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RECORD OF APPROVAL
LOUISVILLE INTERNATIONAL AIRPORT
Louisville, KY

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)
measure, 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.

Foliowing 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 lLouisville
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 160. 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
recommendations/measures in this ROA were developed by the sponsor (LRAA), not
the FAA. The ROA depicts the sponsors recommendation followed first by thé FAA's
action/determination 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 effecis of the recommended change in preferential use of
the east and west runways (Measure NA-2). Aircraft not equipped with
GPS/FMS would require installation of a Localizer type directional aid (LDA). Itis
assumed that a Local Area Augmentation System (LAAS) would be required for
a Globai 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 aft 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 offsef approach is in use. While
we do nof object in principle fo 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 fo 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



2)

3)

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.

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 environmenial analysis, are required fo
determine ifs feasibility and environmental impacts. The FAA also will determine
during any follow-on analysis whether the measure provides an overall net
benefit fo 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.

NA-3: Morning North flow Preference; Revision of Existing Measure NA-1.
In conjunction with the offset approach and departure recommendation (NA-7),
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 o
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 dependent/relational 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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My, David Senechal

Federsl Aviation Admimstration
Laouisville-Standiford ATCT/TRACON
755 Grade Lane

Lowsville, KY 40213

Re:  Request for the Implerentation of the Loutsvilie Intemational Alrport FAR Pant
150 Update Noise Abatement Measure 7 Olfset Approach

Dear Mr. Senechak:

The Louisville Regional Airport Authority (RAA) formally requests the implementation
of the offser approach component of Noise Abutement Measure 7 as detailed in the
Loutsvitle International Atrpont FAR Part 150 Update dated May 24, 2004, The inlent of
this measure iy 10 implement an offser approach to Runway [TR @t the Louisville
International Alrport (SDF) through an industrial comdor northwest of the airport and
south of the University of Louisville campus, alleviating noise and reducing the need for
sound insulation in neighborhoods north of the airport.

As you know, the LRAA has conducted various working meetings with UPS and local
Atr Traffic Control personnel over the past two years in order 1 détermine the feasibility
of the approaches and define the steps for mplementation,  UPS has conducted fhight
stmulator tests of these procedures and has indicated a willingness to fly the procedures
provided capuacity is not umpacted and that proper vertical guidance is available
{electronic or visual).

Implementation of the measure involves the development of two procedures: 1) an
RNAY (GPS), and 2) un LDA (o Runway 17R. Modification of the existing Precision
Approach Path Indicator (PAPL serving Runway LTR and the installation of a localizer
and DME are also reguired,

The following paragraphs detail the history of this project. deline the project purpose and
need, idenlify NAVAID equipment requirements, and provide generdd costs associated
with the implementation of the measure. '

Project History, Purpose and Need:

I Januwary of 2003 an FAA FAR Part 1530 Noise Study Update for the Lowsville
International  Airport, prepared by abport consultanis Leigh Fisher Associues was
submitied 10 the Federal Aviation Adminisiration. This Noise Compatibifity Study (the
Study) was inittated 1o update aircraft noise and laad use compatibslity plans first
completed in 1993, A number of recommendations came out of the Study, two of which
will be addressed in this request: measures NA-2 and NA-T,

e By eas
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Measure NA-2 is an Alr Traffic Control measine that calls for the reversal of the current
East-West Ruaway Preference (Day and Night). The proposal is to reverse the current
runway tse program o prefer the west runway, The “irigger” of three aircraft in the
landing or departure queue currently used to direct ATC 10 use both parallel runways
would be retained as pait of this measwe. This measure would be combined with

measure NA-7, described below, to mitigate potential noise increases at the Umversity of

Louisviile and in Old Loulsville, a2 community locaied immediately north of the
Einiversity.

Measure NA-7 is an Approach and Departure Procedure measure which recommends an
offset departure from Runway 350 and an offset approach to Runway 17K, The purpose
of the measure is o route air raffic through a noise compatible industrial corridor to the
porthwest of Runway 17R, thereby reducing the number of homes and noise sensitive
facilities within the DNIL. 63 noise contours in the areas north of the airport
Implementarion of this measure could reduce the cost of sound insulation (to be funded
through FAA AP grants) by $36 million.

