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BACKGROUND 


On October 29, 2008, the Louisville Regional Airport Authority (LRAA) provided the 
Federal Aviation Administration (FAA) Air Traffic Organization with a letter and 
supporting documentation requesting an Offset Approach to Runway 17R at Louisville 
International Airport (SDF). In the request, LRAA referred to a noise abatement (NA) 
rneasure, NA-7, proposed when they submitted their Noise Compatibility Program 
under Part 150 to the FAA for action in 2003. Noise Abatement (NA) -7, included in 
part, a proposal for an offset approach to Runway 17R. 

Following normal FAA protocol for reviewing flight procedure requests, the FAA Air 
Traffic Organization evaluated the approach request and supporting technical data that 
LRAA provided. 

On, April 03, 2009, the FAA sent a response letter to LRAA disapproving their request 
to implement an offset approach to Runway 17R at SDF. The FAA disapproval letter 
identified serious concerns with safety, efficiency, and incompatibility with existing and 
proposed arrival routes at SDF as the basis for the disapproval. 

INTRODUCTION 

On May 14, 2004, of the 42 measures proposed by the LRAA for the Louisville 
International Airport (SDF) Noise Compatibility Program (NCP), the Federal Aviation 
Administration (FAA) approved 20; approved in part 8; disapproved 3; disapproved for 
FAR Part 150 purposes 4; and took no action on 7. The FAA took no action on 7 of the 
measures because they related to new or revised flight procedures for which insufficient 
data was provided to allow an approval/disapproval determination. 

The FAA has determined that the technical information provided by LRAA in support of 
their request (outside of the Part 150 Process) for an offset approach to runway 17R 
and the subsequent analysis by ATO is sufficient information to issue a ROA in 
accordance with 40 CFR Part 150 for 3 of the 7 previously deferred Noise Compatibility 
Program (NCP) noise abatement measures. 

This Record of Approval (ROA) contains the FAA's approval/disapproval decisions for 3 
of the 7 NCP measures that were previously deferred: Noise Abatement Measure 2 
(NA-2); Noise Abatement Measure 3 (NA-3); and Noise Abatement Measure 7 (NA-7). 
All other portions of the previously issued ROA remain in effect. 



The approvals listed herein include approvals of actions that the airport recommends be 
taken by the Federal Aviation Administration (FAA). It should be noted that these 
approvals indicate only that the actions would, if implemented, be consistent with the 
purposes of 14 CFR Part 150. The FAA has provided technical advice and assistance 
to the airport to ensure that the operational elements are feasible (see 14 CFR 
150.23(c)). These approvals do not constitute decisions to implement the actions. 
Later decisions concerning possible implementation of measures in this ROA will be 
subject to applicable environmental or other procedures or requirements, including 
Section 106 of the National Historic Preservation Act (NHPA). 

The ROA summarizes as closely as possible the LRAA's recommendations for noise 
abatement measures which were identified in their NCP. Note, the 
recommendationslmeasures in this ROA were developed by the sponsor (LRAA), not 
the FAA. The ROA depicts the sponsors recommendation followed first by the FAA's 
actionldetermination executed in the May 14, 2004 ROA, and then by the FAA's current 
action/determination. 

1) 	NA-7: Use an Offset Departure from Runway 35L and Offset Approach to 
Runway 17R. (pages 8-16, 8-74, 8-81, table 8-2, and table 11-2). This measure 
is to take advantage of an industrial corridor to the northwest of the runway to 
reduce the adverse effects of the recommended change in preferential use of 
the east and west runways (Measure NA-2). Aircraft not equipped with 
GPSIFMS would require installation of a Localizer type directional aid (LOA). It is 
assumed that a Local Area Augmentation System (LAAS) would be required for 
a Global Positioning System (GPS) approach. This measure would remove 
about 423 homes north of the airport from the DNL 65 contour. 

