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1 Purpose. 1 

¶ This Advisory Circular (AC) is intended to help a broad audience understand the effects 2 

of incompatible land use on the safety and utility of airport operations, and identify 3 

compatible land use development tools, resources and techniques to protect surrounding 4 

communities from adverse effects associated with airport operations.  5 

¶ This AC describes the major incompatible land uses that conflict with or are impacted by 6 

operations at local public-use airports.  These include residential use within airport noise 7 

contours; airspace obstructions and hazards to safe navigation to and from the airport 8 

such as tall structures, light, glare, electronic/radio, smoke or other atmospheric 9 

interference emanating from nearby land uses; land uses that attract birds and other 10 

wildlife hazards to the airport and its immediate environs; and land uses with 11 

concentrations of people or property within airport runway protection zones.   12 

¶ Airport-compatible land uses are defined as those uses that can coexist with a nearby 13 

airport without constraining the safe and efficient operation of the airport, or exposing 14 

people living or working nearby to unacceptable levels of noise or hazards.   15 

¶ The intent of this document is to inform, educate, and increase awareness about land use 16 

compatibility issues related to airports and community development.  This AC provides 17 

broad, general guidance to communities across the country on airport compatible land use 18 

planning.  Because the Federal Aviation Administration (FAA) does not have the l 19 

authority to directly control land uses and land use decisions are often made at the local 20 

level, it is important that local land use planners understand the implications of land use 21 

compatibility between airports and their local communities.  The guidance in this AC 22 

does not replace any local land use regulations that may be in place.  23 

¶ Through federal grant assurances, airport sponsors and owners are obligated to pursue all 24 

reasonable and appropriate actions to secure and promote compatible land use and 25 

development within their local areas.  Airports owned and operated by the same 26 

jurisdiction that is the land use authority (e.g. city or county owned airport) are expected 27 

to adequately control land use near the airport and prevent new incompatible 28 

development.  Airports that are located within multiple jurisdictions or have no land use 29 
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authority are expected to remain vigilant of incompatible development proposals within 30 

the airport environs, and take reasonable and appropriate action to mitigate incompatible 31 

land use and promote compatible development.   32 

¶ Nothing in this AC creates or modifies existing airport planning or design standards, or 33 

creates new requirements for airports, communities or FAA personnel.  Rather, it 34 

consolidates and updates previous guidance on these matters, including information on 35 

tools and resources that the FAA has created since the preceding AC was published in 36 

1987. 37 

2 Application. 38 

¶ This document is intended for a diverse audience.  This includes airport sponsors, airport 39 

management, developers, local and regional land use planners that are focused on 40 

transportation, economic development, natural resource conservation, and related topics; 41 

local elected and appointed officials; FAA officials and other governmental agencies 42 

(federal, state and local); and others who play a role in achieving and maintaining airport 43 

land use compatibility. 44 

¶ This AC provides resources to assist airport and state and local community planning 45 

efforts with the development of effective airport land use compatibility plans.  Sample 46 

airport land use compatibility plan content, and airport overlay and compatibility zoning 47 

ordinances, are included in the AC appendices. 48 

¶ The information contained in this AC is not all-inclusive.  Applicability will vary on a 49 

case-by-case basis due to state and local land use planning regulations. 50 

¶ This AC does not constitute a regulation, and is not legally binding in its own right. It 51 

will not be relied upon as a separate basis by the FAA for affirmative enforcement action 52 

or penalty. Conformity with this AC is voluntary, and nonconformity will  not affect 53 

rights and obligations under existing statutes and regulations, except for the projects 54 

described in subparagraphs 2 and 3 below:  55 

1. The standards and processes contained in this AC are specifications the FAA 56 

considers essential for the fidelity of Residential Sound Insulation Programs.  57 

2. Use of these standards and guidelines is mandatory for projects funded under Federal 58 

grant assistance programs, including the Airport Improvement Program (AIP). See 59 