As previously discussed, enly the approach procedures are being requested ot this ume.
The nent is to utilize the approaches during VFR conditions only whea capacity is not
impacted. The concept is madeled after the Simultaneous Offset [nstrument Approach
(SOIA) currently in use at the San Francisco International Airport. The SQIA approach
has been implemented successfully and has accommodated arrival rates ranging from 30
to 60 operations per hour as detailed in Fable L.

Fable 1
Simultaneous Oifset Instrument Approach {SOIA)
San Francisco Infernational Airport (SFO)
Historical Operations

{late Begarn | HEnded | Duralion | Arvivals @ Rate | LDA/PRM Sky Conditions

Yis.
281288 28R
10/25/04 11:31 12:04 0:33 22 40 g BKN 42 to BKN 50 19
10/27/04 8:54 2:42 0:48 25 a1 10 BKN 22 1%
10/27/04 11:07 12:48 1:41 B1 38 27 FEW 25 to 5CT 40 14
11/08/04 9:32 11:26 1:84 65 4 32 BKN 30 1
1 1/08/04 £1:57 12:46 (149 25 30 11 OVE 31 10
11/08/04 14:38 15:28 0:50 28 a4 4 QVC 30 1o OV 37 10
11427004 141:35 11:09 0:34 18 az 8 BKN 29 to BKN 32 10
12/07/04 ;33 9:59 0:26 21 48 K BKN 21 10 BKN 24 19
12/07i04 1125 11:42 17 14 49 7 BKN 28 10
1728105 040 11:30 148 a1 34 30 SCY 028 RKN 038 9
BKMN 058
01/28/05 14:13 1512 Q.58 3% 33 11 ST 024 BKN 037 10
02/07/05 11:07 11:38 031 24 41 1 10 FEW 087 8CT 044 10
23N 8D

02/24/05 9;31 11:14 1:43 59 3d 27 OVE 021 190
02/24/05 | - 12:08 12:414 0:33 15 a5 16 ST 018 OVE 021 10
02124105 16:06 19:37 1:31 A4 36 25 OV G2t 1
02/25/05 10018 10:38 0120 17 38 7 SCT 094 OVG 029 10
Q02505 T 12:31 1:20 51 ag 24 QVE 051 10
03/13/05 107 10021 14 8 34 4 SCT 023 10
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G3/22/05 3:40 11:14 2:03 68 a3 38 SCT 15 BKN 22 OV 7
34
YRGS 9:28 10018 81 7 43 o1 SKMN 025 OVC 048 1
ORR3H05 1112 | 1208 £hEg a5 43 i SCT 028 SCT 042 10
OVC 055
DAATI0S HHoh e 26 20 43 g FEW 020 SCT 035 10
_ OV 180
D4/08/05 10y 1817 1128 59 35 oz SCT 031 BKN 085 8
O4i% /08 B4l 1 108 (46 31 49 15 BKN 020 BKN 038 10
G/ 11705 1154 1208 §:34 26 45 11 SGT 918 BKN 028 10
C4724/05 FERTS 11580 0:35 27 46 15 80T 087 BKN 035 i0
BKN 060
QA/29/05 12 118 1:04 49 43 24 EEW015 BKNORS 10
05/06/68 1018 10:47 0:82 23 43 12 FEWO012 SCTO23 10
BIKNOBS
05/05/05 14:21 14:56 (134 17 2% g SCTH33 BKNGSS 90
05/05/05 11112 1133 21 16 44 & SCTHS8 8CTO%5 10
05/06/05 18:45 20:00 1:15 39 a1 18 50T022 BKNO32 10
BINDGO
05/06/08 | 20:582 21:34 0:42 31 44 16 FEWO1T SCTO38 10
BKNO?O
05/07/05 9:04 12:30 3:26 123 a8 62 FEWOTT SCTO24 BRN 10
04t
05/09/06 9:38 10:38 0:59 44 44 21 SCTOZ1 BKNG33 &
' BRNGED
5/16/605 11011 11:42 0:31 21 41 11 SCTO22 KCTOSE 10
05/17/05 0:34 10:14 0:40 31 43 14 SGTOZ4 BKMN1BD 10
05/19/05 17:04 17:42 0:38 24 a7 2 FEWO21 857028 10
BKNG4D
O5/2B/05 10:23 10:48 0:26 18 37 8 FEWDGE SCTat4 19
BKMNZ50
06717105 9:33 1028 .83 a7 42 19 FEWGO28 BXNOGE 10
BKMNOAT
06/18/05 9:30 1023 483 31 35 18 SCTO24 SCTOA4 10
BKNO43
O6/18/05 11.05 11:57 ;mED 34 a8 15 SCTH24 SCTORE 10
BKNOSG
QB/2B03 9:4% 1208 215 81 35 39 BKNOZ4 10
OB/2705 134 1428 a:51 35 41 18 BEKNO24 10
10/15/05 9:19 §:56 gy 29 47 14 BKNO18 QVCO32 7
10/15/05 11:05 11:37 :32 28 53 10 FEWO015 SCT023 10
10/19/05 §:07 11:52 2:05 g9 40 41 EEWO15 OVC(24 10
10/26/08 1515 15:47 0:28 g 21 5 EEW012 10
12112105 17:08 1758 0:50 33 45 16 BKN32Z 1o BKN43 10
01/07/08 G813 10:45 1:32 53 a9 24 BKN 28 10
03/07/08 10:51 11:19 0:28 29 82 1 SCT080 SCT150 10