May 5, 2004 FAA Action (Previous): 
No action required at this time. This measure relates to flight procedures under 
49 U.S.C. section 47504(b). A technical analysis of this measure in concert with 
Measures NA-2 and NA-3, and an environmental analysis, are required to 
determine its feasibility and environmental impacts. FAA is concerned that 
adoption of the arrival portion of this measure would reduce runway arrival 
capacity by approximately one-third when the offset approach is in use. While 
we do not object in principle to the departure procedure as a voluntary measure, 
the NCP does not provide separate analysis for the departure procedure alone. 
The FAA will review the study results to determine whether this measure is 
feasible. At present, when parallel approaches are being conducted, current 
procedures allow for lateral separation of 2 miles between two aircraft landing on 
the parallel runways. Using an offset approach to RWY 17R, this separation 
standard would increase to 3 miles. 

FAA Action (Current): Disapproved. Operational procedures necessary to 
implement this measure were detailed in the supplemental supporting 
information provided by LRAA requesting FAA approval for implementation of an 
Offset Approach to Runway 17R outside of the Part 150 process (See 



attachment 1). The result of the FAA's technical evaluation concluded the 
procedures were unacceptable and the request was disapproved (See 
attachment 2). This measure cannot be implemented without reducing the level 
of aviation safety provided and adversely affecting the efficient use and 
management of the navigable airspace and air traffic control systems. Because 
the measure was disapproved operationally, no additional environmental study 
or analysis is necessary. 

2) 	 NA-2: Reverse East-West preference (Day and Night). Reverse the current 
runway use program to prefer the west runway. The trigger of 3 aircraft in the 
landing or departure queue currently used to direct air traffic to both runways 
would be retained. (NCP pages: 8-6, 8-49 thru 8-53, 8-79, tables 8-2, and 11-2). 
This measure would reduce the noise impacts within the DNL 65 contour to 
about 2,175 residents and 1,079 dwelling units but would increase noise over the 
University of Louisville, Old Louisville and the neighborhoods to the northwest. 
Because students at U of L were not included in the impact analysis the number 
of students experiencing noise impacts are not known. The measure, if 
combined with Measure NA-7, would take advantage of a corridor of compatible 
land uses immediately north of the airport. 

May 5, 2004 FAA Action (Previous): 
No action required at this time. This measure relates to flight procedures under 
49 U.S.C. section 47504(b). A technical analysis of this measure in concert with 
Measures NA-3 and NA-7, and an environmental analysis, are required to 
determine its feasibility and environmental impacts. The FAA also will determine 
during any follow-on analysis whether the measure provides an overall net 
benefit to populations impacted, including the U of L, a requirement under Part 
150. 

FAA Action (Current): 

Disapproved. This measure is disapproved because it is dependent/relational to 

NA-7 which is disapproved. Because the measure was disapproved 

operationally, no additional environmental study or analysis is necessary. 


3) 	 NA-3: Morning North flow Preference; Revision of Existing Measure NA-1. 
In conjunction with the offset approach and departure recommendation (NA-?), 
reverse the normal daytime runway use preference from south flow to north flow 
during morning hours 9:30 a.m. to 12:30 p.m. to minimize overflights of the 
University of Louisville and residential areas to the north of the airport. (page 8
79, table 11-2). There are more aircraft arrivals than departures during this 
period at SDF. 

May 5, 2004 FAA Action (Previous): 



No action required at this time. This measure relates to flight procedures under 
49 U.s.C. section 47504(b). A technical analysis of this measure in concert with 
Measures NA-2 and NA-7, and an environmental analysis, are required to 
determine its feasibility and environmental impacts. Implementation of this 
measure would be in conjunction with NA-2 and NA-7 if approved (This measure 
would modify measure NAA 7.1 in the 1995 ROA). 