Grant Assurances #34 and #21. 60 

3. This AC is mandatory, as required by regulation, for projects funded by the Passenger 61 

Facility Charge program. See PFC Assurance #9.  62 

Note:  This AC provides one, but not the only, acceptable means of meeting the 63 

requirements of 14 CFR Part 139, Certification of Airports. 64 

3 Cancellation. 65 

This AC cancels AC 150/5190-4A, A Model Zoning Ordinance to Limit Height of Objects 66 

around Airports, dated December 14, 1987.  It also cancels FAA Memorandum, ñInterim 67 

Guidance on Land Uses Within a Runway Protection Zone,ò dated September 27, 2012.  68 
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4 Feedback on this AC. 69 

If you have suggestions for improving this AC, you may use the Advisory Circular Feedback 70 

form at the end of this document. 71 

Bob Craven 72 

Director, Office of Airport Planning and Programming73 



June 2021 DRAFT FOR PUBLIC REVIEW AND COMMENT AC 150/5190-4B  

 

i 

 

                       CONTENTS 74 

Paragraph              Page 75 

CHAPTER 1. INTRODUCTION ................................................................................... 1-1 76 

1.1 Need for Guidance. ........................................................................................................ 1-1 77 

1.2 Organization of the AC. ................................................................................................ 1-1 78 

1.3 History of Land Use Compatibility. ............................................................................. 1-2 79 

1.4 Value of Aviation............................................................................................................ 1-3 80 

1.5 Benefits of Compatible Land Use Planning. ................................................................ 1-4 81 

1.6 Consequences of Incompatible Development. ............................................................. 1-9 82 

CHAPTER 2. LAND USE COMPATIBILITY CONCERNS .......................................... 2-1 83 

2.1 Definition of Compatible Land Use. ............................................................................. 2-1 84 

2.2 Evaluation of Airport Land Use Compatibility.  ......................................................... 2-1 85 

2.3 Compatibility of Land Use Types near the Airport. ................................................. 2-28 86 

CHAPTER 3. ROLES AND RESPONSIBILITIES OF COMPATIBLE 87 

LAND USE STAKEHOLDERS ............................................................................... 3-1 88 

3.1 Overview of Stakeholders. ............................................................................................. 3-1 89 

3.2 Local Government Stakeholders. ................................................................................. 3-3 90 

3.3 Airport Related Stakeholders. ...................................................................................... 3-5 91 

3.4 Non-Aviation Stakeholders. .......................................................................................... 3-8 92 

3.5 State Government Stakeholders. ................................................................................ 3-10 93 

3.6 Federal Government Stakeholders. ............................................................................ 3-11 94 

CHAPTER 4. AIRPORT AND LOCAL LAND USE PLANNING 95 

COORDINATION .................................................................................................... 4-1 96 

4.1 Airport and FAA Participation in Local and Regional Planning.............................. 4-1 97 

4.2 Airport -Sponsored Plans. .............................................................................................. 4-4 98 

4.3 Military -Sponsored Plans. ............................................................................................. 4-6 99 

4.4 Regional Plans. ............................................................................................................... 4-7 100 

4.5 Local Governments Plans and Activities. .................................................................... 4-8 101 

CHAPTER 5. TOOLS AND TECHNIQUES FOR LAND USE 102 

COMPATIBILITY .................................................................................................... 5-1 103 

5.1 Overview of Tools and Techniques. ............................................................................. 5-1 104 



June 2021 DRAFT FOR PUBLIC REVIEW AND COMMENT AC 150/5190-4B  

 

ii  

 

5.2 Land Use Regulations. ................................................................................................... 5-4 105 

5.3 Land Acquisition Techniques. .................................................................................... 5-11 106 

5.4 Noise Mitigation. .......................................................................................................... 5-17 107 

5.5 Wildlife and Habitat Management. ............................................................................ 5-20 108 

5.6 Notification Tools and Techniques. ............................................................................ 5-22 109 

5.7 Education and Communication. ................................................................................. 5-26 110 

APPENDIX A. GLOSSARY ........................................................................................ A-1 111 

APPENDIX B. FAA OFFICE OF AIRPORTS ............................................................. B-1 112 

APPENDIX C. FAA LAND USE-RELATED REGULATIONS AND 113 

GUIDANCE ............................................................................................................ C-1 114 

