ups and 8round
operatlons.

(c) "Touch and go" fllght procedures.

(d) Scheduling of student pilot tralning.

(o) Th_ fu_Ibilit? and dus_rahility _f establlshln R a pref_rentlal
runway system.

(f) Runway restrictions,

(g) Raising the floor under thu La_u_rdla Terminal Control area _n

a_d aroul_d W_cch_ster County Airport to a minimum of four
tilousand feet (_,000') HLS, or above, from its current floor

of thr_c thousand feet (3,000') HSL.

(h) Th_ satc_t _nd most deslrable angle for the existing g]_de

slope and any future glide slopes _hnt mSght be £ns_alled.

(_) The, inst_,1]atlon of n VA$1 system on Runways If, 29 and 16.

(j_ 7hL, f_asLh_lity, d_s_rabi]Ity and posslbl_ consequences of the

insto]lation of nols_ monitoring oqulpment.

j' .
(k) h_hcopter operations.

(i) bse of thrust reversers.

' (m) D_cus_inn, propos._1 and implementation of other practices and
_ro¢_d_ir_.s vhlc_l _|]| reduc_ noJsu and e_;_s_ons a_d _ncre_se

_afety from the operation of N_tches_er County A_rport,

The 1_st set f_rth above tony be supp]_nJentcd by ocher Items which may be

undortaken by tl_u Cor_rnittee.

i *Th(. lnforln(_tion in this appendix is contained in the Settlement of
Stipulation a_ agreed to by ,_11 the- p,_rties _n the l_w'suit.
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REMEDIAL MEASURES FOR DEALING WITH NOISE ASSOCIATED
WITH GENERAL AVIATION ACTIVITY

By

LEWIS S. GOODFRIEND, P.E.

Lewis S. Goodfriend & Associates

Cedar Knolls, New Jersey

To provide relief from noise problems at a General Aviation

Airport, or to eliminate such prob[ :ms, requires the identification

of the specific problems at that airport, and the development

of an integrated plan for remediati_)n. This paper first

examines the nature of the GA Airpc_t noise problem, and

then outlines what remedies are available and how they may

be synthesized into a noise impact control system.

The first step in remediation is the identification of the

nature of the exisKing noise impact, and of the portion of

the surrounding community for which the noise problem exists.

This first step may, in itself, be the major one in remediation

since conventional noise impact descriptors have not appeared
1,2

to be suitable for GA Airpor_ noise assessment . Among

the problems in applying noise descriptors are:

- Different operations at the same level cause

difference responses.

- Flight tracks vary widely for _he same category of

aircraft at typical measuring locations, thus

yielding a large spread in measured levels.

- Co_nunity response appears to occur as a complex

function of flight frequency, maximum level,

duration above ambient, and visibility.
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This has been confirmed to some extent by Harris in his

study for the Massachusetts Aeronautics Commission, and by

some work performed by my own associates at Morristown

Municipal and other nearby airports.

In one case, the noise complaints o_cur only when aircraft

land at night with their l_gh_s on before they cress the

airport property fence. The average daily traffic at this

airport is only about four movements a day.

A quote from Harris further delineates the nature of the

problem of using noise desc_:iptors in defining and remedying

GA Airport noise problems,

...cumulative aircraft noise near the a_tbient

for other noise resulted in concerted co,unity

action.

These airports were all in relatively quiet areas.

Serious complaints and concerted community action

occurred with aircraft noise levels in the range from

Ldn 50 to Ldn 55, levels far below current Official

standards of acceptability.

- airport neighl,¢_rs first complained about levels

of noise exposure fret, touch-and-go training

operations about 5 dB lower than they first

complained about levels of noise exposure

from normal arrivals and departures.

Complaints for normal operations started when the

levels of exposure exceeded Ldn 55. We traced most of

the complaints _it the small general aviation airports

to the frequent touch-and-go training flights.
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Complaints about touch-and-go flights did not occur

when the levels of exposure due to a touch-and-go

flights were below Ldn 50; however, they occurred on a

regular basis when exposure exceeded Ldn 50. At the

airports we studied, there were no levels due to touch-

and-go flights that exceeded Ldn 55.

It is probable that a careful record of community complaints

is the best indicator of GA Airport noise problems. Serious

noise problems can he monitored using cosventlonal level

monitoring equipment. But the use of such data to predict

impact can again best be done for the specific runway on the

basis of local community noise response information.

In order to relate airport operations to noise impact,

detailed information on the individual GA Airports is necessary.

Information includes:

i. Size,

2. Physical relationship of airport and noise-sensitive

areas.

3. Traffic volume.

4. Traffic mix (prop only).

5. Presence of jet traffic.

6, Frequency of jet traffic.

7. Fixed base activities (static engine run ups).

B_ Runway use.
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With this information and the complaint records, it may be

possible, without any acoustical information at all, to

estimate the noise impact o_J surrounding areas, Add to

these data the ambient noise levels in the area, and the

actual or prndicted maximum levels at the noise-sensitive

locations du_ to aircraft o}),_rations, and the problem will

almost define itself.

E:<perienee at a number of small airports has confirmed

_L_rris' findlngs with regard _o touch-and-go traffic noise.

If the neighbors hear it fol" the better part of any hour it

will cause complaints. Furthermore, frequent departing

£1ights with noise levels s_gnificanLly above the ambient,

cause complaints. With reel,oct to jet traffic, it appears

that there is no simple relationship between frequency of !

flights and annoyance. The community response appears to !

occur in three discrete steps:

1. Awareness of jet traffic.

2. Annoyance by jet traffic.

3. Group action agai_:_t jet flights.

It is clear from this prelin._nary discussion, that there are

few functional relationships to guide us in the assessment

of the impact of GA Airport noise in the surroundins co.unity.

However, the remedial measures available are also discrete

in nature, so that we are not faced with measuring s small

change in noise level or impact. If we can't make a change

equivalent to a five or l0 decibel reduction in level, we

will see no change in the community response,
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There are several generic types of remedial measures. These

include political, regulatory, operational, economic, and

community relations measures. Some remedial measures are

accomplished through a combination of those elements listed.

Political solutions are those which result from actions by

municipal bodies such as the gc'erning body or the planning

board. Actions which deal with the zoning of properties

around the airport On the basis of a long term local or

.egiol_al plan are examples. Such political solutions are

:,,_idom feasible today because master plans have been adopted,

and changing them may creatt: hardships and inequities that

_esult in litigatlon. A partial solution is the purchase of

prope_zties that are, or will be, impacted by airpozt traffic.

But, even such land purchase can lead to litigation. However,

land use planning is a continuing process and must continue

to be a major element in individual airport planning. Other

political remedies involve landing fees, hanger rental, and

the rate of development of the airport in view of its attractiveness

to both based and itinerant aircraft.

Regulatory measures include those activities which are under

the control of the airport m_nagement. These include noise

limits at monitoring locatiDns and the use of curfews on

aircraft net meeting published noise level standards. This

is, in essence, the use of a maximum single event noise

level.

The operational measures available to the airport operator

include the publication and use of a preferential runway

system, the use of noise abatement flight procedures, and

the identification for pilots of noise-sensitive areas.
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Of course, for single runway airports, the preferential

runway idea isn't much help. However, flexibility in the

assignment of departure headings, and close cooperation

between FAA tower personnel and the airport management, can

reduce the impact during high density traffic periods.

For smaller airports, touch-and-go traffic may all occur

near or over residential areas. It is here that attention

needs to be given to the place of flight training in the

airport community relationship. It may be that airport

operators will have to decide whether business traffic and

aircraft maintenance activities are more important than

flight training and hanger or tie-down income. It has

occurred to many in the general aviation area, that some

trade offs in this area may be in order. Just turn on your

radio on some clear Friday afternoon and listen to the

combination of student pilots, business twins, and high

performance jets all in the same traffic pattern.

A combination of regulatory and operational measures has

been adopted by some airports, which require the filing of

applications by those wishing to operate turbine-powered

aircraft into the airport, and which also require that

certain procedures be followed during landing and takeoff.

These procedures are published in some cases as Jeppesen-

like pages.

Economic remedial measures include incentives for major

corporations to maintain a good neiqhbor image by minimizing

their fleet impact on the neighboring community. This

provides strong motivation to operate quietly and to upgrade

the flight with quieter aircraft.
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Another economic aspect of remediation exists when the

impacted community includes members of the owning companies'

staffs.

At some airports, the management works closely with the

neighboring communities to pinpoint those operations that

appear to have the greatest impact, and with the cooperation

of the FAA personnel implement noise abatement plans. Also,

corporate pilots have joined together in formal organizations

at some airports and, among other activities, work toward

nois_! abatement and improved community relations. This may

include assessment of operational procedures for noise

abatement involving turbine-powered equipment noise, as well

as participating in community activities. It has been known

for many years, that noise annoyance is increased by the

belief on the part of the auditor that the noise is unnecessary

or can be easily abated. It is also known that good community

relations is worth up to 10 dB of noise reduction. With

this in mind, it is clearly important for airport managers

to work at improving community relations. Programs which

identify communications paths for complaints, follow-up

reports on complaints, and disseminate information on studies,

programs, and actions taken to improve the noise situation

are very important. This means not issuing press releases,

but meeting with elected officials of neighboring municipalities

and community groups and bringing in _he pilots organisations

and FAA staff where they can hear the problem at first hand,

discuss the operational aspects, and then discuss potential

measures to reduce the noise impacts both in the near and

long term.

There are some problem areas where the ideas that have been

presented will not be easy to implement. These include:

I
I
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I. Airports in one municipality that are owned by

another municipality.

2, Airports on the edge of one municipality that

causes noise problems in another.

3. Suburban airports initlating turbine-powered

activity.

4. Airports opening new fixe_ base jet maintenance

facilities.

Nevertheless, a program for remediatien should always be

available to each airport management. It should be operating

before any complaints occur, and it may result in never

having serious noise complaints. Such a program includes:

1. Preparation of topographic maps and aerial photographs

with the expected traffic patterns overlaid.

2. Delineation of no_se-sensitive areas.

3. Listing of airport telephone "information" numbers.

4. Availability of instructions for recording complaint

information.

5. A noise coordinating committee to review operations,

recommend noise abatement procedures, and assess

complaints from an operational point of view.

6. Issuance of noise abatement procedures if needed.
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7. Regional information and eduction programs.

8. Cooperation with local governing bodies and planning

boards in order to achieve long term benefits from

land use planning.

9. Review of FAA documents and environmental requirements

for airpozt development.

i0. Annual re%Jew of the programs.

iHarris, Andrew S., "Noise Abatement at General Aviation
Airports," Noise Control Engineering, March-April 1978.

2Harri_' Andrew S., "Noise Problems of General Aviation

Airports," INTER-NOISE 76, Washington, D.C., April 1976.
i
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REt'TDIALMEASURESFORDEALINGWITIINOISEASSOCIATED

I,IITII GENERALAVIATIONACTIVITY- A CASESTUDY

PRESENTED BY W, J, CRITCHFIELD., A,A,E,

TORRANCE._ CALIFORNIA

TO THE CONFERENCEON GENERAL AVIATION AIRPORT

NOISE ANu LAND USE PLANNING

ATLANTA..,GEDRGIA

_)CTOBER LI,,1979

GENERAL AVIATION AS A t';_DEOF TRANSPORTATION HAS COME OF AGE,

UNFORTtfNATELYj TillsCONVENIENCE AI!DSOPHISTICATION HAS DEVELOPED

ADDITIONAL PROBLEMS WHICH PLAGUE GENERAL AVIATION, MOSTAIRPORTS

WHICH MAKE "iENERAL AVIATION A CONVENIENT AND EFFICIENT MODE OF

TRAt;SPORTATION HAVE TWO THINGS IN COHMON, THEYARE LOCATED IN A

CROWDED URBAN AREA.,AND THEY ARE HEAVILY USED,

TORRANCE ['IuNICIPALAIRPORT is NO EXCEPTION, IT IS LOCATED IN THE

SOUTH BAY AREA OF Los ANGELES COUNTY SERVING A POPULATION IN EXCESS OF

2 MILLION, IT IS ALSO ABOUT THE .12THBUSIEST AIRPORT IN THE NATION,

THE AIRPORT WAS FIRST DEVELOPED AS A FLIGHT STRIP BY THE BUREAU

OF PUBLIC ROADS IN THE LATE 1920'S, IT WAS TRANSFERRED TO THE U,S,

CORPS OF ENGINEERS AND DEVELOPED AS A FIGHTER STRIP IN THE EARLY AND

MIDDLE LIOns,

IT WAS ACQUIRED BY THE CITY OF TORRANCE IN 1948, AT THAT TIME

THE AIRPORT WAS SURROUNDED BY AGRICULTURE., OIL FIELDS., AND SOME

INDUSTRIAL USE, THECOMMUNITY.,NOW TIIECITY OF LOMITA,, TO THE EAST.,

WAS MOSTLY AGRICULTURAL USE RESIDENTIAL LOTS,

THE AIRPORT AND ITS SURROUNDING COMMUNITY REMAINED IN THIS

GENERAL LAND USE PATTERN FOR I0 YEARS,
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IN 1958 THE CITY OF TORRANCE TOOK ACTION TO DEVELOP THE

AIRPORT TO MEET THE GROWING NEED FOR GENERAL AVIATION, OVER THE

NEXT 5 YEARS THE CONTROL TOWER WAS CONSTRUCTED, THE SECOND RUNWAY

WAS BUILT, TAXIWAYSj PARKING APRONSj LIGHTING] AND HANGARS WERE

CONSTRUCTED,

CONCURRENTLY, HOUSING AND APARTMENTS WERE DEVELOPED AROUND THE

AIRPORT,

THE OBJECTIONS TO AIRCRAFT NOISE AND CONFLICTING LAND USE

PATTERNS FIRST BECAME EVIDENT IN 1965, THE CITY OF TORRANCE STARTED

ITS FIRST REMEDIAL MEASURE AT THAT TIME,

THIS DEALT WITH LAND USE, THE AREA IMMEDIATELY WEST OF THE

AIRPORT HAD BEEN PERMITTED TO DEVELOP WITH POOR QUALITY HOUSING FOR

SINGLE FAMILY AND MULTIPLE FAMILY RESIDENTIAL USE,

MANY OF THE HOUSES WERE FREEWAY MOVE-INS DIsPLAcED BY FREEWAY

RIGHT-OF-WAY ACQUISITION AND RELOCATED, INORDER TO PROTECT THE

AIRPORT_ THE CITY OF TORRANCE INITIATED A FEDERAL HOUSING AND URBAN

DEVELOPMENT REDEVELOPMENT PROJECT TO CONVERT THE RESIDENTIAL LAND

USE TO LIGHT INDUSTRIAL,

THE PROJECT AMOUNTED TO $7 MILLION ON 1/3 MATCHING GRANT, LOANS

AND LOCAL FUNDING',

THE ORIGINAL PROJECT CONVERTED RESIDENTIAL USES IMPACTED BY

AIRPORT OPERATIONS TO LIGHT INDUSTRIALj OFFICE_' AND COMMERCIAL USES

WHICH ARE COMPATIBLE AND_ IN FIVE INSTANCESw HAVE CREATED LIGHT

INDUSTRIAL COMMERCIAL OFFICE USES WITH DIRECT ACCESS TO THE AIRPORT,

TODAY IT IS AN EXAMPLE OF EFFECTIVE REDEvELoPMENT','

ANOTHER PROJECT UNDER STATE GUIDELINES USING LOCAL FUNDS WILL

TAKE PLACE IMMEDIATELY NORTH OF THE EXISTING MEADOW PARK REDEVELOPMENT

PROJECT,

IN 1965THE CITY TOOK OTHER LAND USE MEASURES WHICH (:ONTINUETO !
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THESE ARE THE ACQUISITION OF AVIGATION EASEMENTS WHICH REQUIRE