FAA Action (Current): 
Disapproved. This measure is disapproved because it is dependenVrelational to 
NA-7 and NA-2 which were disapproved. Because the measure was 
disapproved operationally, no additional environmental study or analysis is 
necessary. 
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October 29, ZOOS 

Mr. David Sencchdl 
Federal Aviation Admimstrution 
LOlli s ville-S candi6.,lfd ATCTlTRACON 
755 Grade Lane 
LOllisvi!lc, KY 40213 

Re: 	 Request for the implementatIOn or the Louisville Intem~ltlona! Airport FAR P,lrl 
150 Update NUlse Abatement tvkasurc 7 Offset Approach 

Dear Mr. SenechaL 

The Louis'>ille Regional AirporL Authority (RAA) formally requests the !mpkmenLation 
of the offset approach component of Noise f\bateLlcnt Measure 7 as detailed in the 
Louisville jntemational Airport FAR Part l50 Update daled May 24, 2004. The inLent or 
this measure t$ to Implement an offset approach to Runway !7R at the Louisville 
lntcmarion;il Airport (SDF) through an industrial cI)JTidor northwest of the (lirport and 
south of the University or Louisville campus, alleviating 110lse and reducing tht: need for 
sonnd insulation in neighborhoods nOlih of the airport. 

As you know, the LRAA has conducted various working meetings with UPS and local 
Air Traffic Control personnel ovcr the past two years in order [0 ddermine the feasibility 
of the approaches and dehne the steps for implementation, UPS has conducted flight 
simulator tests of these procedures and has indicated a Willingness to fly ('hl: pfI)cedures 
prov!(.ied capacity is not llnput::lcd unci that proper venical guidance IS <1vaitHbte 
(electronic or ViSLlUt). 

Implememarion of [he measure involves the deyelopment of two procedUl'cs: I) an 
RNA V (GPS), and 2) an LDA to Runway 17R, Modil1cution of th,-,; exj:,llng Precision 
Approach Path Indicator (PAPl) serving Runwuy t7R and the installutlon of a t()(;alizcr 
and DME are alw reqlllred. 

"I'he following paragraplls detail the hIstory of thiS proj~\:(, define the project purpose and 
need, identify NAVArD equipment requirements. ,me! provide general costs associated 
with the implementatIOn of the measure, 

Projed History) Purpose and Need: 

tn January of 2003 an FAA FAR Pan 150 1\01SC Sludy tJpdarc for f..lltl!sville 
international Airport. prepared by ail1)()ft consultants leigh Fisher Associates \\,mi 

submitted to the Federal Aviation Administration. This Noise Comrmtibility Study (tht 
Study) INas initiated to upd,ltc aircraft noise and land u~e compalibility pbns first 
completed in 1993. A number 01" recommendations came nut of the Study, two of which 
will be addressed in this requesL: measures NA~2 and NA-7. 
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Measure N is an Air Control measure [hal (ull::: for the reversal" of the current 
East~Wcst Runway Preference (vay and ~igh(), Tbe propo5~11 is to !'ev~['~c the currenL 
runway llse program to prefer the west runway. The of three nirc:raft in the 
landing or departure queue cun-cotly ~[::;ed to direGt to use DOLh p<lralkl runways 
would be ret.ained as part of this measure. This measure would be corr:;bined \vith 
measure NA 7, described below, to mitigate potenllHlnoise im:reases at the Urnversity of 
Louisville and In Old Louisville, a community locuted immediately norrh of the 
Univo.::-rsity. 

i'v'leasure NA-7 is nn Appnxtch and Departure Procedure measure which recommends an 
offset departure from Runway 35L and an offset approach to Runway t7R, The purpose 
of the measure is to rome air traffic rhrough a noise compatible industrial con idor to the 
northwest of Runway 17R, thereby reducing the number of homes and noise -sensitive 
facilllies within the DNL 65 noise contours in the areas north of the airport. 
Implementation of this measure could reduce the cost of sound insulation (to be funded 
through FAA AlP grants) by $36 million. 

As previously discussed, only the approach procedures are being requested tit tl11$ time. 
The lment \s to utilize the approaches during VFR conditions only when capacity is not 
impacted. The concept is modeled after the Simultaneous Offset Instrument Appro;.tch 
(SOIA) currentJy in use at the San r<runciscQ lntcrnatlonal Airport. The SOIA approach 
has been implemented successfully nnd has accommodated arrivnl rates ranging from 30 
to 60 operations per hour as detailed in Table 1. 