APPENDIX D. LIST OF CROPS POSING PARTICULAR WILDLIFE 115 

ATTRACTANT PROBLEMS ................................................................................. D-1 116 

APPENDIX E. SAMPLE AIRPORT LAND USE COMPATIBILITY 117 

PLAN ..............................................................ERROR! BOOKMARK NOT DEFINED. 118 

APPENDIX F. EXAMPLE AIRPORT LAND USE COMPATIBILITY 119 

OVERLAY ZONING ORDINANCE ......................................................................... F-1 120 

121 
122 



June 2021 DRAFT FOR PUBLIC REVIEW AND COMMENT AC 150/5190-4B  

1-1 

 

CHAPTER 1.  INTRODUCTION 123 

1.1 Need for Guidance. 124 

1.1.1 FAA encourages and assists local airport sponsors and their community land use 125 

planning authorities with undertaking their best efforts to secure compatible land use 126 

development and planning within the airport environs.  Airports that accept federal 127 

money through the Airport Improvement Program (AIP) must comply with all FAA 128 

Grant Assurances.  These include but are not limited to Assurances 19, Maintenance 129 

and Operation; 20, Hazard Removal and Mitigation; and 21, Compatible Land Use.  130 

These assurances are based on statutory requirements.  Because these assurances 131 

require airports to take appropriate and reasonable actions to promote and maintain 132 

airport land use compatibility, the FAA is publishing this Advisory Circular (AC) to 133 

provide guidance to airports and other stakeholders on how to accomplish these actions. 134 

1.1.2 Although there are various federal resources on the topic of land use compatibility, 135 

historically there is no single, comprehensive land use guidance tool for airports and 136 

local communities.  This AC is intended to serve as a resource to help airports comply 137 

with their grant assurances concerning all the compatible land use issues, including 138 

obstructions and hazard to airport navigation, airport noise, wildlife attractants and 139 

protection of persons and property on the ground.  It references FAA regulations and 140 

guidance concerning compatible land use and development within the airport environs, 141 

such as Part 77 and Part 150 of Title 14 of the Code of Federal Regulations (CFR) and 142 

FAA Advisory Circulars (AC) 150/5300-13, Airport Design, and 150/5020-1, Airport 143 

Noise Control and Compatibility Planning for Airports.  144 

1.1.3 This AC should be used as a starting point in addressing land use compatibility issues.  145 

Because land use planning and regulation is a power reserved to the states and political 146 

subdivisions of states, readers should refer to appropriate state legislation and guidance 147 

before formulating land use compatibility plans and programs.  Additionally, local 148 

municipalities should review relevant ordinances, and other national and local guidance 149 

for a comprehensive understanding of each airport scenario. 150 

1.2 Organization of the AC.  151 

This AC is organized into the following chapters: 152 

¶ Chapter 1:  Introduction ï Defines the concept of land use compatibility and its 153 

importance. 154 

¶ Chapter 2:  Land Use Compatibility Concerns ï Identifies the land uses that may 155 

cause concern near airports. 156 

¶ Chapter 3:  Roles and Responsibility of Stakeholders ï Addresses the various 157 

stakeholders at all levels and their responsibilities in achieving compatible land use.  158 

¶ Chapter 4: Airport and Local Land Use Planning Coordination ï Describes the 159 

various methods for planning coordination at the local level. 160 
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¶ Chapter 5: Tools and Techniques for Land Use Compatibility ï Provides numerous 161 

methods and resources that can be employed to promote and achieve land use 162 

compatibility.   163 

¶ Appendices ï Includes additional resources related to airport land use compatibility: 164 

o Appendix A ï Glossary 165 

o Appendix B ï FAA Office of Airports 166 

o Appendix C ï FAA Land Use-Related Regulations and Guidance 167 

o Appendix D ï List of Crops Posing Particular Wildlife Attractant Problems 168 

o Appendix E ï Sample Airport Land Use Compatibility Plan  169 

o Appendix F ï Example Airport Land Use Compatibility Overlay Zoning 170 

Ordinance 171 

1.3 History of Land Use Compatibility. 172 

1.3.1 Airport land use compatibility has been a topic of discussion ever since flight began.  It 173 

was formally recognized as an issue in 1952 when President Harry S. Truman 174 

commissioned the development of a report entitled ñThe Airport and its Neighborsò 175 