HEIGHT LIMITS, GRANT THE RIGHT OF FLIGHT; AND, IN SOME INSTANCES_

REQUIRE ACOUSTIC TREATME_IT,

AVIGATION EASEMENTS ARE OBTAINED BOTH AS DEED RESTRICTIONS ON

TRACTS FOR NEW DEVELOPMENTS AND AS A CONDITION OF LAND USE CHANGES

OR MODIFICATIONS SUCH AS CONDITIONAL USE PERMITS* LOT SPLITS; AND

OTHER LAND USE MODIFICATIONS,

ACOUSTIC CONSTRUCTION IS ALSO REQUIRED FOR NEW STRUCTURES HAVING

CRITICAL USES IN THE COMMERCIAL INDUSTRIAL AREAS, THIS INCLUDES THE

HOSPITAL AND MEDICAL FACILITIES WHICH REQUIRE LOW INTERIOR NOISE LEVELS,

AVIGATION EASENENTS ARE OBTAINED JUST AS STREET, SIDEWALK; SEWERj

AND OTHER EASEMENTS ARE OBTAINED FOR NEWLY DEVELOPING PROPERTY OR

PROPERTY REQUESTING MODIFICATION OF EXISTING USES,

IN CONGESTED URBAN AREA LAND USE PLANNINGj RE-USE, DEED RESTRICTIONS,

AND AVIGATION EASEMENTS ARE LIMITED AS RENEDIAL MEASURES,

THERE STILL EXIST RESIDENTIAL USES WHICH ARE IMPACTED BY GENERAL

AVIATION AIRCRAFT OPERATIONS,

IN 1970AIRCRAFT NOISE, TOGETHER WITH CHANGING LAND USE, RAISED

QUESTIONS IN THE MINDS OF THE CITY COUNCIL AND NEMBERS OF THE COMMUNITY,

A PROCESS WAS STARTED FOR REVIEWING THE GOALS FOR THE AIRPORT

WHICH RESULTED IN DEVELOPMENT OF THE NEW AIRPORT MASTER PLAN AND THE

_OISE ABATEMENT PROGRAM BEING USED TODAY,

BEFORE MAKING ADDITIONAL ADJUSTMENTS, IT IS ESSENTIAL TO PERFORM

AN OBJECTIVE ANALYSIS AND EVALUATION OF THE ENVIRONMENT OF THE AIRPORT,

THIS INCLUDES NOT ONLY THE COMMUNITIES SURROUNDING THE AIRPORT,

BUT THE AIRPORT ITSELF_ ITS USE, TYPES AND CLASS OF AIRCRAFT, AND THE

SPECTRUM OF EXPERIENCE OF THE AIRCRAFT OPERATORS,

llS
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YouMUST IDENTIFY THE PROBLEMS AND THE PROBLEM AREAS, THE

AVERAGE GENERAL AVIATION PILOT DOES NOT PERCEIVE HIS OPERATION INTO

AND OUT OF THE AIRPORT AS A PROBLEM, THE PILOT GENERALLY HAS NO

PERCEPTION OF THE NOISE IMPACT OF HIS AIRCRAFT OPERATIONS ON THE

ENVIRONMENT ON THE GROUND,

IT'S AKIN TO TURNING A DRIVER LOOSE ON A PARKI'IAYOR A FREEWAY

WITHOUT A SPEEDOMETER AND CAUTIONING HIM NOT TO EXCEED THE SPEED LIMIT,

NOISE IS THE PRIMARY PROBLEM, SAFETY MAY BE BROUGHT FORTH AS A

PROBLEM., BUT GENERALLY IT IS SECONDARY AND IS USED TO SUPPORT RESISTANCE

TO NOISE IMPACT,

THE MAGNITUDE OF THE NOISE MUST BE ANALYZED.,

THE SOURCE., IN TERMS OF THE AIRCRAFT TYPE,, ITS POWER PLANT,,

PROPELLER NOISE,, EXHAUST NOISE/

TECHNIQUE - THE PILOT"S EXPERIENCE, HIS FAMILIARIZATION WITH THE

AIRCRAFT.. AND ITS CAPABILITY., THE LIMITATIONS OF ITS PERFORMANCE.., AND

ITS NOISE., AND WITH THE AIRPORT AREA,

ANOTHER ELEMENT OF THE NOISE PROBLEM IS FREQUENCY OF OCCURRENCE -

THE VOLUME OF THE NOISE t.IAYBE LOW.,BUT MANY AIRCRAFT MAY BE OPERATING

IN A TRAINING MODE..,AND THE FREQUENCY OF OCCURRENCE OF THE OPERATIONS

MAY BE EVERY 45 SECONDS, THE NOISE MAY NOT BE LOUD, BUT IT IS STEADY
)

OR RECURRENT,

THE THIRD ELEMENT IS TIME OF OCCURRENCE, YOU MUST ANALYZE THE

TIME OF OCCURRENCB OF THE NOISE EVENTS IN TERMS OF THE COMMUNITY"S

CYCLE - WHAT ARE PEOPLE DOING AT THE TIME OF YEAR..,THE TIME OF WEEK.,,

OR TIME OF DAY THAT THE NOISE FROM AIRCRAFT OPERATIONS WOULD ANNOY

THEM OR CREATE PROBLEMS FOR THEM? TORRANCE., WITH THE AID OF A

PORTABLE NOISE MONITOR AND LATER A SOPHISTICATED COMPUTERIZED SYSTEM

WITH 11 MONITOR SITES,, CONDUCTED A SERIES OF NOISE ANALYSES OF

OPERATIONS PRIMARILY FROM RUNWAY 29R,
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80% OF THE AIRPORT OPERATIONS OCCUR TO THE WEST; A SIGNIFICANT

AMOUNT OCCUR ON RUNWAY29R,

FROMTHIS ANALYSIS WE DEVELOPED A CURVE WHICH IDENTIFIED THE

BULK OF THE AIRCRAFT OPERATING AT TORRANCE MUNICIPAL AIRPORT,

WE DETERMINED THAT ABOVE 82 MAXIMUM AND 88 SINGLE EVENT NOISE

EXPOSURE LEVEL, 5_ OF THE AIRCRAFT FLEET WOULD BE AFFECTED,

THE CITY COUNCIL IN INITIATING ACTION TO CONTROL THE NOISE IN

THE VICINITY OF THE AIRPORT SELECTED TNESE AS THE UPPER LIMIT FOR

DAYTIME OPERATION TOGETHER WITH 76 MAXIMUM AND 82 SINGLE EVENT AS

THE NIGHTTIME LIMITS,

THESE LIMITS WERE SELECTED BASED ON AN ANALYSIS OF AIRCRAFT

MIX AND THEIR IMPACT ON THE COMMUNITY, OUR SELECTION AND DECISION

APPEAR TO HAVE BEEN JUSTIFIED IN VIEW OF THE COURT DECISION IN

SANTA MONICA,

ONCE THE INFORMATION_ IDENTIFICATION OF THE PROBLEM_ AND POSSIBLE

SOLUTIONS ARE ASSEMBLED_ THE THIRD EFFORT AT REMEDIAL MEASURES MUST

BE INITIATED.

THERE MUST BE AN EDUCATION PROGRAM FOR BOTH PILOT USERS AND THE

COHMUMITY,

WHEN YOU TALK ABOUT EDUCATIONJ MOST PILOTS SAY "NO IVAY"jAND

MOST COMMUNITY REPRESENTATIVES SAY "You'vEGOT TO BE KIDDING",

PILOTSRESENT THE IMPLICATION THAT THEY ARE LESS THAN COMPETENT

IN THEIR TECHNICAL SKILL_ AND THE COMMUNITY DOES NOT BELIEVE THAT

THE PEOPLE THUNDERING OVERHEAD AND _IAKING NOISE CAN EVER BE EDUCATED,

NONETHELESS_ _IE HAVE ATTEMPTED IT_ AND WE HAVE BEEN REASONABLY

SUCCESSFUL - A MONTHLY NEWSLETTERj PROVISIONS FOR OPERATIONAL

EVALUATION OF AIRCRAFT TO DETERMINE NOISE LEVEL, AND, MOST IMPORTANT

OF ALL_ CONNUNICATIONS_
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THE MONTltLY NEVISLEI'TEE 1S SENT TO BOTH PILOTS AND THE

COMMUNITY $';HOWISH TO RECEIVE IT, IN THIS NEWSLETTERWE REPORT

ON THE CURRENT STATUS OF THE _IOISE ABATEMENT PROGRAM, NEWTECHNIQUES

FOR REDUCING NOISE iMPACT, BOTH FRO/.1THE SOURCEAND FLYING TECHN|QUEj

CAUTION ON TIt.IE OF OOCURRENCE_AND FREQUENCYOF OCCURRENCE,

I'/ITH EVALUATIONS, THE CITY HAS UTILIZED THE NEWLY ACQUIRED AND

INSTALLED NOISE HONITORING SYSTEH TO REVIEW AIRCRAFT PERFORMANCEAND

FLIGHT TECHNIQUES, WE CAN TALK DIRECTLY TO THE PILOTS THROUGH OUR OWN

MULTI-COMM FREQUENCYACQUIRED FROM THE FCCFOR NOISE ABATEMENT PURPOSES,

A PILOT CAN HAKE 2 OR3 RUNS USING DIFFERENT TECHNIQUES AND GET

iNSTANT ANSWERS ON 91HICHTECHNIQUE IS MOST EFFECTIVE IN REDUCENG NOISE

FROM HIS AIRCRAFT OPERATION,

THE GREAT MAJORITY OF THE PILOTS ARE COOPERATIVE AND UNDERSTANDING

IN RESPONSE TO THE EDUCATION PROGRAM, PILOTS PRIDE THEMSELVES IN THE

PROFESSIONAL EXECUTION OF THEIR SKILL,

THE EDUCATION PROGRAM IS ALSO AN EXCELLENT TOOL FOR COMMUNICATING

WITH THE COHHUNITY WHAT IS BEING DONEJ WHAT IS HOT BEING DONEj AND WHY,

EDUCATION IS VOLUNTARY AND ONLY GOES SO FAR,

THE FOURTH ELEMENT IN REMEDIAL MEASURES IS ENFORCEMENT, THE CITY

COUNCIL OF _ORRANCE_ BASED ON DATA GATHERED; ANALYSIS_ AND EVALUATION

OF THE AIRPORT NOISE ENVIRONMENTj ADOPTED AN ORDINANCE AND SUBMITTED

IT TO THE FEDERAL AVIATION ADMINISTRATION,

THE CITY RECEIVED APPROVAL OF CERTAIN PROVISIONS IN THAT ORDINANCE_

THE LIMITATION ON TIME PERIODS WHEN TOUCH AND GO TRAINING OPERATIONS

COULD BE PERFORMED_ AND THE INSTITUTION OF A DEPARTURE CURFEW,

ENFORCEMENT OF THESE PROVISIONS COMMENCED IN OCTOBER_ _97B, A i

SERIES OF CITATIONS WERE ISSUED OR COMPLAINTS FILEDJ THE INCIDENTS OF

ViOLATiON OF THESE PORTIONS OF THE ORDINANCE ARE _IOW ZERO,
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INITIALLY THE LOCAL FEDERAL AVIATION ADMINISTRATION MADE

MINIMAL COOPERATIVE EFFORT IN THE CITY'S ENFORCEMENT OF TOUCH AND

GO LIMITATIONS AND DEPARTURE CURFEWS, AFTER SOME DISCUSSION THE

FEDERAL AVIATION ADMINISTRATION NOIV ISSUES ADVISORIES FOR THE PURPOSE

OF ASSISTING PILOTS WHO MAY BE UNAWARE OF THE LIMITATIONS, ADVISORIES

SUCH AS "FOR NOISE ABATEMENT_ REQUEST You MAKE A FULL STOP" IN RESPONSE

TO A REQUEST FOR TOUCH AND GO DURING PROHIDITED HOURS,

THISHAS BEEN MOST HELPFUL IN PREVENTING PILOTS FROM BEING CITED

AND CALLED INTO COURT AND FINED,

OUR OBJECTIVE_ AFTER ALL, IS TO REDUCE THE NOISE IMPACT_ NOT TO

COLLECT FINES OR CITE FOR MISDEMEANOR VIOLATIONS,

THE CITY OF TORRANCE PLANS TO EXPAND ITS ENFORCEMENT ACTIVITIES

INTO THE MAXIMUM NOISE LEVEL PORTION OF THE ORDINANCE BASED ON THE

DECISION IN THE SANTA MONICA CASE,

THISWILL IMPACT THOSE PILOTS WHO HAVE SELECTED AN AIRCRAFT THAT

CANNOT MEET THE NOISE STANPARDS AT TORRANCE OR THOSE PILOTS WHO DO

NOT OR WILL NOT UTILIZE THE TESTED AND PROVEN TECHNIQUES FOR REDUCING

NOISE FROM THEIR AIRCRAFT OPERATIONS,

AGAIN_ THE PURPOSE IS NOT TO FINE AND NOT TO CITEJ BUT TO REDUCE

NOISE,

PILOTS AND AIRCRAFT OWNERS WHO MEET THE NOISE LIMITATIONS AT

TORRANCE ARE BENEFITED BY THIS ENFORCEMENT, ITREDUCES THE AMOUNT OF

OVERALL NOISE IMPACT AND REDUCES THE PRESSURE FOR ADDITIONAL LIMITATIONS

ON THE AIRPORT AND ITS OPERATIONS THUS PIAKINGTHIS MODE OF TRANSPORTATION

AVAILABLE TO THE MAJORITY OF USERS,

THE FIFTH MOST IMPORTANT REMEDIAL MEASURE IS REPORT THE RESULTS,

INTHE FOUR PREVIOUS STEPSj REPORTING THE STEPS AND THEIR RESULTS IS

THE MOST IMPORTANT OUTGROWTH AND SUPPORT THAT CAN BE USED,

A FULL DISCLOSURE OF INFORMATIONj GOOD OR BAD_ ON THE RESULTS OF

THE OVERALL NOISE ABATEMENT PROGRAM IS IMPORTANT IN OBTAINING
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CREDIBILITY AND SUPPORT OF BOTH PILOTS AND COMMUNITY,

THE NEWSLETTER, PRESENTATIONS TO GROUPS_ SERVICE CLUBS, AND

ORGANIZATIONS OF THE _OISE ABATEMENT PROGRAM'S FUNCTIONS AND OBJECTIVES_

INTERFACE WITH MEDIA TO KEEP THEM ADVISED AS TO THE PROGRESS - ALL

ARE IMPORTANT TO A SUCCESSFUL PROGRAM,

THEFEDERAL AVIATION ADMINISTRATION'S AVIATION NOISE ABATEMENT

POLICYj PUBLISHED IN NOVEMBERj 1976,FURNISHES A BASIC GUIDELINE FOR

NOISE REDUCTION PROGRAMS, A REASONABLE PROGRAMj BASED ON PROPER

ANALYSIS_ EVALUATION_ AND PREPARATION_ CAN BE ASSURED OF A REASONABLE

RESPONSE FROM THE FAA,

UNFORTUNATELYj THERE ARE SOME ELEMENT_ IN ANY GIVEN PROGRAM THAT_

FROM TIME TO TIME_ RECEIVES A NEGATIVE RESPONSE FROM THE FEDERAL

AVIATION ADMINISTRATION BASED ON NATIONAL POLICY,

THE FEDERAL AVIATION ADMINISTRATION'S STRICT ADHERANCE TO NATIONAL

POLICY IN CERTAIN MATTERS IS UNRESPONSIVE AND NEGATIVE IN ITS IMPACT

ON LOCAL COMMUNITIES_ AGENCIESj AND AIRPORT PROPRIETORS WHO NEED ALL

THE HELP THEY CAN GET TO MAINTAIN THE TERMINAL ELEMENT OF OUR AIR

TRANSPORTATION SYSTEM,
i

THE SUCCESS OF REMEDIAL MEASURES BY THE CITY OF TORRANCE AND

OTHER GENERAL AVIATION AIRPORT PROPRIETORS WOULD BE MUCH MORE PRODUCTIVE

IF THE FEDERAL AVIATION ADMINISTRATION WAS MORE RESPONSIVE AT THE LOCAL

LEVEL PERMITTING THE REGIONAL OFFICES MORE FLEXIBILITY WITH GENERAL
C

AVIATION AIRPORTS_ THEIR NEEDS AND REQUIREMENTS,

THISWILL LEAD TO A POLICY WHICH CAN REFLECT POSITIVE NOISE

ABATEMENT EFFORTS DESIGNED SPECIFICALLY FOR LOCAL GENERAL AVIATION,

IN SUMMARY_ A CASE STUDY OF REMEDIAL MEASURES AT TORRANCE

MUNICIPAL AIRPORT INCLUDES LAND USE CONTROLS BY REDEVELOPMENT AND
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REUSE_ DEED RESTRICTIONS_ AVIGATION EASEMENTS_ AND ACOUSTIC