Table 1 
Simultaneous Offset Instrument AppnHlch (SOIA) 

San Fnmdsl'o rnl.ernaHonal Airport (SFO) 
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!, Information obw.iu¢d from So:;[)tcmb,~-r J2. 2006 SFO Port AlLthority presentation 
2. SOIA approach uSed only when c~iling minimums ure lIDO' {it grcu-l\:T. 
3. Runway 2SL and 2SR separation = 3000'. 

Proc(~dure(s) Development Request: 

The implementation of th~e measures requires the development of an offset RNA V 
(GPS) approach and an LDA Approach to Runway 17R. it is requested that the 
development of these procedures be separated into two phases: Phase 1 and Phase 2. 
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Phase 1 focuses on accornmoduling GPS approat;b capabk mn.:mft lncludcs the 
development of an RNA V (GPS) approach procedure. This phase lS based on the 
premise that a procecicre of this type requires little or 110 inv~stmcnt in ground h(l)\cd 
r-;:A VAIDs and can be implemented irnmediately Phase I represenls the starting point of 
the implementation of ~A-7 and could serve as the cat:tlyst to perfecting the operation 
prior (0 the implementation of Phase 2. Based on a sample of operaUons data obt,lined 
from the SDP trucking syslem dalLl, this approach could <lccomrnnd;),w up to 45% of the 
cxisling FrS ned at 3D1". 

Phase 2 focuses on :tCcommo(!.lling non-GPS/fiV1S equippeu aircraft and include:,; lhe 
de.velopment of an I.DA app;·oach and the implemen1atlon (If Localizer and DME 
tnfm"tructun.:, Implementlltion Phase 2 will be conducted after the RNAV GPS 
procedures have been impicmented and ground based NAVAID equipment has heen 
installed. Combined with Phase 1, this approach ShUllld uccornnwdate all operations ;It 
S[)F 

Two pl"Ototype approach procedures h,lve been developed by ASRC Research and 
Technology Solutions (ARTS). These procedures have been coordinated with the
Loui:,:ville Regional Airport Authority (LRAA) and mee! the intent of Noise Measure 
"t'.A"7. As previously mentioned, the RNA V procedure I.:ould be implemented 
immediately. However, the LDA approach requires ground based infrast.ructure and a 
final prol.:edure can not be developed or implemenred until the equipment IS installed. 

Phase I: RNAV (GPS) Runway 17R 

The procedure requested is an RNA V (GPS) approach procedure to Runway l7R 
The final approuch course is 150.75° True and is. offset from the mnw:l)' 
centerline of 165.4J ° True by l4.66", The tinal approach course crosses runway 
centerline 5100' from the displuced threshold of Rwy 17R which is the maximum 
all()wed by criteria. The intermediate segment is aligned with the final scgmenl. 
is 6 NM 111 length, Hnd hn..<; II minimum altitude of 2500' MSL, which is the 
int.ercept altitude for the LNAV/VI;\A V portion of the approach. The glide p,l1h 
angle and [he TCH for [he LNA VIVNAV arc 3JY' and 55' respl!ctively, The 
missed approach clearance limit is proposed as BETHY inlcrsection (waypoinl) or 
as requested by ATe Differences in criteria do not J,lIow the uSe of DAME~ 
intersection as a mis~cd approach clcanmcl': limit. 

There are l\v() initial approach fixes, (lAFs) for this procedure. One is at NABS 
VORTAC and the other is at MAIZE intersection which will have to be modified 
to include a waypoinL A minimum altitude 0(" 3000' IS proposed for e~lCh mitial 
segment. A copy of the proposed RNA\! ((iPS) approach procedure is shmvn in 
AttH('hmcnt 1. 
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Pha.,e 2; LDA Runway 17R 

The sccnnu pmccdure requested is an LDA npprO<'tch to Runway !7R. for ai(cr~lfi 
not equipped to fly the RNA V approach. including almost every ,lircraft opcraring 
G.t SDE Development of Phase 2 is requested [0 begin the implementatiun 
or the RNA V procedure. The procedure will require the mstnltal'ion of lllocalizcr 
and DMf:: whicb will funded by the Airport Improvement Program dS P;'\lt or 
the FA:\ approved E!\R Pmt 150 Noise Study and instaJ:ed in accordance with 
FAR Pmt 171 Non Federal Navigation Facihlies. It would be the Intent of the 
LRAA to request FAA fake nver the malntcmmce or the system UpOll Its 
commissioning" 