(commonly known as the Doolittle Report).  The Doolittle Report documented the need 176 

to protect and preserve airports from incompatible land uses and protect people on the 177 

ground within the vicinity of airports from nuisances caused by airport and aircraft 178 

operations.  Since that publication, guidance documents and programs have been 179 

created with the goal of supporting compatible land use near airports.  As time has 180 

passed and development pressures have increased, the need for planning that addresses 181 

noise impacts to homes near airports and airport land use compatibility has grown 182 

between the 1960ôs and the present day.  183 

1.3.2 National guidance on land use has been historically through three primary ACs: 184 

¶ AC 150/5050-6, Airport Land Use Compatibility Planning, published in December 185 

1977 (cancelled);  186 

¶ AC 150/5020-1, Noise Control and Compatibility Planning for Airports, published 187 

originally in August 1983 at the initiation of FAA Airport noise compatibility 188 

planning programs, see Section 5.4 for description of FAA noise programs under 14 189 

CFR 150; and 190 

¶ AC 150/5190-4, A Model Zoning Ordinance to Limit Height of Objects around 191 

Airports, published in December 1987.  192 

1.3.3 This AC supersedes AC 150/5190-4A, which focused primarily on height limitations.  193 

This revised AC accounts for both height and broader land use compatibility 194 

considerations.  Appendix C includes a brief summary of federal land use regulation 195 

and guidance. 196 
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AIRPORT 

OPERATIONS/ACTIVITIES  

Airports support a wealth of 

operations beyond general leisure and 

business travel and air cargo 

movement. Some examples include: 

¶ Remote access 

¶ Medical transport 

¶ Surveillance 

¶ Aerial firefighting 

¶ Law enforcement 

¶ International protection 

¶ Research 

¶ News reporting 

¶ Visitation by VIP 

1.3.4 Other topics (such as wildlife attractants, noise, and airport and airspace design-related 197 

issues) are addressed in other FAA documents.  This results in airport sponsors and 198 

local land use planners cross-referencing a number of resources to obtain a 199 

comprehensive picture of the issues related to compatible land use planning.   200 

1.3.5 FAA guidance can help state, county, and local governments improve compatible land 201 

use planning.  Increasing demand for land use development near airports will continue 202 

to impact airport operations and planned development.  Consequently, it is important 203 

that airport sponsors act proactively with their local communities to promote 204 

compatible land use planning.  Application of the tools and techniques described in this 205 

AC and the referenced FAA directives will help airport sponsors develop the 206 

coordinated compatible land use planning methods with their communities. 207 

1.4 Value of Aviation. 208 

1.4.1 The value of the U.S. air transportation 209 

network is evident on and off-airport, and 210 

at the local, regional, and national levels.  211 

Several national studies have been 212 

conducted to quantify this value, both 213 

directly and indirectly, across the aviation 214 

industry.  According to the 2016 FAA 215 

report, Economic Impact of Civil Aviation 216 

on the U.S. Economy, civil aviation is 217 

responsible for nearly 11 million jobs, with 218 

over $446 billion in earnings and $1.6 219 

trillion in total economic activity. 220 

1.4.2 The economic impact of airports in the 221 

U.S. was evaluated in Airport Cooperative 222 

Research Program (ACRP) Report 138, 223 

The Role of U.S. Airports in the National 224 

Economy.  According to the report, airports 225 

directly support over two million jobs that total nearly $148 billion in labor income.  226 

When multiplier effects are considered, U.S. airports support $768 billion in total value 227 

added to the national economy. 228 

1.4.3 In 2013, the General Aviation Manufacturers Association (GAMA) commissioned an 229 

economic study on the value of general aviation (GA) in the U.S. entitled Contributions 230 

of General Aviation to the U.S. Economy.  This study found that GA supports 1.1 231 

million jobs, with $69 billion in labor income and $219 billion in national economic 232 

output.  233 

1.4.4 In addition to the economic value, airports provide qualitative benefits to a local 234 

community.  This includes efficient trade, tourism accessibility, transportation safety, 235 