CONSTRUCTI'ON REQUIRE/'_,ENTSTO PROTECT THE AIRPORT AND THE COMMUNITY,

IT INCLUDES COMMITMENT OF RESOURCES TO A PROGRAM,

I'IITHOUTTHIS COt,lt41TMENTOF DOLLARS AND PEOPLE., ANY PROGRAM IS

ONLY PAPER, ORDINANCESj LA_VSjCODES,, AND IT WILL BE A "PAPER TIGER",

THE PROGRAM INVOLVES ANALYSIS OF AND DEFINING THE PROBLEMS,

F_,ORERESOURCES., DOLLAV,Sj PEOPLE AND EQUIPMENT,

THE PROGRAM h'_VOLVESEDUCATION FOR THOSE _VHOCAN DO SOMETHING

ABOUT THE PROBLEM, THE PILOTS AND THE COMMUNITYj MORE DOLLARS AND

RESOURCES,

THE PROGRAr'IINVOLVES EI_FORCEMENT, SOME REQUIRE GREATER INCENTIVE

THAN OTHERS TO TAKE POSITIVE STEPS TO DO SOMETHING ABOUT THE PROBLEM.,

MORE DOLLARS AND PEOPLE,

,ANDFINALLY., REPORTING THE RESULTS OF THE PROGRAM TO THE COMHUNITY

AND PILOTS,

USE OF THE NEWSLETTER,, PERIODIC REPORTS TO THE CITIZENS' ADVISORY

COMMITTEE., AIRPORT CO_"]MISSIONwAND CITY COUNCIL KEEP THE PILOTS AND

COt'IMUNITYIi'IFORMEDOF PROGRESS,

I_ITH THESE REMEDIAL MEASURES., TORRANCE HAS REDUCED THE AIRPORT

NOISE COI'ITOURS.,ACCO{.IODATEDA SLIGHT INCREASE IN OPERATIONS,, GAINED

A SIGNIFICANT INCREASE IN REVENUES., AND I'/EHAVE NO MORE DEMONSTRATIONS

AND PROTESTS I_'lFRONT OF CITY COUNCIL,

IT'SWORKED FOR TORRANCE,

_'(ETHINK IT'S A MODEL PROGRM,

THANK YOU,
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Conference on General Aviation Airport Noise and Land Use Planning

GraduateCity PlanningProgram
Collegeof Architecture
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_ESTCHESTER COUNTY AIRPORT_ NEW YORK

OCTOBER 4, 1979
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Document A MEMORANDUM OF UNDERSTANDING

BETWEEN THE

COUNTY OF WESTCHESTER

%ND

'i'llETOWN OF RYE, WESTCIIEETER COUNTY, NEW YORK

ThL:, memorandum is between the County of Westchester, herein-

after oal_ed the County, and the Town of By(=, hereinafter called

thu 'r,_iL.

Thp C_,u.ty ._nd tile Town recognize the advantages of close

coopt,ration tn th(. development of the Westchester County A rport

Master !'l_n, and in particular, the land use pl&nning eleme t and

the Airport Noise Control and Land Use Compatibility Study

(ANCLUC). 'Finiscooperstio_l will be mutually beneficial, and _tll

combille the ta]ents of both pRPtles to prevlde the best and most

eedurltl 5 s,_lutlons to the.= plashing and resource development

problems in that portion (}f tile Town adjacent to the airport. This

m_mor_nd,tm of understanding has been si_.ned by both p&rtles to

implemt,nt thc_se jolnt efforts.

WHAT THE COUNTY WILL DO

The County will provide the Town with detailed deser_ptlons

of the tochnlcal work t,) b,_ performed under the Airport Master

Plan, the land use piannin_ element, and the Airport Noise Control

and l..,ndl:_e Compstlbility Study.

Tilt!i'._inty will provide Oh(._ Town Board with County projections

o1 l,tHd u._, poi'.ulst[on, h(._tlstnR, street and highway improvements,

and Otl_er information relating to such areas of the Town as the

Town Bonr_l I_y deem appropriate includin_ the entirp, unincorporated

are,'_ of the Town if so request,;d by the Town Board.
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For tile purposes of the land use planning element, tile County

and its (',,nsultanls will accept the adopted Town Developr_ent Plan

as s "i;Iven", unless and until the Town notifies the County Plan-

ning Department that it has changed that pc]icy statement; the

Town will provide the County Plannlng department wlth copies of

all such changes.

Tht_ County will meet with the Town Board at mutually oonvenlnnt

times to identify, discuss and attemF_ t,) resolve any off-alrport

land us_ Issues arising _'itJ_in the Town and relating to the

nil'porE liJJd its operations.

The Ct)llcLy will r_,vle_. Upor, the ro_Ul(_st Of tile Town _oard,

an)" hmal plan._ or applications tn thu T,_wn for appreva_ of _and

usa. actions during the tim,' _rnme of t_, Airport Master Plan

prel,nrati_)ll and comment t¢) tL,_ Town _:1 tlm effect of such plans

or allp_i(_ations oil Ih,_ airp-,rt or INs o[fect by the airport on

th[Lt such d_v_:_opm,_nt.

Oil mnttlal_.y c()nvenJent tla:es, the Connt)' and its consultants

:,ill brief Town officials cm the progress of the Airport Master

Plan, and solicit comment._ and _uggestions thereon.

TL- Ctulnty will provid,, Off_ Town with copies of all information

ruporl.'; sud discus'._ion papul'w preparud ¢I_ring the Airport Master

I']nn nnd lh(_ A_:CI,U,"Htudy f¢tr the Town's; information and c_mm|_n!.

Tht' County will provide tile Town with a copy of tile final

Airport Master Plan and ANCI.I_C atudy.

I

125



WHAT THE TOWN WILL DO

Th, Town will cooperate with the County and its consultants

(m the Airport _,la:_terPlan and consult wit}: them on matters of

local duvelopment aff,_,ctin4 or alfected b_' the airport and its

'['},,_Tov/n will provido a copy, to the County, of appropriate

and pertirLont local da;a and plans for land u._e, housing, popul&tlon,

nei_,hb,)rhood ans]y_Is, utility plans and the like lihlch describe or

which may influence development in the vicinity of the airport.

At pr¢_ent the Towrl has a home-owne.r representation from the

Town and nomir._t,:d hy tt (m the Airpor'_ Advisory Board, and on the

{
_irpol't _.!!t._turPlan Policy Inaison l_oard. .The Town ma_ sl.s._Qc.,designate i

.a._nadd_tL(m_al_i_f..rson._sRe,cifi,_ally_to r__.present the Town Board on !

th,, Air,o,'t Poli_ :iLiaLson Bo',rd and other master [)fan workii!_

!_qr!mi!.ii..',,.:.{._durin_._tJj_,j_a:_t,_,r..kLa_n...prL_)_'es__.The County wil't give {

({l}f! nf_!.],'_: [_ SliC_I m,,,tt{.n_.'_:-, t_ that reprosenfative.

Yhn 7own will pr,Jvid<_ to the County a copy of the local

;:c,nin_ _)rdi_,t[_cf:,land sut,,livision regulations and other rt,gulattons

c,)n'.r,_llIIl_"devulopm,.nt in the vicinity of the airport.

Thu Town will review County projections of land use and

{_opul_ticm'and other ,Jat_tl,urtaininE to its area and submit comments

t[If'l'tU};l _l_ _ht_ *_)tlnty ,

Th,, r,)wn will meet on mutually c:,nv,_ntent dates with the County

and it._ colisultasts on the Airport Master t'lan for consultation and

to pres,,nt the Town's comm,?nts and SUg_!_;tLons.
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IT IS FUBTHEI' AGREEO

'fhat the town shall have the right to participate in the master

planning process as fully us though it wer,_,a co-sponsor but shall

not h,_ar nny responsihilit,_ nf endorm.meJ_t or approval that might

otls)rwi_o ]imit a CO-.s|}onsor.

Timt the implementation of ',his agreement regarding the land

use planning element of the Airport $lastor Plan and the ANCLUC study

shall he coordinated and superv:sed by the County Commissioner o!

Planning and by the T,)_'nSupor;'isor or their desingated representatives.

That the services and data to be provided by each part to the

other shall be from the then-available sources and data, and

at t_o cost to the othc_r party.

The County and the Town may at:rue to develop such additional

dataas may be deemed to be advisable and appropriate for the

Airp_rt Master PlRn and the ANCI,[_C studies, but within the constraints

of available time and budget.

The County of Westchester nnd not tile Town will be responsible

for the ob'li_,ations under the FAA Master Plan Grant Agreement with

the United State Guvernm,_nt.

To'.n of Rye County of Westchester

By:
Su_e-rvlsor , _ :-r,' ''F__ By: _*_

#

As authorized by Resolution As authorized by the
of , 1979 Board of Acquisition and

Contract by Resolution

Dated_ a 7 , 1977
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Document B

._iE,_IORANDUMOF AGREEMENT

BETWEEN

THE TOWN OF RYE

AND

THE COUNTY OF WESTCHESTEI{

KEGAI{DING ECONO_IIC DEVELOP)lENT

The Town of }_ye and the County of We_tchester are participating

in the Airport _iasLer Plan study for the _'es%chester County Airport

_nd its sccompanyinK Airport Noise t;ontrol and Land Use Compatibility

study.

Tile _nwn of Rye i:; cu.ti_ueus with t.:e Westchester County

Airport, and is unique in that there ar(t in the approach areas to

But|way 34 some _00 acres of developable land in the Tow, of Rye.

The appropriate development of this land is of particular concern

both to the Town of }{)'eand to the County of Westchester, both

because _)f its relationship to the County airport and in view of its

economic benefits. As a part of the master pla_ and ANCLUC mtudlns,

the Town and the County are cooper&linE in the study of the appropria1_o

form and type of c_evelopment ¶or this specific ares.

The Town of Rye has designated this area as n critical area

on which it wishes to cooperate with the County in promotin$ sound

economic development for the hiKhest and best possible use £n our )

exi'_tini_ _Ircumst_ncos. AccordlnBly, it is hereby ai_reed that the

County of Westchester and the Town of Rye wlll co_tlnue the coo_r&¢1[on

stal'ted under the Al)'port Master Plan and ANCLUC studies ancl will
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actively '_e¢_k thu appropriat,_ developmcnt ,_f this land by

such devu'lt)pers and with stlch land u:;(_._a_ will l)e_of _reat

value to the Town (_f }lye and yet be cf)mpntible with the

requirements relaLin_ to public safety and welfare for the use

¢_f land ill the vi,!ihI1y of t!l,,('ourlty Aix'[;ort. Both the County

and _h,.T,]%'n!_i_r_ethat n necessary and _mmedlnte priority of this

joint economic dev,:h.pm,2nt ,_ffort will I_c the plaanlng of an

eifective and appropriate access road system, linking route 684

with the (icve:,_pable land in thu Town of H)'e, designed to improve

I.h_ va]iz,,and vinbiItL) f(_the !and for prudent uconomic development,

In support. Of th_-_ a_ree._,ent, the T('_a pled_:(:.,to pursue in

_:,)od%'ai_I its rnspon_.'_,_}[IitJ(,s[n the preparat ion of tlle Airport

_laster l'[an and ANCLUC study a_.reem(,nt, .Lad to cooperate with the

(',,Shty ill :,('t_killgalld ,.ul,p,,zttngappropriate development options.

"_h_ CcuLnty of 'W,.s.tcht,_tcrI)tPd_e._;the .,;_af"support of the County

|i,,l'_()l:nPl, |,,Lrtte.larly tho._,,nf lh(. C_ffi,:..of _:f:on0miP.Development,

toe l),:l)arIn_ento[ Planninz, the Ih)partn..,ntof Public Works, and the

[)ep:%rIll1,,nLo_ ]ran_,Ioriat'n, in i)b_atn%nK ar,d promoting tl.e

appropriate development of thi_ critical area of the Town of Rye.

_i_,nrd tills 22 -'i_day nf _'_'_7" i979 by

f'
• , 1 \

A-n't'h_nyO_ 'PosilTipo / ' Alfre_ B,_DelBello
SuperviSor" County Executive
Town _)t' R_e County of Westohester
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_ _A_=,),'_,_ Manufacturers Association
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1025 Gonneclicut kvo.. N.W.
Washinglon, D. C. 20036
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THEROLEOFAIRCRAFTI'BI_UFACTUERS
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FIRSf,LET ME TELL YOU WHATGENERALAVIATION IS TO GAmmA,

GENERALAVIATION,WHICH ISDEFINEDAS ALL CIVIl AVIATIONOTHERTHAN THE

LARGE SCHEDULE])AIR CARRIERS,ISVITALTO THE NATION'SECONOMYAND

TOUCHESEVERYSEGMENTOF AMERICANLIFE IN SCt4EBENEFICIALNAY,

GENERAL AVIATION MAY ALSO BE DESCRIBED AS OVER _]0.,000PILOTS

FLYING200,0_(]AIRCRAFTTO AND FN_IOVER I/4,(](](]AIRPORTS, ITCOHPLEMENTS

THE EXCELLENTAIRLINESYSTEMOF TIlEU,S, BY TRANSPORTINGOVERll0,000j000

INTERCITYPASSENGERSANNUALLY, ALTHOUGHHOST OF .DIESEFLIGIITSUSE

AIRPORTSWITHOUTAIRLINESERVICEAT ONE, OR OFTEN BOTHENDSOF IIIEIR

FLIGHTSjONE-THIRDOF ALL BUSINESSFLIGHTS INTOMAJORHE'NROPOLITAN

AIRPORTS CONNECT WITH A SCIIEDULEDAIRLINE FLIGHT,

INSHORT,GENERALAVIATION- WHICH INCLUDESCOMMUTERAIRLINES,AIR

TAXIS,AND BUSINESSA_D PERSONALAIRCRAFT- EXPANDS"DIEBENEFITSOF AIR

TRANSPORTATIONFRQ'ITHE380SC_EAIRPORTSSERVEDBY THE SCHEDULEDAIR-

LINESTO THE NEARLY1.8,000(_IUNITIES SERVEDBY GENERALAVIATION,

_NY OF THESEAIRPORTSARE IN RURALAREAS OF THE COUNTRYAND GENERAL

AVIATIONISTHE ONLY FOEMOF AIR XRANSPORTATION,

GENERALAVIATION ISAN INDUSTRYTHAT EMPLOYSOVER300,000PEOPLE IN

MANUFACTURING,,SALES,FLIGHTDEPARTMENTS.,MAINTENANCEAM)Oll4ERRELATED

SERVICES, THERE ARE OVER 5.,(]00LOCAL A_D I_E)EPENDENTBUSINESSESINVOLVED

IN GENERALAVIATION_NATIONWIDE,
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GENERALAVIATIONALSO CONTRIBUTESSIGNIFICANTLYTO llIEU,S, _ALANCE