Noles:

b Information obtained from Seprember 12, 2006 SFO Port Awtherity presentation
2. SOIA spproach used only when ceiling minimums are 2100 or greater.
3. Runway 285 and 28R separation = 3000

Procedure(s) Development Request:

The implementation of these measures requires the development of an offser RNAV
(GPS) approach and an LDA Approach to Runway 17R. It ig requested that the

development of these procedures be separated into two phases: Phasc | and Phase 2.
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Phase 1 focuses on accommodating GPS approach capable aircraft and includes the
development of an RNAV {GPS) approach procedure.  This phase is based on the
premise that a procedure of this type requires little or no investment in ground based
NAVAIDs and can be implemented immediately. Phase | represents the starting point of
the implementaion of NA-7 und could serve as the catdyst to perfecting the operadon
prior (o the implementation of Phase 2. Based on a sample of operations data oblained
from the SDF rracking system data, this approach could accommodate up 0 45% of the
existing UPS fleet at SDTF,

Phase 2 focuses on accoramodating non-GPS/EMS equipped aireraft and includes the
development of an LA approach and the implementation of Localizer and DME
infrastructure, Implemeniation of Phase 2 will be conducted afier the RNAV GPS
procedures have been implemented and ground based NAVAID equipment has been
installed. Combined with Phuse |, this approach should accommodate all operations at
SDF,

Two prototype approach procedures have been developed by ASRC Research and
Technology Solutions {ARTS).  Thege procedures have been coordinated with the
Louisville Regional Airport Authority (LRAA) and meet the intent of Noise Meuasure
NA-7.  As previously mentioned, the RNAV procedure could be implemented
immediately. However, the LDA approach requires ground based infrastructure and o
final procedure can not be developed or implemented until the equipment is installed.

Phase 1; RNAY (GPS) Runway 17R

The procedure requesied {s an RNAV {GPS) approach procedure to Runway 17R.
The final approach course is 150.73% True and 'is offset from the runway
centerline of 165.41° True by 14.66% The final approach course crosses mnway
centerline 3200° from the displaced threshold of Rwy 7R which is the maximurm
allowed by criteriaz. The intermediate segment 15 aligned with the final segment,
5 6 NM in length, and has o minimum abitude of 23007 MSL, which i the
intercept altitude for the LNAV/VNAY portion of the approach. The ghide path
angle and the TCH for the LNAV/YNAV are 3.0° and 35 respectively, The
missed approach clearance limit is proposed as BETHY intersection (waypoint) or
as requested by ATC Differences in criteria do not allow the use of DAMEN
intersectton as a missed approach clearance hmit.