Ttl.: ground track of the LDA is identical to the RNA V 17R approach. The final 
approach course is lS{U5° True and the final approach course crosses [he runway 
centerline 5200' from the displaced threshold for Runway 17K The glide path 
angle is 3.0'" llnd will utilize an offset PAPI for t7R. The missed approach 15 

different from the RNA V (GPS) Rwy 17R procedure. The mi;.;sed approach 
cleamnce limit for the LDA is DAMEN intersection as IS the current missed 
approach for the ILS Runway .t7R procedure. 

The intelmedi<He segment altitude remains (It 2500' MSL The length of the 
imermediate segment is 6 NM. The initial approach fix (JAF) is at NABB 
VORTAC and the initial segment altimde is 3000' MSL, DME or RADAR IS 

required to identify the lntemlCdlatc fix and the final approach fix, 

A cupy of the proposed LDA approach procedure is shown in Attachment 2. A 
full feasibility study and siting report, cstlmate [or the installation of the PAPI, 
localizer and D;\-1E IS contained in Attachment 3. 

Cost Benefit of the Hcquested Equipment and Procedures: 

Costs of implementing lhese procedures include procurement of NA V AIDs, engineedng 
and installation, flight check, and maintenance. For budgetary purposes. rough order-of
magnitude costs have been developed for the RN,\ V ((iPS) imd the LDA proccdun~s <mel 
arc dctai led in Tables 2 and 3. 

Tabid 
Estimated Cost for Implementation of 


RNAV(GPS) Apnroach to Runway 17R 

Fadiitv 

PAPt 
Procure Cost 

S40,OOO 
Inshlll Cost 

520.000 
l'iotes 

A~.,ullles nn ndc!lioru! PAP[ system \\,'ill h~ 
in';;lalltd_ An uddltkmal PAPf JilUY ill'! be reqllin,d, 

Totals $<iO,OO!/ S20,OOO 
,- ..N0tc~_ 

L 	 en:o.( generated 1'01 planmns pJl?hCS only, Cp()(] the approval of the mcaSllrt:, cns: estimares 
will be refined ba~ed on specific site reqUirements uno dlSi;ussllln~ with \'l~ndOlS_ 

2. 	 PAP I in~tJl!ali()n may no! bl! requiroo as eXb,ing fadlny may provide coverage Of be modified 
to pfI)vid,; C()\Tfatw. 
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Table 3 
Estimated Cost for Implementation of 

, \pproac 1 to unwavLD"" I R 17R 
.:\0!1:.-; 

LU1.:;liizer 

Facility Procure Cost Instull Cost 
$250,000 $350,000 ASSlEllCS tei minlll mounted ,y~l.em work, power ;Iocl 

.\Cl'C;;S ;\vaiiabk; "rourvi·rnOl1nled n()knna Mray 
""""""",.,e

DME SlOO,OOO $30,000 eu-sited with LOC 
PAPI $4-0,000 $20,000 Assumes an Hdditional PAP] system will be 

ill~tuJled, An additional PAP! nl;JY not be re, uired. 
Miscellaneous 

_. 
... $50,000 Sight Testlilg 

$30,000 flight ins ,x;vlion 
Maintenance Fe¢ $15,000 Cost pei year mvtille ;:;ondllion5!fiig~lt lJl~pCction5 

LOOOS 
Totals $540.000 5570.0(1) 

Notes: 
1. Cost generated for planning purpos¢s pnly. l)poll til¢ app!oval Dr I.h¢ measare COS! estim,nes 

will be refined based 011 ~pedfk site lequiiern0m~ und disctlSsions with vendors" 
2, rAPl inS\llllatton may not be required liS e;.;i~ting facility may provide coverage \)f b\: modified 

to provide coverage. 
3. PAPI costs are dllplicated from RNA V costs. 