OF TRADE, }IISTORICALLY,ONE-FOURTHOF THE TOTALGEN_AL AVIATION

PRODUCTIONIS EXPORTED,WITHTHE RESULTTHAT rIEARLY90 PERCENTOF THE

_,ORLDrSGENERALAVIATIONFLEETHAS BEENPANUFACTUREDIN THE UNITED

STATES,

_ _'_-L_OF__ERALAvI&EIQ_

SINCE THE BEGINNINGOF 1970,CONSIDERABLEGROWTHHAS OCCURREDIN

THE GENERAL AVIATION INDUSTRY,

THE GE_IERALAVIATIONFLEETHAS 6RCB'IN60 PERCENT,FRC_.I

.].30..000AIRCRAFTTO2C%OL_

THE NUDBEROF HOURSFLO##_HAS INCREASED5_ PERCENT,,FR('X4

25 NILLION TO _9 NILLION HOURS ANNUALLY,

THE NU,'qBEROF CORPORATIONSUSINGBUSINESSAIRPLANES/V'!ONG

THE FORTURE1000 HASGROWN TO 524, AN INCREASEOVER2S

PERCENT, ADDITIONALLY, THOUSAI_DS OF SMALL BUSINESSES HAVE

PURCHASEDTHEIRO_INAIRCRAFT,

- IN 1970, THE II_USTRYDELIVERED7,300 AIRCRAFT, THIS FIGURE

I'IASSURPASSEDIN THE FIRST FIVEF#Nl}ISOF ].979,

LAST YEAR,AU'IOST18,000NEW AIRCRAFTVALUEDAT $J.,78BILLION,WERE

DELIVERED BY THE U,S, HANUFACTURERS, THIS YEAR., OUR MANUFACTURERS

EXPECTTO DELIVERAPPROXI_ATELYTHE SAHENUhBEROF NEW AIRCRAFTWITH A

SHIPNENTVALUE EXCEEDI_IG$2,1BILLION, TNE SOPHISTICATIONOF TIiESE

AIRCRAFT ISALSO INCREASING,A b_RGERP_CENTAGE OF TI4EFLEET IS BEING
!

i DELIVERED_IITHINCREASEDINSTRI_'IENTFLYINGCAPABILITIESAI_ PRACTICALLY

ALL NEW AIRCRAFT ARE EQUIPPED _JITHTRANSPONDERS,
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THERE IS AN INCREASINGTREL_JTOWARDPRESSURIZATION,TVENTY PERCENT

OF NEW SINGLE ENGINE AIRCRAFT ARE NOW TURBOCHARGED, WHICH PROVIDES

BEI-[ERFUELEFFICIENCYAt© HIGHERSPEEDSAT HIGHERALTITUDES, INADDITION,

THE NUMBERSOF HIGHERPERFORHANCEAIRCRAFTARE INCREASINGAS A PERCENTAGE

OF THE TOTAL FLEET, So FAR THIS YEAR_ SHIPMENTS OF MULTIENGINE PISTON

AND TURBOPROPAIRCRAFTARE UP BY 20 PERCENT,AND JETS BY 25PERCENT,

INTHE'NEXT10 YEARS,FAA IS FORECASTINGTHATTHE GENERALAVIATION

FLEET WILL INCREASE AN ADDITIONAL 55 PERCENT, TO OVER 300 THOIJSA_

AIRCRAFT, ITISANTICIPATEDTHATTHEREV_ILLBE OVER A MILLIONACTIVE

PILOTS, FLYINGHOURSARE ANTICIPATEDTO INCREASEBY 58 PERCENT,

THE AIRLINE DEREGULATION ACT OF 1978 HAS PROVEN TO BE OF CONSIDERABLE

BENEFITTO THE GErIERALAVIATIONMANUFACTURERS,THE GROWTHOF THE CC_4'_UTER

AIRLINE INDUSTRYjENCOURAGEDBY THE NEW LAW, ISPLACINGUNPRECEDENTED

DEMANDSFOR NEW AIRCRAFT, INADDITION,MORE AFD MORE BUSINESSESARE

FINDING THAT llIEIROWN AIRCRAFT ARE I_ISPENSABLE "BusINESS TOOLS" TO

TRAVEL TO LOCATIONS WHICH ARE OFTEN DIFFICULT TO REACH BY THE SCIIEDULED

AIRLINES, IN THE PAST 10 YEARS, ]20 POINTS OF SERVICE HAVE BEEN DROPPED

BY THE CERTIFICATED AIRLINES_ MANY OF WHICH HAD NO REPLACING SERVICE,

THECABCURRENTLYHAS ON FILENOTICESFRCM CERTIFICATEDAIRLINESREQUESTING

TO DISCONTINUE SERVICE TO ].30ADDITIONAL POINTS,

CONSEQUENTLY,BUSINESSAVIATIONAND THE SCHEDULEDAIRLINESFORMAN

IMPORTANTINTERCONNECTINGLINY_AS GENERALAVIATIONPROVIDESSERVICETO

ALL OF I_ESE POINTS,
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Ot_ JULY 21, 1968,SECTION6.]1,, COht]'ROLAtO ,GJ3ATEtlENTOF J_IRCRAFT

NOISEA_)SONIC_a.1,_EC_NEPlaTOFTHEFM ACTOF1958A#_)

SET Itl t,IOTIONA t.AJORREGULATORYBASEDEFFORTTOCONTROLAIRCRAFT

NOISEAT ITS SOURCE,]'HIS EFFORTHASINTENSIFIEDOVERTHEYEARS

THROUGHFURTHERAHEr&_'_IENTSTO THEACTAr._)TItROUGNCONTINUING

REGULATORY PRESSURES,

THE PURPOSEOF THIS.,OF COURSE.,IS TO PROTECTTNE Et'NIROI"DIENT- THAT

"CC_IPLEXOF SOCIALAND CULTURALrONDITIONSAFFECTINGTHE t,LAIIJREOF

AN It.LOIVIDUALOR SOCIETY,"

"[HEREARE A LOT OF CONCERNSI'IITHINTIIEGENEf_ALAVIATIONC_"t4UNITY

THAT CAN BE TERHED"ENVIRO/'_'IENTAL,I' OBVIOUSLY.,WE NEEDAIRPORTS

AT EACH END OF EACH SUCCESSFULTRIP.,AIO AIRPORTSARE GEI-I'ING

HARDER TO COt,IEBY,,AND TO KEEP, ISSUESTHATWEREONCETNOUGHT

TO HAVE BEEN FINALLYSETTLEDARE REOPENEDAS PROGRAMSTO REPAVEOR

INCREASETHE LENGTHOF RUNWAYSLEADTO COt4'IUNITYHEARINGSON

THE EI'A/IRONI.IENTALEFFECTSOF THESE PROGRAMS, CONCERNSTHAT I',ERE

ONCE htIOLLYTHE BALIV/ICKOF THE CIVIL ENGINEERNOB'/RECEIVEAI-FENTIOtl

BY AIRCRAFTt'IANUFACTURERS,,PILOTORGANIZATIONS.,AND FIXE]]BASED

OPERATORS, RUNOFF.,SEWERAGE..,EPIISSIONS,AND NOISE-- ALL ARE PART

OF THE E[.N'IRONt.IENTALCONCERNOF THE AIRPORT, AS t"tANUFACTURERS.,

BYEt.IUSTBE KNOWLEDCI_.ABLEOF THE EFFECTS(ABE)WORK TO t,IINII'IIZE

TilEIhIPACT)ON THE COt'I",IUNITYIFTIIEEXPANSIONOF OUR BUSINESS.,
a

WI_ICHOBVIOUSLYWE DESIRE;ISTO TAKE PLACE,
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J'bRESIHPLYSAID, NOISE IS AN IMPEDIMENTTO THE CONTINUED

GROWTH OF GENERAL AVIATION, AiXDWE MUSTj AND ARE, _IORKING TO

REI)UCE THIS IMPEDIMENT,

LET'S SPENDA FB_ MINUTESA_ REVIEWWHEREWE WERE SO AS TO BEI-rER

pUT IN PERSPECTIVE_EIEREWE ARE, IN ['IOVBVIBEROF 1969,THE FAA

PUBLISHED FAR PART 36, A SET OF RULES ESTABLISHING NOISE LIMITS

APPLICABLETO NE-_VJET AIRCRAFTDESIGNS, ITSOBJECTIVEV_ASSIMPLE-

PUT A CAP ON AIRCRAFTNOISE__ICI'IWAS CLEARLYESCALLATINGAS V_RE

AIDE}MORE JET AIRCRAFT ENTERED THE FLEET AIE)OPERATIONS INCREASED,

IN1975,WITH RESPECTTO THE GENERALAVIATIONJETS_THESE S_IE

STANDARDSWEREAPPLIEDTO NEWLYMANUFACTUREDAIRCRAFTOF THE

OLDER TYPE DESIGNS,

To QUANTIFYTHESE REGULATIONS,FOR THE GENERALAVIATIONJETS,

THOSE WHOSEMAXIMUMTAKEOFFGROSSWEIGHTARE 75,000POUt_E)SOR,

LESS_ WE SAW LIMITSON NOISEAS FOLLOWS:

i, FOR THE APPROACH AI_)SIDELINE SITIJATIONS,

102 EPI B,

2, FOR THE TAKEOFF SIIIJATION,93 F-.PI_DB,

A N_ER OF AIRCRAFTDESIGNEDIN THE 19F:0'S,AtE)WHICHWERE STIIJ_

IN PRODUCTION,DID NOT MEET THESELEVELSAlE)EITHERHAD TO BE

MODIFIED OR GO OUT OF PRODUCTION, THE MANUFACTURERS EFFECTIVELY
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HET THEREQLIIR_"1ENTSTHROUGHA VARIEIY OF WAYS- "IIUSLIKITS.,"

SPECIAL.,REQUII'!-EDOPERATINGTECI'INI{_UESANDRE-ENGINING.,WITH TIlE

RE-ENGINII_SUSUALLYACCC_'IPANIEDBY OTHERHODIFICATIONSTOTHE

AIRCRAFTTO IMPROVEPERFORI,IANCE,TFIEENGINESUSE]]BY THE

AIRCRAFTCOt,iPANIESWHO CHOSETHE RE-ENGININGRoLrFEWERECERTIFIED

INTHE 1971 - 72 TIHEFRAhIEjTHE GARRETTCORPORATIONTFE 231 AND

THE PRA]-I"ANE)_IHITNEYJT15-D,THERESULTSOF RE-ENGININGWERE

DRAMATIC - SUBSTANTIAL REDUCTIONS IN NOISE LEVELS WERE ACIIIEVED

ALONG WITHDtANYOTHER BENEFITS_PRIt4_RILYREDUCEDFUELCORSUt,IPTION,

THESE ENGINESWEREALSO UTILIZEDIN NEW AIRCRAFTDESIGNS- DESIGNS

THAT HAD SUBSTANTIALHARGINSBEI_VEENTHE REGULATORYALLOY;ABLENOISE

LEVELS AND THOSE ACTUALLY MEASURED, "[HEHARGINS WERE OF COURSE

IIDESIGNEDIN" TO ALLOW FOR FUTUREGROI'ENOF BOTH THE ENGINEArIDTHE

AIRCRAFT- THE ENGINE'SGRONTHPOTENTIALFOR ]'liePURPOSEOF

EXPADIDING ITS POTENTIAL AIRFP_IE APPLICATIONS - THE AIRCRAFT

GRO_HTH- TO EXPAND ITSAPPLICATIONS,

THE REGULATORYTREND IS ALVIAYSTOWARDTOUGHERREQUIREI_ENTS- IN

THIS CASE LOWER NOISE - AND TOUGHER STANDARDS WERE INEVITABLE,

FAA_s LATEST RULES, RESULTING FRa',IA [IOTICEOF PROPOSE)

RULB4AKINGPUBLISHEDIN 1976,SUBSTANTIALLYTIGHI'ENEDTHE

STANDARDS FOR NEW DESIGNS OF AIRCRAFT. THESE STANDARDS WERE

ORIGINALLYDEVELOPEDBY THE INTERNATIONALCIVILAVIATION

ORGANIZATIONCG.V'I'.III-I'EEON AIRCRAFTIIOISEAT ITS FIFTHMEETING

ARD ARE S_']ETIMES REFERRED TO AS CAI_5 _'IOISELEVELS,
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AGAIN, TO QUANTIFY THESE NEW REGULATIONS, FOR GENERAL AVIATION JETS,

THE APPROACHLIHITDROPS FRU_ ]0"2EPi'_DBTO 98j THE SIDELINE, FROM

102 TO 94, AND THE TAKEOFF,FRC(,I93 TO 89,

i'IOWLETS TAKEA LOOKAT THE FIRST VIE','IGRAPH- TAKEOFFNOISELEVELS,

THETOP SOLIDLINE, LABELLED_9 FAR36, is THEFAA ORIGINAL19G9

REGULATION,THETRIANGLESSHOWTHENOISELEVELOF toNY OF THE

ORIGINALGENERALAVIATIONJETS, THE LEAR23,24,25SERIES,THE

ROCI_YELLSABERLItIERSERIES,]HE LOCKHEEDJETSTAR,AND THE

GRU_'_,NGULFSTREAMIf, AS I MENTIONED.,_',HENAIRCRAFTTHAT WERE

STILL IllPRODUCTIONWERE REQUIREDTO MEETTHE 1969 RULES,WE DID SO

THROUGH EITHER THE USE OF SUPPRESSORS OR REQUIRED OPERATING

"tECHNIQUES,SUCHAS CUT-BACK. THESEAIRCRAFTARE INDICATED

BY THE HEXAGONS. SOt'IEAII'_GRAFTWEREt._DIFIEDBY RE-ENGINING

WITHMODERNTURBO FANS, THESEAIRCRAFTARE SHO_'tNAS SQUARES,

IF THE SYMBOL,TRIANGLE,HEXAGON,OR SQUARE.,IS FILLEDIN, IT

MEANS THAT GUT-BACK AFTER TAKEOFF IS USED AS A STANDARD

OPERATING TECHNIQUE TO ACHIEVE THE MEASURED NOISE LEVEL,

THE RESULTSOF RE-ENGINIi'IGARE OFTENTIMESDRAMATIC, I]OTETHE

OPEN TRIANGLE AT THE 106 I_BLEVEL, THE OPEN SQUARE JUST BELOW

THE 93 DB LEVEL IS THE SAME AIRCRAFT,A REDUCTIONOF 13 EPI'IDB,
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AS IS VERY EVIDENT.,OUR r._DERNTURBO-FAN-POWEREDGENERALAVIATION

AIRCRAFT,SHOWN BY THE CIRCLESjARE.,INF'_)STCASES.,SUBSTANTIALLY

BELOW'I}IE1978LIMIT, ]HIS SH_PLYt_EANSTHAT I','EHAVECONSIDERED

NOISEAS A PRIME DESIGNPARAt.IETERINTHE DESIGNAND MANUFACTURE

OF THESE AIRCRAFT,

TURNINGNOW TO CHARTNU_ER TWO_,_Q-IICHSHOWS THE APPROACHI'_OISE

LEVELS.,AGAINWE SEE THE ORIGINALFAA,REGULATION,69 FaR 36,AND

llIEPRESENTREGULATION.,78 FAR36,

NEW ENGINEDESIGNSSCHEDULEDFOR CERTIFICATIONIN THE NEXTFE',4

YEARS.,ARE.,IN .ADDITIONTO BEINGM_E ECONCt'IICALTHN.ITODAY'S

DESIGNS.,ALSO GOING TO BE QUIETER, THUS,THE NRWESTAIRCRAFT

DESI(:NSARE BEING TARGETEDTO BE WELLBELO,'_PRESENTFAA NOISE

LIMITS, THE MOST SIGNIFICANTNEW TYPESWILl.BE THE PART 2l]