and expanded national and global health and research resources. 236 
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1.4.5 While the value of aviation can be evaluated in a number of ways (quantitatively and 237 

qualitatively), it is clear that the aviation system within the U.S. is significant to 238 

economies and communities at the local, regional, and national levels.  239 

1.5 Benefits of Compatible Land Use Planning. 240 

1.5.1 Compatible land use planning can benefit both the airport and the local community.  241 

While the benefits of compatible land uses are the same whether development exists or 242 

not, the cost of eliminating incompatible uses is much greater than the cost of effective, 243 

coordinated planning to prevent incompatible uses in the first place.  Many stakeholders 244 

outside of airport property benefit from these planning efforts.  The FAA encourages 245 

local communities/municipalities to consider these benefits when assessing the value of 246 

compatible land use planning.   247 

1.5.2 Benefits range from continued value of the transportation infrastructure and 248 

transportation system, to continued support for business, leisure travel, and tourism, to 249 

reduction in noise-sensitive uses near airports, among many others.  These benefits are 250 

recognized at all levels (local, regional, statewide, and national) and by many interest 251 

groups.  Discussion of compatibility planning benefits is divided into the following 252 

sections:  253 

¶ Benefits to the aviation system 254 

¶ Benefits to people near airports 255 

¶ Benefits to local and regional jurisdictions 256 

1.5.3 Benefits to the Aviation System. 257 

The opportunity for increased development, both on and near an airport, can benefit an 258 

airport and the local community financially.  Likewise, protecting an airportôs approaches 259 

and complying with design standards provides clear operating areas for aircraft utilizing 260 

an airport.  261 

1.5.3.1 Opportunities for Airport Development . 262 

Planning for compatible development can provide more opportunities for 263 

the efficient development of on-airport property (both aeronautical and 264 

revenue producing) and expansion of airport facilities.  When incompatible 265 

uses are developed near airports, the airport may not be able to expand to 266 

meet increasing airport user needs or take advantage of beneficial on-airport 267 

development.  Mit igating these incompatible developments after the fact to 268 

make room for an airport expansion can be extremely expensive.  Instead, 269 

airport sponsors are urged to work proactively with local jurisdictions to 270 

plan for the airportôs future development needs by identifying (early in the 271 

planning process) land use patterns and growth that are compatible with 272 

both current and anticipated airport use and local community needs. 273 
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1.5.3.2 Preservation of Airport and Aircraft Operations . 274 

1.5.3.2.1 Incompatible land use has the potential to impact airports and aircraft 275 

operations in several negative ways.  Not only does it raise concerns 276 

regarding potential aircraft accidents, incompatible land uses can limit the 277 

functionality and utility of an airport.  For example, incompatible land uses, 278 

such as structures, that encroach into protected airspace may eventually 279 

cause displacement of a runwayôs threshold in order to maintain safety 280 

margins.  A displaced threshold shortens the usable length of the runway 281 

and therefore limits the types of aircraft that can operate on a runway.   282 

1.5.3.2.2 In addition to preserving airport facilities, encouraging the development of 283 

compatible uses at and around an airport can eliminate or reduce the need 284 

for pilots to follow modified flight paths or other costly noise abatement 285 

procedures if nearby development is in noise-sensitive areas. 286 

1.5.3.3 Protection of Airport Approaches and Departures. 287 

The most critical areas surrounding an airport are the approach and 288 

departure zones for airport runways.  Because aircraft landing or departing 289 

from an airport frequently occupy this airspace, it is important to assess land 290 

uses directly underneath these zones for compatibility with aircraft 291 

operations.  Continually monitoring and evaluating land uses in these areas 292 

can ensure the airport continues to operate safely and efficiently.  293 

1.5.3.4 Reduced Potential for Litigation. 294 

1.5.3.4.1 Another benefit of compatibility planning is a reduced potential for 295 

litigation.  Litigation that stems from land use compatibility issues can be 296 

costly for all parties involved, including an airportôs sponsor (which is often 297 