As previously mentioned, the implementation of these approaches is anticipated to save 
up to $36 million in sound insulation for hOllses north of the airpOJ.1. representing a 
significant henefit based on the inve~nmcnt dollars required for the RNA V Of LDA 
approaches. 

We understand the implementation of the NA-7 appronch procedures will require 
coordination from other fAA departments !ncluding: Airports, Airway facHities, Fhght 
Procedures Office, and Flight Standards. We have copied key FAA personnel on our 
request in an effort to move forward quickly lind in a coordinated manner. 

We look forward to working with you Oil this project and thank you for your assistance. 
if you have any questions, please cont~1Ct me at 502-368-6524. 

Sincerely, • j)I 
crl!l;t/t 


C:L "Skip" Miller, A.AE. 
Executi ve Director 
Louisville Regional Airport Authority 
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PhIlip fAA Aupol1s District Office 
Rusty Chapman, FAA Southern Region Airports Ot'fjcc 
Gernld Lynch, FAA Eastern Region Flight Procedures Officc~ 
Douglas Murphy, FAA Southern Region AJministrawr 
Karen Scott, LRAA Deputy Executive Director 
Bob Slattery, LRAA :\oise Abatement Manager 
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1701 Columbia Avenue 
Collage Park, GA 30337-2748 

U.S. Department 

of Transportation 


Federal Aviation 

Administration 


IIPR 03 1009 

Mr. C. T. "Skip" Miller, A.A.E. 
Executive Director 
Louisville Regional Airport Authority (LRAA) 
p.o. Box 9129 

Louisville, KY 40209 


Dear Mr. Mil~-
This is in response to your October 29, 2008 letter requesting implememation of the 
Louisville-Standiford International Airport (SDF) 14 Code of Federal Regulations (CFR), 
Part ISO Update, Noise Ahatement Measure 7 Off.s·ct Approach, 

In the Federal Aviation Administration (FAA) Record of Approval (ROA), dated May 
14,2004 a determination of"No action required at this time" was given for Noise 
Compatibility Program (NCP) Measure NA-7, which included the proposed offset 
approach procedure. The determination additionally stated "a technical analysis of this 
measure...and an environmental analysis are required to determine its feasibility and 
environmental impacts." The detennination also highlighted operational and capacity 
concerns that were not addressed adequately in the Louisville Regional Airport Authority 
(LRAA) NCP. Finally, NA·7 speaks specifically to a Global Positioning System (GPS) 
or Localizer-Type Directional Aid (LDA) offset instrument approach to runway 17K 
We started a formal analysis when we received the additional approach information in 
your October 29,2008 request. 

FAA's approval or disapproval of 14 CFR, Part ISO NCP recommendations is measured 
according to standards in Part 150 and the Aviation Safety and Noise Abatement Act of 
1,979. Part 150, Section 150.35 includes language stating that programs will be approved 
under this part if program measures relating to the use of flight procedures for noise 
control can be implemented within the period covered by the program and without 
reducing the level of aviation safety provided or adversely affecting the efficient use and 
management of the navigable airspace and air traffic control systems. 

While not considering the absence of an environmental analysis nor a subsequent Safety 
Risk Management evaluation, FAA evaluated potential safety issues, technical feasibility, 
and operational efficiencies of your proposed offset approach procedure, As a result, the 
proposed instrument offset approach procedure to Rum'lay 17R at Louisville-Standiford 



International Airport (SDf), and the corresponding components of measure NA~7, are 
both deemed unacceptable and are disapproved for implementation. 

FAA's decision includes these comments: 

The Flight Standards Division does not consider this procedure to be a safe 
operalion. The stabilized approach would be compromised, and the missed 
approach (particularly with loss of engine power) would be under less than ideal 
conditions and would place the aircraft over a populated area close to the surface, as 
well as the parallel runway, while maneuvering in a non-favorable environment. 