COt,',MUTERAIRCRAFT_,SCHEDULEDFOR INIRODUCTIONABOUT1983-85,

RECOGNIZING.,HOWEVER.,THAT WITIIOUTSOt.'ELIMITS.,NOISELEVELS

WOULDLIKELYCREEP UP.,llIEINTERNATIONALCIVIL.,AVIATIONL"RGANIZA-

TIelADOPTED,IN /_PRILOF 1974,A RECO_","_ENDEDPRACTICE

ESTABLISHINGSUCH LIMITS, F/_J_ ADOPTEDTHESE LIMITSIN

JANUARYOF 1.O.75,TO BECQ",EOPERATIVE_'JJANUARYIST,1980,

THIS_ANS "IIIATAFTER THE END OF THISYEAR..,NO PROPELLER

i. DRIVENGENERALAVIATIONAIRCRAFTMAY RECEIVE.ANORIGINAL

AIRWORTHINESSCERTIFICATEUNLESSITMEETSII'_ESTANDARD,
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THEEFFECTOF OUR INDUSTRYWAS PREDICTABLEAND THE RESULTSHAVE

BEEN DPJ.MATIC,_EN WORK WAS STARTEDBY ICAOON THE DEVELOPMENT

OF ITSRECOt._._ENDEDPRACTICE,IN ]972,A MAJOR PORTIONOF THE

FLEET THEN BEING CL_RENTLY PRODUCED DID NOT PEET THE lEVELS BEING

DISCUSSED AS POSSIBLE LIMITS - AND THE WORK BEGAN, CERTIFICATION

AND RECERTIFICATION OF AIRCRAFT IS COSTLY AND TIME CONSUMING,

IT WOULD NOT BE POSSIBLE TO WAIT UNTIL JUST BEFORE THE REGULATORY

CLrT-OFFTO RECERTIFICATEALL OF THE AIRCRAFT,MUCH LESSF'ODIFY

TIIOSE THAT GOULD NOT FEET THE LIMITS,

BY THEEI_ OF i_76., FULLYTHREEYEARSAHEA1]OFTHE REGULATIONDATE.,

ALMOSTALL NEWLYMANUFACTUREDAIRCRAFTBELO_,,/_.,9_._]0POI_DSTAKEOOF

GROSS_tIEIGt-ITHADBEENMODIFIEDTO BRINGTHEMINTO COMPLIANCE,

CERTIFICATIONOF ALL AIRCRAFT.,INCLUDING"_-tOSEIN THEG.,0COTO

12.,500 POUNDCATEGORY,IS VIRTUALLYCOptF'LETE,

IT APPEARS"n-fATWE HAD TO TAKE A DIFFERENTTACK IF E ARE TO FURTHER

REDUCEPROPELLERDRIVENAIRCRAFTNOISE STANDARDS, FROM "DIEHARDWAP_

POINTOF VIEWjWE ARE ATTACKINGTHE NOISE PROBLEMBY TECHNOLOGY

DEVELOPFENT - STUDYING, PRIMARILY, NEW PROPELLER DESICNS, THIS EFFORT,

HOWEVER_,WILLNOT PRODUCEFRUITFULRESULTSFOR AT LEAST FIVETO TB,I

YEARS,

F_OREIMI4EDIATERESULTSIN I'IOlSEREDUCTIONWILLCOME ABOUTTHROUGH

CHANGES IN THE OPEP,ATING PROCEDURES FOR THE AIRCRAFT, VIEARE

ACCOMPLISHINGTHIS GOALTHROUGHG_I_]ASPECIFICATIONNo, ],
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FOR THOSE WHO ARE i'IOTFAMILIAR_'IITHOUR GAMASPECIFICATIONNO, ZI,,

"SPECIFICATIONFOR PILOT'SOPERATINGIIANDBOOI<,,"IT WAS INTRODUCED

BY GAIv'_ON FEBRUARY]5.,1975,AS A GUIDETO INDUSTRYST/'NDARDIZATION

OF HATERIAL WHICII _'!OULDBE OF FU'-,X.II,IUMUSEFUIJ_ESS AS AN OPEP`ATII_G

REFERENCEHANDBOOKBY PILOTSI,ND MEET APPLICABLEGOVERP!F,IENTREGU-

LATORY REQIIIRE_ENTS TO SUPPLY WITH EACH AIRCRAFT., AN F_,A.APPROVED

AIRPLAI.IEFLIE_ITMANUAL, THEt,_,AJORFEATUREOF [liESPECIFICATION

WAS TO INCFEASE]lieIN-FLIGHTIISEFUU,'ESSOF ]lieBOOK BY

STANDARDIZING THE FORM,ATOF HANDBDOKS, USING UNITS TFIATARE OF

I.IOSTVALUETO PILOTS,AND INTEGRATINGTHE V,ATERIALREDUIREDBY

REGULATIOH WITH ADDITIONAL INFORMATION PROVIDED BY THE FIANUFACTURER,

THESPECIFICATIONHAS BEEN USEDSUCCESSFULLYBY _/'_'AHANUFACTURERS

SINCE THAT TIF,_AND THE CONCEPT HAS BEEN PRrJVEN,

_'IEARE I'IOWIN THE PROCESSOF REVISINGTHE SPECIFICATIOi'ITO ACCOUNT

FOR OTIIER THAN PURE OPERATIONAL CONSIDERATIONS - FUEl.ECONQ"IY AND

NOISE REDUCTION,

INACCORDANCEWITH FA_ REOULATIOr.JsTHE ORIGINALSPECIFICATION

PROVIDEDA "I.'J'..XIMUMCONTINUOUSPOWER LIr'ITATION.,"THE HIGHERPOWER

THAT THE ENGINE HAS BEEN DEMONSTRAIED TO DELIVER, IN THE PARTICULAR

AIRPLANE,WITHOUTTII.IELIV,ITON ITS USE, IICWEVER.,AIRPLANEPERFORPANCE

DOES NOT REQUIRETHE USE OF r._XIMUMCONTINUOUSPOWER FOR NORB4`ALOPERATIONS

OTHER THAN TAKEOFF.,AND CONTINUOUSUSE OF TIIISPOB'ERI-_',,SADVERSEEFFECTS

ON NOISE..FUEL ECONOr,IYAND ENGINEWEAR, fieRAVE.,TNEREFORE_,ESTABLISIIED

A LIMITATION OF THE USE OF .I'_IF_UT,I,CONTINLOUS POVIER BY DEFINING IT
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AS THE "I_XIt,;L_IPCA':ERPER_IISSIBLECONTINUOUSLYDURINGTAKEOFF`'ONE

E_'GINEI_IOPERATI\rE.,ABr_ORI,'At.ArIDEF;ERCEI.ICYOPERATI(3NSONLY,l_

THE h'AXIML_]POVJERPERt,IISSIBLECONIII,IOUSI.Y[}URINGALL I_ORJ_AL

OPERATIONSIS CALLFE_r_AXID_UM_!OR_Vq.C_PERATINGPOWER, THIS PO_'ER

D!AYNOT BE EXCEEDEDFOR ALL NO$_/"AI.CLII,_ANI;CRUISECOIJDITIOI_S.,AND

VIOULDRESULT INA LOWER NOISE LEVEl.,,lYRICALLYliTO (JDB LESSTHAN

THAT WHICHTHE S/V.!EJ',IRRLANEIV;)ULDF'AKEAT _'A',<If¢UMCONTII,'UOUS

PG_VER,ALL PERFORI,_ANCEINFORI,'_TIONCONTAII:TEDIN I'HEPILOT'S

0PERATIrlOI_AIJI_BCOKS',VILL BE I;ASEDC,_N1HE I'IE_IPO_'/ERLItII'i'AI'IONS,

SELECTIONOF ]_'_'_C}PIS A JLT.,C.EMEII'IFACTOR,,VARYINGAS h PERCENTAGE

OF F'AXIML_";COt'ITINUOLISPOIVER.,IN DIFFERENTAIRPLANES, CLIt"_BAND

HANDLINGCHARACTERISYICSOF EACHAIRPLANE;¢USTBE CONSIDERED'TO

DETERMINETHE BESTSITUATIOr,J" LOUDERDill"HIGHERFASTER.,AND THUS

OUIE'FER,,OR I.!OTAS LOUDI_tITHIGHERSLOI':FR,

THE IDEAOF PROVIDINGPERFORMANCEINFOPFATIONCONTAININGA NOISE

REDUCTIONEt..EI,'Et;TIS BEIr_'GEXPLOREDINGREATERI)EPTHFOR APPLICABILITY

TO OUR JET AIRCRAFT, THIS EFFORT`'CCRCEPTI.OI,_LL'(SIt,1ILARTO

REDUCEDPO_ER TAILEOFFINF(BRt,'ATIONTO IMPROVEENGINEECONOMIES`'

WOULD PROVIDE A PILOT WITH THE NECESSARY OPERATING INFORMATIO_ITO

KEEP THENOISE LEVELOF THE AIRCRAFTAT A t'IINIHL_I,

[T WOULDALSO BE USED TO DETERMINETHE EXPECTEDNOISE LEVEl.

OF THE AIRCPJ_FTUNI?EI_CERTAI_IOPERAI"INGCOI,.DITIONSSUCH AS A LOCAL

WEIGHT`'TEt,_,PERAIbREANI_III._.iIDITY,
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_'IITHOUTGOINGINTO THEDETAILSOF PROPSIZING ANDBLADING,ENGINE

DERATINGAND OTHERCERTIFICATIONACTIVITIES..THISCOVERSWHAT THE

/_ANUFACTURERSHAVEDONE TO REDNCETHE NOISE OF THEIR AIRCRAFT,

CONTINUINGRESEARCHAT A REASOtJABLEPACEAND COST IVII.L.CONTINUE,

THOUGH IT IS BELIEVED FURTHER REDUCTIONS IN NOISE WILL COME IN

SMALL INCREMENTSNOT OF TI-_13REAl<THROUGHVARIETYBROUGItTABOI./i"BY

THE F/_J'_ENGINEOVER THE STRAIGHTJET,

IIOWEVER.,THISDOES HOT C_.IPLETELYCOVEROUR ROLE IN THE NOISE ISSUE,

l'fEWILLCONTINUETO SUPPORTREASONABLERULE t'_A.KINOEFFORTS,BOTH IN

THE U,S, AND ABROAD, R_Et,_ER,_'tGEXPORTAI3OUT25_ OF THE AIRCRAFT

WE r.IANUFACTURE,INFACTj FOR JET AIRCRAFTONLY.,WE EXPORTABOUT ONE-

THIRD OF THE TOTALMANUFACTURED, }:ORTHIS REASON.,WE ACTIVELYFOLLOW

IDA0 ACTIVITIES AND ADVOCATE KEEPING THE U,S, REGULATIONS IN LINE WITH

THOSE OF OTHER COUNTRIES AND VICE VERSA, CERTIFICATION COSTS ARE

TOO HIGH TO HAVETO REPF_ATTESTS IN EACHCOUNTRYIN WHICHWE SELL

AIRCRAFT,

BUT MOST IMPORTANTLY.,WE NEED UNIFORMAIRPORTNOISE REGULATIONS-

UNIFORMTHROUGHOUTTHE UNITEDSTATES- APPLICABLETO ALL AIRPORTS,

PARTICULARLYAIRPORTSTHAT RECEIVEDFEDERALFUNDS,THISDOES NOT

NECESSARILYMF.RNTHE SA_EREGULATIONSFOR EAOWAIRPORT, BUT.,THE

NOISE LEVELSESTABLISHEDAT AIRPORTSMUST_E BASEDON THE SAME

CRITERIA, MUSTBE C_,LCULATABLEBY THE SN.IEMETHODOLOGYNID MUST

BE SUREAND CERTAINBEFOREA PILOTSETS FORTHON A TRIP, THE

NOISELEVELSCHOSENMUST BE REASONABLEAND MUST RELATETO THE

LOCALCONDITIONS,THEY MUST NOT BE CHOSENTO CATERTO THE
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IDIOSYNCRASIES OF A FEW AIRPORT NEIGHBORSWHO BELIEVE THAT THEIR

AUTOS`'TRUCKSAND LAWNMOWERSHAVE A RI('HTTO MAKEMORE NOISE

]WAN AIRPLANES,

_,'IEALSO STRIVETO KEEP THE REGULATIONSRIBASONABLEAND TO KEEP

3"HEBALAHCEBE'i3_'EENI'?riATTHE COMt4UNI_HUST DO ArIDMUST ACCEPT

AS THE PRICEFOR ITSAIRPORTAND ENTRY II{roTHE NATIONISAIR

TRANSPORTA'IION SYSTEI_h

(_ENERALAVIATIONJET AIRCRAFTARE 10 TO 15 EPNDB- OR t.'E)RE- LOWER

TI_I THE NEW.,LARGE._WIDE-BODYCOM_,ERCIALTRANSPORTS,THE FREQUENCY

OF OCCURRENCES- TAKEOFFSAND APPROACHES- FOR GENERALAVIATION.

BUSINESSJETS, ISALSO MARKETEDLYLOWERTHN,_FOR THE LARGECOMMERCIAL

TRANSPO_S, AVERAGE YEARLY UTILIZATION OF A BUSINESS JET IS

APPROXIW_TELYCOO HOURS COt_AREDWITHAI_OUT3,000HOURSFOR THE AIRLINE

JET, THEREARE.,_ AN AVERAGE,,ABOUTi0 GENERALAIVATIONJET OPERATIONS.,

TAKEOFFSAND LANDINGS,,PER DAY.,AT THE MAJOR AIR CARRIERAIRPORTS, IF A

GENERALAVIATIONFLEET MEETINGTHE PRESENTF/_ASTANDARD(ANDTHE

MAJORITYOF POST 1975 MANUFACTUREDAIRCRAFTDO t'EETTHIS ST#NDARD)

WERE OPERATEDINTOTHE LARGEAIR CARRIERAIRPORTS,,VIEWOULDNOT ADVERSELY

AFFECT THE NOISE LEVELS GENERATED BY AIR CARRIER TRAFFIC AT THESE

AIRPORTS,,EVEN IFTHAT TRAFFICMET THE __P._NOISE COALS,

REASOr'VtBLEOBJECTIVEFORAIRPORTNEIGHEORHDODCOMMUNITIES_"t)ECAUSE

PRESENTUNITED DATAINDICATETHAT, AT SOfAEAIRPORT)AN LDNCONTRIBUTION
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OF NOISEFROt'IAIRCRAFTOF LESSTF_N65 DB IS DIFFICULT to

DISTINGUISHFRCP!OTHERAPBIENTNOISEj GIVEr'ITHE ENVIRONFENTAL

NOISE LEVEL (OTHERTH_ FROMAIRCRAFT)AROUNDTHOSEAIRPORTS,I'

CV_M,ACALCULATEDTHE EFFECTOF THE COt,',M,UNITYNOISEEXPOSURELEVELS

EXPECTED FROM A FLEET OF GENERAL AVIATION PROPELLER-DRIVEN

AIRCRAFT,t.IEETINGTHE F,A,ASTAI'/DARDS.USINGA STATISTICAELYCOMPUTF_D

t.IIXOF AIRCRAFT,WE COt.'PUTEDTHE LDN'SAT A POINT3500NETERSFROI.I

THE BEGII'ININGOF THE TAKE-OFFROLL,AT A SELECTED2_,_AIRPORTSAT

I_ICH,AN FA_,STUDYSI-IO_VS,9._ OF GEi'IERALAVIATICI'IOPERATIONS

OCCUR. I'_'ESEPARATELYCALCULATEDTHI:El3'!FOR _ANTA,_I'_AIRPORT

B_HICHHAS ABOUT ]00 CENERAL/_VIATIONOPEIEATIONSPER HOUR. AT THis

AIRPORT,TIIECALCULATEDLDN WASC4. SANTA/_rLA'SCALCULATEDVALUE

WAS CCt,',PAREDWITH ITS t.EASUREDVALUEOF {:,_FROMALL NOISESOURCES,

INCLUDIt'IGAIR CARRIERAIRCRAFT.