the local municipality).  If airport administration/management makes 298 

diligent efforts to encourage a compatible environment (existing and 299 

future), the risk of entering litigation to resist or prevent land use 300 

incompatibility can be significantly reduced.  Coordinated airport and land 301 

use compatibility planning works to prevent potential site development 302 

conflicts that could otherwise result in costly and wasteful litigation to 303 

prevent incompatible development. 304 

1.5.3.4.2 In general, airport sponsors may expect litigation costs to include attorneyôs 305 

fees, staff time, and the amount of settlement (if any).  The magnitude of 306 

costs depends upon the type of litigation, duration and outcome, and can 307 

vary drastically from one scenario to the next.  Case studies in ACRP 308 

Report 27 indicate there have been cases that have cost thousands of dollars 309 

on the low-end to millions of dollars on the high-end.  310 
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1.5.3.5 Compliance with Airport Design Standards. 311 

1.5.3.5.1 Encouraging compatible uses near an airport can help provide or protect 312 

runways of the appropriate dimensions for use by the most critical aircraft.  313 

Airport design standards are addressed in FAA AC 150/5300-13, Airport 314 

Design.  These should be considered when looking at compatible land use 315 

issues.  When incompatible development surrounds an airport, it can be 316 

challenging for the airport sponsor to provide a runway that complies with 317 

airport design safety standards.   318 

1.5.3.5.2 Sponsor implementation of compatible land use controls and monitoring for 319 

incompatible development will help mitigate and prevent hazards to flight.  320 

It will also help protect people and property on the ground near airport 321 

runways.     322 

1.5.3.6 Avoidance of Hazardous Wildlife Attractants. 323 

1.5.3.6.1 FAA AC 150/5200-33, Hazardous Wildlife Attractants on or Near Airports, 324 

advises that specific land use developments such as wastewater treatment 325 

facilities, wetlands mitigation, dredge spoil containment areas, and solid 326 

waste landfills be located at least 5,000 feet away from the end of a runway 327 

at an airport that primarily serves piston-type aircraft, and at least 10,000 328 

feet away if the airport serves turbojet aircraft.  Airport sponsors who are 329 

actively involved with their local planning entity are more likely to be 330 

aware of proposals for these types of uses, and can work to maintain 331 

compliance with AC 150/5200-33 and applicable regulations.  See Section 332 

2.2.3 for a discussion of the land use location and land use characteristics 333 

that contribute to wildlife attractant hazard conditions, and require sponsor 334 

evaluation and actions to prevent or mitigate hazards.   335 

1.5.3.6.2 Not only do wildlife strikes pose a risk to aircraft occupants and people on 336 

the ground, they are almost always fatal to the wildlife.  Because of this, 337 

land use compatibility planning can also protect wildlife by encouraging 338 

habitat preservation or development away from airports. 339 

1.5.4 Benefits to People near Airports. 340 

An efficient airport contributes to the well-being of the public it serves, both 341 

economically and by providing essential and desired aviation services.  The benefits of 342 

land use compatibility planning extend beyond an airportôs property line and into the 343 

surrounding community.  Compatible land uses protect the people who live and work 344 

near the airport by moderating potential effects whenever possible.  Using the tools in 345 

this AC and referenced resources, airports and local jurisdictions can evaluate land use 346 

compatibility on an individual basis.  347 

 348 

 349 

 350 
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1.5.4.1 Community Awareness of Airport Compatible Land Use Planning. 351 

1.5.4.1.1 To fully realize the benefits of compatible land use planning, the local 352 

community needs to understand the concept of compatibility.  Raising 353 

awareness in the local community about the effects of incompatibility and 354 

the benefits of compatibility can foster a collaborative relationship between 355 