There are lwo initial approach fixes, (1AFs) for this procedure. One is at NABB
VORTAC and the other is at MAIZE intersection which will have to be modified
to include a waypeint, A minimum altitude of 30007 is proposed for each mitial
segmenl. A copy of the proposed RNAV (GPS) approach procedure is shown in
Atinchment 1.
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Phase 2: LDA Runway 17H

The sccond procedure requested is an LDA approach to Rupway 178 for aireraft
not equipped to fly the RNAY approach, including almost every aircraft operating
at SDF. Development of Phase 2 1s requested 0 begin after the implementation
of the RNAV procedure. The procedure will require the mstallation of a localizer
and DME which will be funded by the Alrport Improvement Program as part of
the FAA approved FAR Put 150 Noise Study and instalied in accordance with
FAR Part 171 Non Federal Navigation Fucilities. Tt would be the intent of the
LRAA 10 request PAA take over the maintenance of the system upon s
commissioning.

The ground track of the LDA is identical to the RNAV 17R approach. The final
approach course is 150.75° True and the {inal approach course crogses the runway
centerline 52007 from the displaced threshold for Runway 17R. The glide path
angle is 3.0° and will utilize an offset PAPL for [7R. The missed approsch 1s
different from the RNAV (GPS) Rwy 17R procedure. The missed approach
clearunce limit for the LDA is DAMEN intersection as is the current missed
approach for the ILS Runway 17R procedure.

The intermediate segment altitude remains 4t 25007 MSL. The length of the
intermediate segment is 6 NM. The initial approach fix (JAF) is at NABB
VORTAC and the initigl segment altitude 15 30007 MSL., DME or RADAR s
required to identify the intermediate fix and the final approuch fix,

A copy of the proposed LIDA approuch procedure {s shown in Attachment 2. A
full feasibility study and siting report, estimate for the instaation of the PAPL
localizer and DME 13 contained in Attachment 3.

Cost Benefit of the Requested Equipment and Procedures:

Costs of implementing these procedures include procurement of NAVAIDs, engineering
and installation, flight check, and maintenance. For budgetary purposes, rough order-ot-
magnitude costs have been developed lor the RNAV (GPS) and the L.DA procedures and
are detailed in Tables 2 and 3.

Table 2
Estimated Cost for Implementation of

RNAV(GPS) Approach te Runway 17R

Facility Procure Cost | Install Cost Notes

PAPL

B40.0040 320000 Assumes an additional PAPIE system will be
wstalled. Ap addizional PAPE muy not be required.

Totals

340,008 &20,600

Notes:

1.

el

Cast generaied for plaaning purposes onty. Upoa the approval of the measwre, cost estimaies
will be refined hased on specific st requirements und discussions with venders.

PAPI installation may ot be reguired as eaisting faciizy may provide coverage or be modifted
o provide coverage.
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Table 3
Estimated Cost for Implementation of
LDA Approach to Runway 17R

Facility Procure Uost Install Cost Notes o
Localizer 250,008 $350,080 Assumes wrminal mounied system work, power and
aecess avatiable, sround-mounted antenna drray
DME 2100000 230000 Cumsited with LOC
PAPI 540,000 $34,000 Assumes an ndditional PAPT sysrem will be
instalied. An additiona] PAPL may not be reguired,
Miscellaneous e R34,000 Sight Testing
335,000 Plght fnspecton
Maintenance Foe $15,600 Cost pry vear soutine conditions/Hight mspections
LOCHS
Totals $240.000 370,000
Naotes:

[, Cost generated for planning purposes only.  Upon the approval of the measure cost estimates
will be refined based on specific site requirements and discussions with vendors.

7. PAPIL ingtaliation may not be required as existing facilty may provide coversge or be madified
to provide coversge.

3. PAPI costs are duplicated from RNAV costs.

As previously menntoned, the timplementation of these approaches is anticipated to save
up to $36 million in sound insulation for houses north of the airport, representing a
significant benefit based on the investment dollars required for the RNAV or LDA

approaches.