._ASEZ)ON THESE _FO VALUES,IVECALCULATEDTHAT IF ALL PROPELLERDRIVEN

AIRCRAFTWERE P./VINEDFROM SANTA/_'VA,THE t.EASIJREDVALUEWOULD GO DOhN

ABOLFFi DB, THE EFFECTAT OTHERAIRPORTS,WITH SIGNIFICANTLYFEWER

PROPELLERDRIVENSt.'ALLAIRPLANEOPERATIONS,WOULD EVENBE LESS.

i'!ODIFICATIONOF EXISTIN6AIRCRAFTTO INCORPORATENOISER-EDLICING

DEVICES IS EXTREt,IELYEXPENSIVE, THE PRII"ARYtX)ISESOURCEIS THE

PROPELLER, To DEVELOPA NEW QUIETERPROPELLERFOR AN AIRCRAFT

REQUIRESMUCH ENGINEERINGEVALUATIOI'_,TIMECONSUMINGEI4GINEPROPELLER
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VIBRATIONSTUDIES_AND COMPLETEAIRCRAFTPERFORMANCEEVALUATION."[HE

COSTOF THISWORK IS UPWARDSOF ONEHALF MILLIONFX)LLARSAFTER YOU

HAVEDESICNED,_I,!PSTRUCTURALLYPROVENTHE PROPELLERITSELF,

ONE LASTBUT Ii_'EORTANTPOINT. THE INTRODUCTIONOF THE NEW (LOWER

NOISE)TECHNOLOGYAIRCRAFTHAS RESULTEDIN A REDUCTIONIN THE DAY/NIGHT

NOISE LEVELS AROLIJDAIRPORTS SERVED BY THESE AIRCRAFT. AS THESE NEW

AIRCRAFTBECOMEAN INCREASINGLYLARGERPERCENTAGEOF THE FLEET.,THE

AVERAGEDAY/NIGHTNOISE LEVELSAITRIBUTABLETO ALL GENERALAVIATION

BUSINESS JETS IVILLSIGNIFICANTLY FALL. PASF_D UPON FORECAST SALES OF

EXISTINGAI'.T)PRESENTLYPROPOSEDMODERNTECHNOLOGYTURI_OFANPOWERED

GEt_ERALAVIATIONAIRCRAF-FjOVER THE NEXTDECADE_AND ASSUMINGA NORIVTAL

ATTRITIONOF AIRCRAFTOF OLDER TYPEDESIGNS,THE AIRPORTDAY/NIGIIT

NOISE LEVELS_ A]TRIBUTABLE TO THE TOTAL GENERAL AVIATICN JET FLEET,

WILL DECREASEj BY APPROXIJ'ATLEY 5 "IOiiD]]PER DECADE, FOR A FIXED

ACTIVITY RATE.

LET'SLOOKAT THE GRAPH3,FOR THE TAKEOFFCONDITION. IF THERE

WERE 10 OPERATIONS PER DAY IN 1975_ WITH THE TYPICAL JET AIRCRAFT

MIX PRESENTTHEN_,AND THIS PRODUCEDA DAY/NIGHT_OISE LEVELOF 59 DBj

IN ]_)_5,WITH ITS EXPECTED JET AIRCRAFT MIX, THE LEVEL OF NOISE WILL

DROP TO 53DB, IFTHEREWERE 50 OPERATIONSPER DAY IN 1975, THE NOISE

LEVELWILL GO FROM6_,DB TO GO DB IN1.9_5,

[vbSTD"PORTANTLY,EVEN IF THE NL_'_BEROF JET OPERATIONSAT A

PARTICULARAIRPORTDOUBLE,THE]'_OISE_L STILLGOES DOWN - IF 10
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OPERATIONSPRODUCEDA LEVELOF 59 DB Ill 1975_ 20 r]PERATIONSWILL

MEANONLY56 DB IN lg85,

INCIDENTALLY,,THEDASHEDHORIZONTALLINESJ AT THE 6._AND5_ LDN

LEVELS.,REPRESENTH[,IDANDEPJ_OI_JECTIVESFORCO_t.IUNITYNOISE

LEYELS AT IIBUSY"SITES AND AT S_IAI.LER,LESS ACTIVE SITES,

CHART FOUR SF_D_VSA SINILARREI)UCTIONOVER]14EYEARS FOR ll4E

APPROACHCONDITIONS, FOR FIVE OPERATIONSPERDAY IN1975, THE

LDN WILL BE _ DB, IN i_5, IT_';ILLDROP TO _i DB, FOR TEN

OPERATIONSPER DAY, DOUBLE THE /V4OUNTOF TENYE/uRS-EARLIER,

THE InN .DROPSTO .C_D]_, 11,,gDB LESSNOISEllIANHAU: THE NUI.IBER

OF OPERATIOHSCREATF_bTENYEhRS_.ARLIER,

THE REDUCTIONSIN CQ',tDIUNIT','DAY/NIGHTNOISELI:'VELSWILL

CO'.IEABOLr[_II'I'HPRESENTLYRNO#,'N"IECNNOLOGY,,NON]JEIHGAPPLIED,,

AND_'/IU. AL.LONFUTUREGROI'/FHOF EXISEINGAIRCRAFTFI.EE'I'S,

_',lOVt.,IF _,'_COULDONLYI30 SONETHINGABOID'THEBARKINGDOGS,
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Ladies and Gentlemen

I am very pleased to be here today to discuss the Department of

Defense policy for planning the use of land in the vicinityof airports.

This policy is set forth in DoD Instruction 4165.57, which is titled

Air InstallationsCempatibleUse Zones or, for short, AICUZ. DuD

Directives and Instructionsare similar to Military regulationsand set

forth general policy and guidance on how that policy will be carriedout.

The Military Departmentsdevelop detailed proceduresunder this guidance

as required to fit their different missions and requirements.

When we do develop a policy such as this one which has a substantial

impact on the public, we cannot do it in isolation in the Pentagon - public

participation is mandatory. We therefore prepared a draft Environmental

llapacbStatement on the proposal and sent it to about 150 State Offices,

Area Clearing Houses, and uther Federal agencies. As I recall, we received

around 50 comments in reply - most were detailed, thoughtful, and helpful.

We cannot satisfy all commentors,of course,but we made many substantlal

changes in the orlginal document as a resultof these comments.

The currentAICUZ Instructiondated November B, 1977 was published in

the Federal Register for public commentbefore we adopted it. Very few

comments (only two, in fact) were received this time, probably because the

proposed revisions were nob perceived as being major. I have several hundred

copiesof the document here as handouts,and I hope you all have recelved

a copy.
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The AICUZ concept was prcJposod(}rJginallyby (;hpAir'F_rce as a

concept called "GREENBELT". Sev_)ra__lirbunes mere _!,,p_ri_,nchlgen-

oroachmeeL in the Form of irttensiv_dev_lOUlm_itl;in_m_{li_Inlyoutside

the base bnundries. Wherc :_uchdev,,t,H,in,,,Itwas residential, it was

almost imnlediately Follawed by cenldl_li,i_s aqalnst liln nni_ made by

the aircraft. /I conmlen reaction (_I l,r;_ly p_,c4_h__o s.ch complaints was

+well you knew the airpol'(,w,J,_hf'F,w!_cm!,(_nl,,urlh:i.ilr+nOU'.Ul_ifln'tyou?"

Such a reaction does not :.#in I_ iei_H,_cr,d it. i,, :,(_l rc,_li,/ #air. f'oople

tend to buy houses on L,,E')PK._V_:;wh.,_Iil,i_r.!,_#'#i,:_l.,.,i_"_.at a minimum,

nights tO see if his re',tis cI'islurbi,,;_:_,,;,r,,!'i_;_,(lying. In any

case, _ome ceBlplaintsescalated into}s_t:, HI_Ii(,!_Ino cto_r that

something _llUst be done to sl.openr,'_4cl_Hlt_;t.

A large modern milith;y jet i,;_..__,__u,tre(,r#'._.,:I, hm,ldr$;dsof

millions of dollars in irlveSt'tFv,ttin land ,-i:_t<(_,i( (:jities tvhich. If

flying were curtailedor _.Lopped,_;_/tlh.]h,_'r_ :;, ii'._{;I')I;.CLc'U TO an_)tirer

area. Even if an air ba._u(_ built q: ,,r,:_,,_r,:_l'e_',(he popu!a_ion OF the

base afldthe jobs it treatiesitr_llLdiaLel V irtv',lL!devnlupI+,+n_._('",Lart and

the proc(PsScould be repeated.

Also, and aside from the g_ner'alcost tr,th,_;,:+:Jai,'ersof building a

ne_ base, the economic impact of ch,sing ,] _h:,i<,_hJ,;l_earlb,?enormous.

Jobs are lost, people _l_r_,}_:n_l, _,u_,.,:.,':d,.clines. ;h,)i_eparLinontof Defense

is not insensitiveto Lhi_seiml_h(_t_ dO(Il_e_'#ve L(% _VL_id thnlnor lessen

th_n}wherever and whenever i)os_H:,h. Tln_rn,"orvi{:i'-h_;_sl!yin the

economic interests of the Departme_mt{)fDefer,so,I.hn_Bxp_ty_)r5")ngeneral

and tilelocal areas in p_irLic_il,_r,Cigara b_ I,_.pl._e_ec_so that it can

continue to operate ore)-)one f.'ri(:d_.
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As I said, the first proposal was the Greenbelt concept, wherein

the Government would buy a strip of land five miles long and two miles

wide centeredon our major runways and permit no uses of that land

other than agriculture, parks or just letting the trees and grass grow.

In its favor, the Greenbelt concept was simple to apply, and it would

have kept development far enough away from our runways that noise would not

have been a problem, and the areas of high aircraft accident potential

would have been contained within the Government-owned land.

However, it would have cost billions of dollars; it would have re-

moved hundredsof thousands of acres from local tax rolls; it would have

displaced tens of thousands of persons and businesses, and it would have

prevented the development of a tremendousamount of highly desirable de-

velopmentalland. But weren't we trying to prevent development? In part,

yes. But not all development'is undesirableor incompatiblewith airfield

operation. Most industrial activities are not sensitive to noise, Many

sensitive activitiescan be carried out satisfactorilyin high noise areas

if the buildings in which they are locatedare adequately insulated. Some

apparently compatible uses of land in the high noise and accident potential

area, such as agriculture,or sanitary land fills, are not really compatible

since they can attract flocks of birds which are highly dangerous to air-

craft.

Thus, it was obvious that what we needed to do was to identify those

uses of land which are compatible with aircraft operations, and those which

are not. Then a further refinement needed to be made to Judge Just how

incompatiblecertain uses are, We startedwith noise.
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Fortunately,many studies of the psychologicalimpact of noise had

been [made. The Air Force had been making such studies since, at least,

the early 1950s, the FAA, VA, HUD, amd many other agencies and foreign

Governmentshad all been studying ah'craftnoise. The excellent FHA

Guide to Control of Airborne Impactand Structure Borne _loisein Multi-

Family Dwellings had been published in lg67, and the Joint Army-Navy-

Air Force Manual on Land Use Planning with Respect to Aircraft Noise in

1964. Therefore,we did not have in roinvent the wheel to come up with

compatible land uses, only make it a little rounder.

Our first policy concentratedon noise and was rather general with

respect to land uses that were compatible with high noise leve]s. Ac-

quisition of land or restrictive easements on land was permitted although

we preferred local zoning action to control land use.

I think I should en_phasizeat this point that our first policy, and

our policytoday, requires that.as a first stmp_ we will take all reasonable,

economical,and practical measures tu reduc_ or control noise from air-

craft. These steps will Include adjustmentc,ftraffic patterns,sound

suppressionmeasures on ground Facilities,and reduction of night time

activities, if practical. However, airplaneswill still make noise.

When I said that acquisition of land was permitted, I should also

state that the Department of Defense does not want to buy land. We do

not like to take land off local lax _'olls,we de not like to spendi

money on land insteadof airplanes or tanks,we do not like to have to

manage land we don't need. Further, we have Lo get authmrity from the

Congress and appropriations from the Cnngress in order to acquire land.

It is not something that we can just do by ourselves.
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It was in the early stages of the program when we were first

asking for the Congressionalapprovals that we needed, that the Congress

gave us some rather clear direction as to how the program should be

restructured for the years ahead. The Congress stated that the acquisi-

tion of land for noise reasonsalone might not be in the best interest

of the United States, that even more emphasis should be placed on local

zoning actions or other state and municipal actions to control en-

croachment and that we should concentrate more on the potential of air-

craft accidents in the vicinity of airfields.

As a result of this Congressional direction, studies of aircraft

accidents were undertaken and we determined that, for our major airfields,

we should increase the size of the clear zone at the end of runways. That

is, that zone wherein no buildingsor obstructions to flight are permitted.

It is a zone 3,000 feet long and 3,0000 feet wide centered on the runway

centerllne. Because almost nothing is permitted in this zone, the De-

partment of Defense will usually buy the land or a restrictive easement on

the land to assure that it does remain clear.

Beyond the clear zone we have identifiedAccident Potential Zones I

and If. These continue at 3,000 feet wide, APZ I for 5,000 feet, and

APZ II for an additional 7,000 feet. We identify APZ i as having a

significant potential for accidents and APZ II as having a measureable

potential for accidents. Beyond these zones, the potential for accidents

is not significantly above that of the country as a whole.
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We do not state that any specific probabilityexists that an

aircrdft will have an accident in these zones in any given time period.

This could be calculated if aircraft and flying techniquesremained

static, but they do not. Both are constantlychanging, But these

zones do represent a reasonabledelineation of the fact that accident

frequency decreases as distance from the runway increases. The AICUZ

instruction lists in its Enclosure 4 those uses which we believe to be

compatible with the clear and accident-potentialzones, Since I hope you

all have copies, ! will not repeat them all now.

There is a portion of the AICUZ instructionwhich I believe is important

enough to read or paraphraseat this time, however, This is the part

that deals with acquisitionof land by the Department of Defenseand is a

direct outgrowth of the instructionswe received from Congress. It states

that the first priority for acquisition,eitber in fee simple or appropriate

restrictive easements will be the clear zone, the 3,000 x 3,000 foot zone

on the end of major runways. At most of our air installations,we already

own all or a substantialportionof these areas.

If it appears that we should acquire some interest in land beyond the

clear zones, action to program for such acquisitionmay be taken - for

accident-potentialzones first, and for high noise areas second - only when

all possibilities of achievingcompatible use zoning or similar protection

• have been exhausted, and the operational integrityof the base is manifestly

threatened.
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If procurementactions are considered necessary, complete records

of all discussions, negotiations, testimony, etc., with or before all

local officials, boards, etc., must be maintained, This will ensure

that documentation is available to indicate that all reasonable and

prudent efforts were made to preclude incompatible land use through

cooperation with local government officials, and that all recourse to

such action has been exhausted. By this policy, we do run the risk

that development and encroachment may progress so far that we are unable

to effectively stop or change it. However, we believe so strongly that

land use decisions should be made by an informed public and its local

representatives, rather than by the Federal Government, that we are willing

to accept that risk.

I referred to an informed public, We recognize that it is our responsi-

bility to inform. This is a very important part of our AICUZ policy, We

require that the Military Departments develop procedures for coordinating

AICUX studies with the land use planning and regulatory agencies in the af-

fected area. They will work with local governments, planning agencies,

state agencies, and legislators, and provide technical assistance to them

to aid in developing their land use planning and regulatory processes, to

explain the implications of an AICUZ study and generally work toward

campatlb|eplanning and development in the vicinity of air installations.