the community and the airport in which thoughts and concerns from both 356 

perspectives are shared.  357 

1.5.4.1.2 This can be accomplished in many ways, such as hosting an open house at 358 

the airport or airing a short educational segment on airport/local community 359 

social media outlets.  Communities that understand the reasons for 360 

compatibility planning are more likely to be supportive of compatible land 361 

use planning efforts in the future.   362 

1.5.4.1.3 Federally obligated airports should work with the FAA to ensure any 363 

outreach they conduct is within their grant obligations (e.g. acceptable 364 

airport revenue use practices). 365 

1.5.4.2 Reduced Noise Exposure. 366 

Planning that reduces or prevents noise-sensitive uses around an airport 367 

benefits the community by reducing the number of people exposed to 368 

aircraft noise and by improving the quality of life for nearby residents.  369 

When noise-sensitive uses already exist around an airport, techniques such 370 

as noise abatement and noise mitigation can help reduce the effects of 371 

airport noise. 14 Code of Federal Regulations (CFR) Part 150, Airport 372 

Noise Compatibility Planning and FAA AC 150/5020-1 also provide 373 

valuable guidance and resources.  See Section 2.2.1 of this AC for more 374 

information on airport noise compatibility programs. 375 

1.5.4.3 Opportunities for Compatible Community Development. 376 

Collaboration between airports, local jurisdictions, and private property 377 

owners/developers during long-term planning can identify compatible uses 378 

that support economic development on and around an airport.  By keeping 379 

compatibility concerns in mind during planning phases, stakeholders can be 380 

more confident about proposed investment and development, and avoid 381 

costly investment in incompatible uses.   382 

1.5.5 Benefits to Local and Regional Jurisdictions. 383 

1.5.5.1 Local and regional jurisdictions are often the owners and sponsors of public 384 

airports.  Therefore, they have a responsibility to maintain compatibility 385 

between the airport and the local community.  Coordinated land use 386 

compatibility planning greatly benefits local and regional jurisdictions over 387 

the long-term.  Developing the needed coordination structures and 388 

relationships can be challenging, and may require several years of continued 389 
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effort, but it can result in mutually desired compatible land use plans and 390 

development results.  391 

1.5.5.2 An example of compatibility planning benefits at the local and regional 392 

level is in Panama City, Florida, with the construction of the Northwest 393 

Florida Beaches International Airport (ECP).  This airport replaced the 394 

former Bay County International Airport.   395 

1.5.5.2.1 The new airport and redevelopment of the closed airport was planned 396 

jointly by the State of Florida Department of Community Affairs (DCA), 397 

Bay County, and the Panama City ï Bay County Airport Authority and 398 

Industrial District (Airport Authority).  The new airport location was largely 399 

undeveloped.  These entities developed a new land use sector plan to 400 

identify the location of planned airport infrastructure and defined an 401 

Airfield Compatibility Use Special Treatment Zone (ACUSTZ) around the 402 

airport.  Under the land use sector plan, incompatible uses (according to 403 

FAA criteria) are located outside of the defined ACUSTZ.   404 

1.5.5.2.2 Stakeholder efforts (especially the Airport Authority, in cooperation with 405 

the state and local jurisdictions) resulted in a coordinated land use plan and 406 

framework for development that meets the communityôs vision and protects 407 

the new airport for planned operations to serve the community.  408 

1.5.5.3 Compatible land use planning at existing airport locations also greatly 409 

benefits the local community and their airport facilities.  Zoning and 410 

development permitting and planning that precludes introduction of 411 

incompatible development provides long-term benefits and cost savings to a 412 

community (versus the cost of incompatible development).  To secure these 413 

benefits, airports that are owned by the local land use jurisdiction should 414 

ensure effective land use controls are enforced within the airport environs 415 

under their jurisdiction.  The FAA encourages airports without land use 416 

authority within the airport environs to remain vigilant and advocate for 417 

compatible development and land use controls whenever opportunities 418 

arise. 419 

1.5.5.3.1 Reduced Potential for Complaints. 420 

Compatibility planning to minimize noise-sensitive uses near airports is the 421 

most effective way to reduce complaints from the local community.  422 

Planning for mitigation or prevention of noise sensitive uses is the key 423 

consideration for effective coordinated land use planning.  This applies to 424 

both airport development and off-airport land uses in areas affected by 425 

aircraft noise. 426 

1.5.5.3.2 Development Revenues and Taxes. 427 

In many instances, compatible land uses provide higher property tax 428 

payments and demand fewer services.  For example, industrial uses often 429 

have a higher tax rate than residential uses.  Open space and agricultural 430 



June 2021 DRAFT FOR PUBLIC REVIEW AND COMMENT AC 150/5190-4B  

1-9 

 