The Quality Oversight and Technical Advisory, National Flight Procedures Office 
does not support development of the offset approach due to runway alignment and 
stabilization criteria, as well as an excessive required missed approach climb 
gradient. 

The Air traffic Organization CATO) has serious concerns about saiety, efficiency, and 
incompatibility with existing and proposed arrival routes. ATO specifics include: 

The night path of the proposed offset procedure would place the published missed 
approach procedure in conflict with arrivals and departures operating from RWY 
17L135R. This would create a significant safety risk In addition, IFR arrivals from 
the cast, destined for the offset approach. would be required to cross the straight-in 
final approach course for both Runways I 7L and 17R before entering the pattern for 
the offset approach, which would result in an increased safety risk, along with an 
increased risk of separation errors. 

Use of an offset approach would eliminate Air Traffic control (ATe) ability to run 
simultaneous approaches to Runways 17L and 17R This existing ability is key to 
an expeditious arrival traffic flow, and was one of the criteria used when designing 
the airport layout. Simultaneous approaches require that the approaches be paraliel 
precision approaches. An offset approach to R WY 17R is neither parallel nor 
precise. and does not meet this criterion. 

An offset approach would require the use of increased separation standards, and 
result in substantial delays for arriving aircraft. It is estimate that an "offset" 
instrument approach procedure would restrict arrival capacity by approximately 113 
during instrument (non~visual) weather conditions. Further reductions in capacity 
would result from the necessity to move the downv.ind Jeg of the Runway 17R 
approach approximately 5-7 miles beyond it<; normal location in order to 
acconunodate this approach. This inefficiency would be exacerbated ifRunway 
17R were the preferred runway for all instrument arrivals, as proposed in NA~7. 

!\lormally, during visual conditions, and lighHo~moderate traffic levels, arriving 
aircraft fly a "visua! approach," which is generally the most direct and efficient 
route to the airport. Mandating the use of all instrument procedure during visual 



conditions, for non~operationaJ reasons, would result in extended flying miles, 
added time, and increased costs for our users. 

UPS and FAA are, at this time, collaboratively working to develop RNAV STARS 
for all runways at SDF. When complete, these STARS (Standard Tcrminal Arrival 
Routes) are expected to standardize arrival procedures into SDF, and provide 
significant cost and efficiency benefits to UPS and other airport users. The offset 
approach procedure proposed by LRAA is not compatible with these RNAV 
STARS. 

The proposed offset approach, as specified in the Part 150 Update, would be used in 
conjunction with NA~2, which reverses the current runway use program to prefer 
the west rum"ray (RWY 17R). This would imply a significant use o[this offset 
procedure, which would exacerbate the concerns highlighted above. 

Based on your request and the aforementioned comments resulting from our technical 
analysis, the noise abatement measure NA-7, Use an Offset Departure from Runway 35L 
and Offset Approach to Runway 17R, is disapproved, from a procedural standpoint. In 
addition, the other noise abatement measures dependent on the Offset Approach, NA-2, 
Reverse East-West Preference and NA-3, Morning North Flow Preference are also 
disapproved. This proposal cannot be implemented without reducing the level of aviation 
safety provided and adversely affecting the efficient use and management of the 
navigable airspace and air traffic control systems. This disapproval does not constitute a 
determination under Part 150 which will be completed by the Memphis AirpOlts District 
Office. They will be contacting you to revise the Record ofApproval to reflect these 
disapprovals in accordance with Part 150. 

Finally, according to 14 CFR Part 150, Subpart B, lS0.21(d)(4), ifyOUT forecast Noise 
Exposure Map (NEM) is based on assumptions involving recommendations in the Noise 
Compatibility Program that are subsequently disapproved by FAA and that would change 
the future NEM such that a substantial, non-compatible land use is either excluded or 
included, contrary to the forecast NEM, a revised map must he submitted. Revised 
NEMs are subject to the same requirements and procedures as initial submissions of 
NEMs under Part 150. Please contact the Memphis Airports District Office at 901~322~ 
8181 for further guidance on Part ISO issues. 

Ifyou need more infonnatiol1, please contact me at 404-305-5000. 

Sincerely, 