The Military Departments must have programs to inform local governments,

citizens groups, and the general public of our requirements for flying ac-

tivities and the reasons for them, what we have done and can do to reduce

noise and hazards, and to generally promote an awareness of what we are

doing and our willingness to work with them. Through such mutual under-

standing, we hope to achieve a cooperation that will benefit both us and
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the local community. In this line, the Air Force has elected to publish

its AICUZ studies in the form of reports to the people in the area of the

installation being studied. Complete information is thereby made available

to the people, and they can base their planning on facts.

While I said we will provide technical assistance, the Department

of Defense does not provide any Funding of local planning processes. We

do not have Congressional authorization to fund this type of activity,

althoughseveralotherFederalagenciesdo. By technicalassistance,we

mean providing information and making our planners and other professionals

availableto the extentwe can to explainand to adviseandassistif

requested.

Doesthe systemwork? Do we get the kindof localplanningandcontrol

we would like to see? Sometimes, but not always. A few examples may serve

as illustrations.

As of the date I am writing this, the Air Force has completed and

published 73 AICUZ studies. Twenty-five Jurlsdications have included the

AICUZ studies in their comprehensive land use planning process and in their

plans. Two areas have fully incorporated the AICUZ reconlnendationsin

their zoning regulations. Thirty-three areas have incorporated parts of

the AICUZrecommendationsin theirzoningplans, In ten areas,requests

for zoningchangesor buildingpermitsthatwouldhaveresultedin in-

compatibleuseshavebeendenied,two statelegislatureshaveenacted

enablinglegislationto permitzoningbasedon AICUZwheresuchauthority

was previouslynot available.Ar|.zonahas passedlegislationthatallows
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for zoning for AICUZ, allows local governmentsto acquire land to aesure

compatibleuses, and permits state-ownedland to be traded for other land

in compatibleuse zones as a method of acquisition. Acquisition of land

and interests in land by local governmentshas occurred at two bases,

most notably Hill Air Force Ease in Ogden, Utah where the State Legislature

appropriatedfunds to acquire compatible use zones.

On the Navy side, Jacksonville, Floridaenacted zoning regulations

that includecompatible use zones for the three Naval Air Stations in the

area (Jacksonville,Mayport, and Cecil Field), and Jacksonville Airport,

the localcommercial airport.

In Patuxent River, Maryland, Air Installations Compatible Use Zones

were included in the local zoning laws, and some planned uses that would have

been incompatiblehave been stopped. Here is an example, however, that does

show that zoning is not the solution to all of our problems since it has

been held that certain land uses permitted prior to the revised zoning

are still permitted - in effect, a GrandfatherClause.

There are many areas where we have not been successful. One of these

is the Navy's complex of airfields in the Norfolk, Va. area. Encroachment

there is so extensive that the only viable solution seems to be to purchase

properties. Overall, however, I think that the record shows that the ap-

proachwe have been using can work and has worked in many cases.

Therefore,we do not plan any significantchanges in our policy in the

immediatefuture. We believe that by fully informing the public of what we

are doing,what we must do, and what the impacts of these actions are,we will

stimulateinformed, reasonable, and correct responses on the part of that

publicand their elected officials.
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In some cases, where the viability of an air installation is in

danger and where the Congress agrees that acquisition actions are appro-

priate to alleviate the condition, we will buy land or restrictive ease-

ments on land to assure compatible use. However, it must be understood

that the Department of Defense, indeed the Federal Government as a whole,

does not have one dollar to spend on such acquisitions that does not come

from the taxpayers of this country, from you and me. Therefore, action

by local governments to make good land use plans, to zone For compatible

uses, will save you and me money. Further, properly done, it can make

money by promoting the development of land to higher though compatible

uses while preserving and enhancing the economic value of airfields,

military, commercial and general.

For these reasons, I was particularly pleased to be invited here

today, and you have my sincerest wishes for a successful seminar and

successful planning in the future.

THANK YOU
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NUMSfR 4]65.57

DATE November 8, 1977

ASD(F_A&L)

Dcp;_rtmcnt of Dc[cnsc instruction

SUBJECT: Air In_tallations Compatible Use Bones

References: (a) Department of the Air Force Manual 86-8) )'Airfield
and Airspace Criteria," November I0, 1964

(b) Department of tlloNavy Publication) NavFac P-272,
"Definitive D_slgns for Naval Shore Facilities,"
July 1962

(e) DepartmeNt of the Navy Publlcatlon, NavPac P-80,
"Facility Planning Factor Crfterla for Navy and
Marine Corps Shore INstallations"

(d) through (j), see enclosure ].

A, PURPOSE

This Instruction: (I) sets forth Department of Defense poldcy on
achieving compatible use of public and private lands dn tbe vicinity of
military airfields; (2) defines (a) required restrictions on the uses
and heights of natural and man-made objects In the vlelnlty of air
installations to provide for safety of flight and to assure that people
end facilities are not concentrated in areas susceptlhlo to aircraft
aecldents; and (b) desirable restrictions on land use _o assure its
compatlhl]Ity with tilecharacterlstdcs, Includlng nols_, of air instal-

latdons operations: (3) describes tileprocedures by which Air Installa-
fleas Compatible Use Bones (AICUB) may he defined: and (4) provddes
policy on the extent of Government interest in real property wlthJn
these zones which may be reCalned or acquired to protect the operational
capability of active ml]ltary airfields (subject in each case to tbe
availability of required authorizations and appreprlatlons),

B, APPLICABILITY

Thla Instruction applies to air installations of the Military Depart-
ments located within the United States, its territories, trusts, and

possessions,

C. CRITERIA

I, Ceneral. The Air Instnllatlons Compatible Use Bone for each
military air dnscallatlon shall consist of (a) land areas upon which
certain uses m_y obstruct the nlrspace or otherwise be hazardous to

aircraft operations, and (b) land areas wblch are exposed to the health,
safety or welfare hazards of alrcra£t operations.

2. Height of Obstructions, The land area and height standards
defined in AFH 86-8 (reference (a)), NavPac P-272 (reference (b)), and
P-80 (reference (c)), and TH 5-803-4 (reference (d)) will be used for
purposes of height restrlctlon criteria,
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3, Accident Potential

a, General

(1) Areas immediately beyond the ends of runways and along
primary flight paths are subject to more aircraft accidents than other
areas, For this reasont these areas should remain undeveloped,or if
developed should he only sparsely developed in order to limit, as much
as possible, the adverse effects of a possible aircraft accident.

(2) DoD fixed wing runways are separated into two types for
the purpose of defining accident potential areas. Class A rLmways are
those restricted to light aircraft (see enclosure 2) and which do not
have the potential for development for heavy or high performance aircraft
use or for which no foreseeable requirements for such use exists.
Typically these runways have less than i0_ of their operations involving
Class B aircraft (enclosure2) and are less than 8000 feet long, Class
g runways are all other fixed wing runways.

(3) The following descriptionsof Accident Potential Zones
are guidelines only. Their strict applicationwould result in increasing
the safety of the general public but would not provide complete protec-
tion against the effects of aircraft accidents. Such a degree of protec-
tion is probably impossible to achieve, local situations may differ
significantlyfrom the assumptionsand data upon which these guidelines
are based and require individual study, Where it is desirable to restrict
the density of development of an area, it is not usually possible to
state that one density is safe and another is not. Safety is a relative
term and the objective should be the realizationof the greatest degree
of safety that can be reasonably attained,

b. Accident Potential and Clear Zones (See Enclosure 3)

(i) The area immediatelybeyond the end of a runway is the
"Clear Zone," an area which possesses a high potential for accidents,
and has traditionallybeen acquired by the Government in fee and kept
clear of nbstuctions to flight.

(2) Accident Potential Zone I (APZ l) is the area beyond
the clear zone which possesses a significantpotential for accidents.

(3) Accident Potential Zone II (APZ II) is an area beyond
APZ I having a measurable potential for accidents.

(4) Modifications to APZs l and II will be considered If:

(a) The runway is infrequently used.

(b) The prevailing wind conditionsare such that a
large percentage (i,e., over 80 percent) of the operations are in one !:,
direction.
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(c) Host aircraft do not ovl,riqy tile APZs as defilu!d
herein during hernial flight operations (tlmdificat:ions may lie made to
alter Lhese zones and adjusL them to conform to the line of fiigilt).

(d) Local accitl_JtL history indicates consider,ILion of
different area.

(e) Other unusual coxldiLions exist.

(5) 'fbe takeoff safety zolle for VFR rotary-wing facilit.ies
will be used for the clear zone; the remainder of Lhe approach-departure
zone will be used as AP'Z 1.

(6) Land use compatibiJity with clear zones and APZs is
shown in enclostJre 4.

4. Uo_s_

a. General. Noise exposure is described in various ways. In
1964, the Department of Defense began using tileComposite Noise Rating
(ENR) system to describe aircraft noise. Si!veral years ago the Noise

Exposure Forecast (NEF) systeln began to replace CNR. In August 1974,
the Environmental Protection Agency notified all Federal agencies of
intent to implement the Day-Night Average Sound Level (Ldn) noise

descriptor, and this was subsequently adopted by tile DaD. This Ldn
system will be used for air installations. P/here AICUZ studies have

been published using the CNR of NEP systems or where studies have pro-
grassed to the point that a change in the descriptor system is imprac-
tical or uneconomical, such studies may be published and continued in
use. I(owever, in such cases, data necessary for conversion to Ldn
should he collected and studies should be revised as soon as time and

budgetary considerations permit. IIowever, if state or local iaws require
some other noise descriptor, it may be used in lieu of Ldn.

b. Noise Zones

(1) As a minimum, contours for Ldn 65_ 70, 75 and 80 shall
be plotted on maps as part of AICUZ studies.

(2) See section G. for a further discussion of Ldn use and

conversion to Ldn from previousiy used systems.

D. POLICY

l. General, As a first priority slap, all reasonable, economical
and practical measures will be taken to reduce and/or control the
generation of noise from flying and flying related activities. Typical
measures normally include siting of engine test and rmnup facilities in

remote areas if practical, provision of soulld suppression equipment
where necessary, and may include additional measures such as adjustment
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of traffic patterns to avoid built'Lip areas where such can be accomplished
wiLh safely and without significant impairment of operational effective-
hess. After all reasonable noise source conLrol mea._l:r_s have been

taken, there will *_sually remain significant la.d areas wherein the
Late| noise exposure is such as to be incompatible with certain uses,

2. Compatible Use Land

a, General

(I) DoD policy is ta work toward ac:hieving connpstibiIity
between air installatioils a.d neighbnring civilian communities by means

of a compatible land use planning and control process cond.cted hy the
local communt ty.

(2) Land use compatibt]icy Ruidelin_s will be specified for
each Clear Zone, Accident Potential Zone, Noise Zone and combination of
these as appropriate.

(3) The method st control and regulatio, of hlnd usage
within each zone will vary accordii1g to local conditions. In all
instances r-he primary objective will he to ide.tify pl;nming areas and
reasonable land Llse guidelines which wLII be recommended to appropriate
agencies who are in control of tile plannin R foncLions for tlle affectt, d.
areas,

h. Property Rights Acc_uisit_n

(1) General. While noise generated by aircraft at military
air installations should he an integral element of land ,_secompatibility
efforts, the acquisition of property rights on the basis of noise by the
I}epartment of Defense may riotbe in the long term best interests of the
Untied States. Therefore, while the complete requirement for individual
installations should be defined prior to any programming actions, ac-
quisition of interests should he prograr_ed in accnrdance with the
following priorities.

(2) Priorities

(a) The first priority is the acq.isitiun in fee

and/or appropriate restrictive easements of lands within the clear zones
whenever practicable. ,

{b) Outside the clear zone, program f_r the acqui._ition
of interests first £n Accident Potentldl Zones and secondly in high
noise areas only when all possibilities of achiuvhlg compatible use
zo[Ling_ or similar proLection, have been exhausted and lht_ _peratioila]
integrity of the air installation in manilestly threatened, II program-
ming actions are considered necessary, complete records of all dis-
cussions, negotiations, testimony, etc., with or before all local
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officials, hoards, etc., must he maintained. This will ensure that
documentation is available to indicate that all reasonahle and prudent

efforts were made to preclude incompatible land use through cooperation
with local government officials and thaL all recourse to such action has

been exhausted. Such records shall accompany programming actions ;_nd/or
apportionment reqlmsts for items programmed prior to the (]ate of this
Instruction. In addition, a completu economic analysic and assessment
of the future of the installation must he included.

(I) Cnsts of establishing and maintaining com-
pat'-'ble use zones must be weighed against other available options, such
as changing the installation's mission and relocating the flying acti-
vitiesj closii1g tile installation, or such other courses of action as may
be available. In performing analyses of this type, exceptional care
must be exercised to assure that a decision to change oc relocate a
mission is fully justified and that all aspects of the situation have
been thoroughly considered.

(ti) Hen, as a result of such analysis, it is
determined that relocation or abandonment of a mission will be required,
then no new construction shall be undertaken in support of such activ-
ities except as is absolutely necessary to maintain safety and opera-
tional readiness pending accomplishment of the changes required.

(3) Guidelines. This Instruction shall not be used as sole
justification for either the acquisition or the retention1 of owned in*
terests beyond the minimum required to protect the Government,

(a) Necessary rights to land within the defined com-
patible use area may he obtained by purchase, exchange, or donation, in
accordance with all appllcahle laws and regulations.

(b) If fee title is currently held or subsequently
acquired in an area where compatible uses could be developed and no
requirement for a fee interest in the land exists except to prevent
incompatible use, disposal actions shall normally he instituted. Only
those rights and interests necessary to establish and maintain compatible
uses shall be retained. _here proceeds from disposal would be inconse-
quential, consideration may be given to retaining title.

{c) If the cost of acquiring a required interest
approaches closely the cost of fee title, consideration shall be given
to whether acquisition of fee title would be to the advantage of the
Government,

3. Rlshts and Interests Which Hay Be Obtained. When it is deter-
mined to be necessary for the Federal Government to acquire interests in
land, a careful assessment of the type of interest to be acquired is

mandatony. Section F. of _his Instruction contains a listing of posslble
interests which should be examined for applicability.
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4. Environmental In.pact Statements

a, Any actions taken with respect to safety of flight, accident
hazard, or noise which involve acquisition of interests in land must be

examined to determine the necessity of preparing an environmental impact
statement in accordance with I)o0Directive 6050.1, "Environmental Con-
siderations in PoD Actions," Harcb 19, 1974 (reference (e)),

b. All such environmontal impact statements must be forwarded
to appropriate Federal and local agencies for review in accordance with
rnference (e),

c. Coordination with local agencies will be in accordance with
DHB Circular A-95 (reference (f)).

E, THE AIR INSTALLATION COMPATIBLE US_ pROGRAM

I. The Secretaries of the Military Departments will develop, im-
plement and maintain a program to investigate and study all air instal-
lations in necessary order of priority to develop an Air Installation
Compatible USO Zone (AICUZ) program for each air installation consistent
with Section D. AICUZ studies which contain an analysis of land use

compatibility problems and potential solutions shall be developed and
updated as necessary. As a minimttm, ench Study shall include the
following:

a. Determination by detailed study of flight operations, actual
noise and safety surveys if necessary, and best available projections of

future flying activities, desirable restrlccions on land use due to
noise characteristics and safety of fllght;

b. Identification of present incompatible land uses;

e. Identification of land that if inappropriately developed
would be incompatible;

d. Indication of types of desirable development for various
land tracts;

e, Land value estimates for the znnPs in question,

f. Review of the airfield master plans to ensure that existing
and future facilities siting is consistent with the policies in this
Instruction.

g. Full consideration of joint use of air installations by
activities of separate Hilitary Departments whenever such use will
result in maintaining operational capabilities wbile reducing noise,
real eatate and constrnction requirements.
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h. Recommendations for work with local zoning hoards, necess_y
minimum programs of acquisition, relocations, or such other actions as
are indicated by the results of the Study.