We understand the implementation of the NA-7 approach procedures will require
coordination from other FAA depariments including: Airports, Airway Facilities, Flight
Procedures Office, and Flight Standards. We have copied key FAA personnel on our
request in an effort to move forward quickly and in a coordinated manner,

We look forward to working with you on this project and thank you for your assisiance.
if you have any questions, please contact me at 502-368-6324.

Siacerely,

P/

€T “Skip” Miller,

Executive Director

AL

Louisville Regional Airport Authority
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Ce: Phatip Braden, FAA Alrports Distoet Office
Rusty Chapman, FAA Southern Region Alrports Olffice
Gerald Lynch, FAA Eastern Region Flight Procedures Office
Douglas Murphy, FAA Southem Region Admunistrator
Karen Scott, LRAA Deputy Executive Director
Bob Siattery, LRAA Noise Abatement Manager
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@ 1701 Coiumbia Avenye
Collage Park, GA 30337-2748
4.8, Department

of Trarsportation

Federal Aviation
Administration

4PR 8 3 7008

Mr. C. T. “Skip” Miller, A.A.E.

Executive Director

Louisville Regional Airport Authority (LRAA)
P.O. Box 9129
Louisville, KXY 4209

Dear Mr. Millg#} £

This is in response to your October 29, 2008 letter requeéting implementation of the
Louisville-Standiford International Airport (SDF) 14 Code of Federal Regulations (CFR),
Part 150 Update, Noise Abatement Measure 7 Offset 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 determination 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 [7R.
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 150 NCP recommendations is measured
according to standards in Part 150 and the Aviation Safety and Noise Abatement Act of
1979, Part 150, Section 150.35 includes language stating that prograrns 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 subscquent Safety
Risk Management evaluation, FAA cvaluated potential safety issues, technical feasibility,
and operational efficiencies of your proposed offset approach procedure. As a result, the
proposed instrument offset approach procedure to Runway 17R at Louisviile-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
operation. The stabilized approach would be corapromised, 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 paralle] 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 (ATO) has serious concerns about safety, efficiency, and
incompatibility with existing and proposed arrival routes. ATQ specifics include:

- The flight path of the proposed offset procedure would place the published missed
approach procedure in conflict with arrivals and departures operating from RWY
17L/35R. This would create a significant safety risk. In addition, IFR arrivals from
the east, destined for the offset approach, would be required 1o cross the straight-in
final approach course for both Runways 171 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 (ATC) ability to run.
simultancous approaches to Runways 171, and 17R. This existing ability is key to
an expeditiouns arrival traffic flow, and was one of the criteria used when designing
the airport layout. Simultanecus approaches require that the approaches be parallel
precision approaches. An offset approach 10 RWY 17R is neither parallet 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. 1t is estimate that an “offset”
instrument approach procedure would restrict arrival capacity by approximately 1/3
during instrument (non-visual) weather conditions. Further reductions in capacity
would result from the necessify to move the downwind leg of the Runway 17R
approach approximately 5-7 miles beyond its norivial location in order to
accommodate this approach. This inefficiency would be exacerbated if Runway
}7R were the preferred runway for all instrument arrivals, as proposed in NA-7.

- Normally, during visual conditions, and light-to-moderate traffic levels, arriving
aircraft fly a “visual approach,” which is generally the most direct and efficient
route to the airport. Mandating the use of an instrument procedure during visual



conditions, for non-operational 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 Terminal 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 runway (RWY 17R). This would imply a significant use of 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, frem 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 Airports District
Office. They will be contacting you to revise the Record of Approval to reflect these
disapprovals in accordance with Part 150.

Finally, according to 14 CFR Part 150, Subpart B, 150.21{(d)(4), if your 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
inctuded, contrary to the forecast NEM, a revised map must be submitted. Revised
NEMs are subject to the same requirements and procedures as initial submissions of
NEMSs under Part 156. Please contact the Memphis Airports District Office at 901-322-
8181 for further guidance on Part 150 issues.

If you need more information, please contact me at 404-303-3600.

Sincerely,

Douglas R, Murphy A/
Regional Administrator, Southern Region