2, Procedures. In developing AICBZ Studies the Secretaries of
Hilitsry Departments shall:

a, Follow tile review and comment procedures established under
OHB Circular A-95 (reference (f));

b. Ensure that appropriate environmental factors are considered;
and

c, Ensure that other local, State or Federal agencies engaged
in land use planning or land regulation for a particular area have an

opportunity to review and comment upon any proposed plan or sign£flcant
modification thereof.

3, Coordination with State and Local Governments. Secretaries of

the Hilitary Departments shall develop procedures foc coordinating AICDZ
Studies with the land use planning and regulatory agencies in the area.
Developing compatible land use plans may require working with local
governments, local planning commissions, special purpose districts,
regional planning agencies, state agencies, state legislatures, as well
as the other Federal agencies. Technical assistance to local, regional,
and state agencies to assist them in developing their land use planning
and regulatory processes, to explain an AICUZ Study and its implications,
and generally to work toward compatible planning and development in the
vicinity of military air fields, should be provided.

4. Property Rights Acquisition, The AICDZ Study shall serve as the
basis for new land acquisitions, property disposal, and other proposed
changes in Hilitary Departments real property holdings in the vicinity
of military airfields where applicable.

5. Required Approvals. Based on the results of the AICOZ Studies,
each Hilitary Department will prepare recommendations for individual
installations AICUZ programs for approval as follows:

a. The Secretaries of the Military Departments or their designa-
ted representatives will review and approve the AICUZ Studies establish-
ing the individual air installation AICDZ program.

b, When relocation or abandonment of a mission or an instal-

lation is apparently required, the Secretaries of the Military Depart-
ments will submit the proposed plan for the installation, with appro-
priate recommendations, to the Secretary of Defense for approval,

c, A time-phased fiscal year plan for implementation af the
AICUZ program in priority order, consistent with budgetary considera-
tions_ wilt be developed for approval by the Secretary of the Military

t
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Departments, or their designated representatives. These plans will
serve as the basis for all AICUZ actions at the individual installations.

6, Coincident Actions. Tile Secretaries of the Military Departments
will also take action to assure in accordance with section D.1. and D.2.
that:

a. As tile first priority action in developing an AICUZ program,
full attention is given to safety and noise problems.

b. In all planning, acquisition and siting of noise generating
items, such as engine test stands, full advantage is taken of available

alleviating measures, such as remote sites or sound suppression equipment.

c. The noise exposure of on-installation facilities personnel
are considered together wiLh that off the installation.

d. There is development or continuation with renewed emphasis,
of programs to inform local governments, citizens groups, and the general
public of the requirements of flying activities, the reasons therefore,
the efforts which may have been made or may he taken to reduce noise
exposure, and similar matters which will promote and develop a public
awareness of the complexities of air installation operations, the problems
associated therewith, and the willingness of the Department of Defense ,
to take all measures possible to alleviate undesirable external effects.

7. Responsibilities for the acquisition, management and disposal of
real property are defined in DoD Directive 4165.6, "Real Property, Acqui-
sition, Hanagement and Disposal," December 22, 1976 (reference (g)).

i

8. The Deputy Assistant Secretary of Defense (Installations and
Ilousing) will examine the program developed pursuant to this Instruction, i

and from time to time review tile progress thereunder to assure conformance i
with policy.

F, REAL ESTATE INTERESTS TO BE CONSIDERED FOR CLEAR ZONES AND ACCIDENT
POTENTIAL ZONE

1. The right to make low and frequent flights over said land and to i
generate noises associated with: i

a. Aircraft in flight, whether or not while directly over said !
land,

h. Aircraft and aircraft engines operating on the ground at
said base, and,

c. Aircraft engine test/stand/cell operations at said base.

168



a165,57
Nnv 8, 77

2, The right to rcgulate or prohibit the release into the air of
any substance which would impair the visibility or otherwise interfere
with the operations of ai_ccaft t ._uch ast but not ]imlted to, steam t
dtls[ ,3nd smok_.

3. The right to regulate or i)rohibit light emissiozls, either direct
o_ indirect (reflective), which might interfere with pilot vision.

4, The right to prnhib_t electrical emisslans which WOL_Id interfere
with aircraft and aircraft con_unic_tLons systems or aircraft n,lvigational
equipment.

S. The right to prohibit any use of the land which would unneces-
sarily attact birds or waterfowl, such as, but not Limited to, operation
or sanitary landfills_ maintenance of feeding stations or the growJn_ o_
certain types of vegetation attractive to birds or waterfowl.

6. The right to prohibit and remove any buildings or other non-
frangible structures.

7. The right to top, cut to ground level, and to r_move trees,
shrubs, brush or other forms of obsLructian which the irLsta_latioll

corr_ander determines ralght interfere with the operatioll of _ircrafL t
including emergency landings.

8. The right of i[ig_e_s and egress upon_ over and across said land
for the purpose of exercisin8 the rights set forth herein.

9. The right to I_ost _igns on said land indicating the nature and
extent of the Goverrlf_entPs control oyez" said |and.

10, The right to prohibit land uses other than the following:

a. Agr_.culture.

b. ]_ivestock grazi1_g.

c. Perm_flent open space,

d. Existing w_er areas,

e. Rights or way for fenced two lane highwaysl without sidewalks
or blcycle trails and _ingle track railroads.

f, c_unications and utilities right of way, provided all
fac_.lities are at _r below grade.

11. The _ght to prohlbtt entry of persons onto the land except in
' connection with activities authorized under |., 2., 3._ and 6,, of this

B_ctioll.
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12. The right to disapprove land uses not in accordance with enclosure
4.

13, The right to control the height of sturctures to insure that
they do not become a hazard to flight.

14. The right to install airfield lighting and navigational aids,

G. AIR INSTALLATIONS COHPATIBLEUSE ZOrn:NOISE DESCRIPTORS

1. Composite Noise Rating (CNR) and Noise Exposure Forecast (NEF)
values as previously required by Sections III., IV., and V, of DuD
Instruction 4165.57, "Air Installations Compatible Use Zones," July 30,
1973 (reference (j)) will no longer he used.

2. Where CNR100 (or the quietest boundary of C/_ Zone 2 if other-
wise computed) or NEF 30 would previously have been used, data shall be
collected sufficient to permit computation of Ldn 65 noise contours and
these noise contours shall be plotted on maps accompanying AICUZ studies.

3. Where CNRllS (or the boundary of Ct_ Zone 3 if otherwise com-
puted) or _F 40 would previously have been used, data shall be collected
sufficient to permit computation of Ldn 75 noise contours and these
noise contours shall be plotted on maps accompanying AICUZ studies.

4. Where previous studies have used CNRor /_F, for matters of
pollcy_ noise planning and decisionmaking, areas quieter than Ldn 65
shall be considered approximately equivalent to the previously used CNR
Zone I and to areas quieter than NEF 30. The area between Ldn 65 and
Ldn 75 shall be considered approximately equivalent to the previously
used CNRZone Z and to the area between NEF 30 and 40. The area of
higher than Ldn 75 shall be considered approximately euqivalent to the
previously used CICRZone 3 and to noise higher than _F 40. The proce-
dures shall remain in effect only until sufficient data to compute Ldn
values can be obtained.

5, When computing helicopter noise levels using data collected from
meters_ a correction of _Tdb shall be added to meter readings obtained
under conditions where blade slap was present until and unless meters
are developed which more accurately reflect true conditions.

6. Noise contours less than Ldn 65 or more than Ldn 80 need not be
plotted for AICUZ studies,

7. Since CNRnoise levels are not normally directly convertible to
_dn values without introducing significant error, care should be exer-
cised to assure that personnel do not revise previous studies by erro-
neously relabellng CNR contours to the approximately equivalent Ldn
values.
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8. Where intermittent impulse noises are such as are associated
with bombing and gunnery ranges are of importance, such noises will be
measured using standard "C" weighting of the various frequencies to
insure a description most representative of actual human response.

H. EFFECTIVE DATE AND IMPLEMENTATION. This Instruction is o[fective

immediately. Forward two copies of implementing regulations to the
Assistant Secretary of Defense (Manpower, Reserve Affairs, and Logistics)
within 90 days, (Final Rule of this Instruction was published in the
Coda of Federal Regulations under 32 CFR 256.)

JOHN F. WIIITE

Assistant Secretary of Defense

(Manpower, Reserve Affairs and Logistics)

Enclosures - 4
I. List of additional references.

2. Runway Classification by Aircraft Types
3. Accident Potential Zone Guidelines
4. Land Use Compatibility Guidelines for Accident Potential Zones
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Additional References

(d) Department of the Army Technical Manual, TH 5-803-4, "Planning of
Army Aviation Facilities, "March 1970

(e) DoD Directive 6050.I, "Environmental Considerations in DoD Actiona,"
Hatch 19, 1974

(f) Office of Management and Budget Circular A-95, "Evaluation, Review
and Coordination of Federal and Federally Assisted Programs and

Projects," February 9, 1971
(g) DoD Directive 4165.6, "Real ProperLy, Acquisition, Management and

Disposal," December 22, 1976
(h) DoD Instruction 4170.7, "Natural Resources - Forest Management,"

June 21, 1965
(i) DoD Instruction 7310.i, "Accounting and Reporting for Property

Disposal and Proceeds from Sale of Disposable Personal Property
and Lumber or Timber Products," July 10, 1970

(j) DoD Instruction 4165.57, "Air Installations Compatible Use Zones,"

July 30, 1973 (hereby cancelled)
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Runway Classification by Aircraft Type

Class A Runways Class B Runways

S-2 U-10 A-I F-f06 C-121
VC-6 U-f1 A-3 F-5 EC-121
C-I LU-16 A-4 F-15 We-121
C-2 TU-16 A-5 C-123
TC-4C HU-16 A-6 S-3 C-130

C-7 U-21 A-7 T-29 RC-130B

C-8 QU-22 A-38 T-33 C-13I
C-12 E-I AV-8 T-37 C-140
C-47 E-2 P-2 T-39 C-5A

C-I17 O-I P-3 T-I KC-97

U-I 0-2 F-9 T-2 C-124
U-3 OV-I F-14 T-38 EC-130E
U-6 0V-IO F-4 B-52 HC-130
U-B T-28 F-8 B-57 C-135
U-9 T-34 F-Ill B-57F VC-137

T-41 YF-12 B-66 C-141
T-42 SR-71 C-9 KC-135

F-100 C-54 EC-135

F-101 C-97 RC-135
F'IO2 C-I18 U-2

F-f04 C-I19
F-f05
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Land Use Compatibility Guidelines for Accident Potential

Zones and Footnotes

Land Use CateBory Compatibility 1

Clear Zone APZ I APZ lI

Residential

Single family NO NO YESZ

2-4 family NO NO NO

Multi-family dwellings NO NO NO

Group quarters NO NO NO

Residential hotels NO NO NO

Mobile home parks or courts NO NO NO

Other residential NO NO NO

Industrial/Manufacturin_ 3

Food and kindred products NO NO YES

Textile mill products NO NO YES

Apparel NO NO NO

Lumber and wood produc_s NO YES YES

Furniture and Fixtures NO YES YES

Paper and Allied Products NO YES YES

Printing, publishing NO YES YES

Chemicals and allied products NO NO NO

Petroleum refining and related industries NO NO NO

Rubber and misc. plastic goods NO NO NO

Stone, clay, and glass products NO YES YES

Primary metal industries NO YES YES

Fabricated metal products NO YES YES
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Lg.d Use Category Compatibility

Clear Zone APZ I APZ II

Industrial/HanufacturinB3 (Cont.)

Professional,scientific and controlling
instruments NO NO NO

Hisc. manufacturing NO YES YES

Transportation I Communications & Utilities 4

Railroad, rapid ra£1 transid (on-grade) NO YES 4 YES

Highway and street ROW YES YES YES

Auto parking NO YES YES

Communication YES YES YES

Utilities YES YES4 YES

Other transportation, communications
& utilities YES YES YES

Commercial/Retail Trade

Wholesale trade NO YES YES

Building materials-retail NO YES YES

General merchandise-retail NO NO YES

Food-retail NO NO YES

Automotive,marine, aviation-retail NO YES YES

Apparel and accessories-retail NO NO YES

Furniture, hnmefurnishing-retail NO NO YES

Eating and drinking places NO NO NO

Other retail trade NO NO YES
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Land Use Category Compatibility

Clear Zone APZ I APZ II

Personal and Business Services s

Finance, insurance and real estate NO NO YES

Personal services NO NO YES

Business services NO NO YES

Repair services NO YES YES

Professional services NO NO YES

Contract construction services NO YES YES

Indoor recreation services NO NO YES

Other services NO NO YES

Public and quasi-Publlc Services

Government services NO NO YES 5

Educational services NO NO NO

Cultural activities NO NO NO

Medical and other health services NO NO NO

Cemeteries NO YEs6 YES6

Non-proflt organization lnc2, churches NO NO NO

Other public and quasi-public services NO NO YES

Outdoor Recreation

Playground's neighboring parks NO NO YES

Community and regional parks NO YES 7 YES 7

Nature exhibits NO YES YES

Spectator sports incl. arenas NO NO NO

Golf courses , riding stables 9 NO YES YES
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Land Use Category Co_atibilit_

Clear Zone APZ I APZ II

Outdoor Recreation (Cont.)

Water based recreational areas NO YES YES

Resort and group camps NO NO NO

Entertainment assembly NO NO NO

Other outdoor recreation NO YES 7 YES

Resource Production & Extraction and Open Land

Agriculture IO YES YES YES

Livestock farming, animdl breeding II NO YES YES

Forestry activitie_ 12 NO 13 YES YES

Fishing activities & related services 14 NO 15 YES 14 YES

Mining activitfes NO YES YES

Permanent open space YES YES YES

Water areas 14 YES YES YES

Footnotes

i, A "Yes" or "No" designation for compaLible land use is to be
used only for gross comparison. Within each, uses exist where further

definition may be needed as to whether it is clear or normally acceptable/
unacceptable owing to variations in densities of people and structures.

2. Suggested maximum density 1-2 DU/AC, possibly increased under
a Planned Unit Development where maximum lot covered less than 20_,

3. Factors to be considered: Labor intensity, structural coverage,
explosive charactecistics_ air pollution,

4. No passenger termina]s and no major above ground transmission
lines in APZ I.

5. Low intensity office uses only. Heeting places, auditoriums,
etc._ not recommended.
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6. Excludes chapels.

7. Facilities must be low intensity,

S. Clubhouse not recommended.

g. Concentrated rings with large classes not recommended.

I0. Includes livestock grazing but excludes feedlots and intensive
animal husbandry.

II. Includes feedlots and intensive animal husbandry.

12. No structures (except airfield lighting), buildings or above
ground utility/communication lines should be located in the clear zone.
For further runway safety clearance limitations pertaining to the clear
zone see AFM 86-6 (reference (a)), TH 5-803-4 (reference (d)) and NAVFAC
P-8O (reference (c)).

13. Lumber and timber products removed due to establishment, expan-
sion or maintenance of clear zones will be disposed of in accordandce
with DoD Instruction 4170.7, "Natural Resources - Forest Management,"

! June 21, 1965 (reference (h)) and DoD Instruction 7310.1, "Accounting
and Reporting for Property Disposal and Proceeds from Sale of Disposable

i Personal Property and Lumber or Timber Products," July I0, 1970 (reference

i (i)).

14. Includes hunting and fishing.

15. Controlled hunting and fishing may be permitted for the purpose
of wildlife control.

!

J
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