uses demand fewer services (subject to wildlife attractant evaluation).  431 

Evaluation of potential land use options may create a potential win-win 432 

situation where development is both more compatible and lucrative for the 433 

local municipality.  Airport compatibility planning can encourage this kind 434 

of development.  It can also reduce the potential that infrastructure 435 

investment may not be usable when land use compatibility is ultimately 436 

considered.   437 

1.5.5.3.3 Reduced Mitigation Cost for Incompatible Development. 438 

¶ It is usually less costly for local jurisdictions to plan and prevent the 439 

development of incompatible land uses than to mitigate problems later.  440 

Airport owners and operators, as well as other jurisdictions, can be held 441 

liable, directly or indirectly, for at least a portion of mitigation costs 442 

stemming from effects of incompatible land uses near the airport.  443 

¶ ACRP Report 27, Enhancing Airport Land Use Compatibility, explored 444 

the impact of mitigation measures on local 445 

municipalities/entities/airports through several case studies.  In some 446 

cases, airports proposed strategies to reduce hours of operation as a 447 

mitigation effort to reduce noise impacts.  However, the impact on the 448 

economic viability of the airport by limiting its utility may not be 449 

acceptable.  There are also legal impediments to outright restrictions for 450 

federally obligated airports.  Other airports (such as the Fort Lauderdale 451 

Executive Airport in Ft. Lauderdale, Florida) have implemented 452 

preferential runway and flight track use to move noisy operations away 453 

from the most noise-sensitive areas, which can also limit airport utility. 454 

¶ In other cases, airports (such as the Indianapolis International Airport) 455 

have implemented noise compatibility programs that include mitigation 456 

such as sales assistance, sound insulation, land acquisition, and other 457 

measures to mitigate incompatible development. 458 

¶ In conclusion, when incompatible development is not prevented, higher 459 

costs are being incurred locally: (1) for property acquisition and other 460 

mitigation measures, (2) due to reduced tax revenue from devalued 461 

incompatible land use, and (3) local economic impacts due to reduced 462 

airport utility and efficiency. 463 

1.6 Consequences of Incompatible Development.   464 

1.6.1 Incompatible land uses such as those that pose physical obstructions, create visual 465 

distractions, and attract wildlife can threaten the safety of aircraft operations.  They can 466 

also affect the safety of persons located near the airport environs.  In addition, 467 

encroachment of incompatible land uses around airports may create physical constraints 468 

to safe and efficient aircraft operations, and challenges for airport capacity expansion. 469 
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1.6.2 The effects of airport operations on incompatible land usesðespecially noise impacts 470 

on residential areasðcan create a negative perception of the airport in the local 471 

community.  Airport operations can be perceived as generating negative effects on the 472 

local community, especially noise disturbances on incompatible land uses.  Community 473 

opposition generated by off-site airport effects can: 474 

¶ Lead to delays in airport development or require redevelopment; 475 

¶ Constrain capacity expansion;  476 

¶ Restrict airport operations; 477 

¶ Result in more stringent environmental requirements (including greater 478 

environmental impact analysis and mitigation requirements); 479 

¶ Increase public outreach requirements; and  480 

¶ In some cases, lead to litigation.  481 

1.6.3 From a broader perspective, according to the U.S. Government Accountability Office 482 

(GAO), ñconstraints on efforts to expand airports or aviation operations could affect the 483 

future of aviation because the national airspace system cannot expand as planned 484 

without a significant increase in airport capacity.ò  The national aviation system cannot 485 

accommodate the projected doubling or tripling of air traffic in the coming decades 486 

without additional airports and runways (GAO, 2008).  This broader perspective, 487 

combined with the local community effects, demonstrates the wide range of potential 488 

impacts of incompatible development on the national, regional, and local economy, as 489 

well as neighbors to individual airports across the country.  490 

1.6.4 On-Airport Economic Considerations. 491 

When incompatible land uses result in community opposition to airport operation and 492 

expansion, there are economic consequences, such as project delays, which may result in 493 

additional costs to implement a project.  For example, a delayed capacity expansion 494 

project leads to a variety of costly outcomes.  These include persistent aircraft delays; 495 

diversion of aircraft to other airports; or, in extreme cases, the need to build a 496 

replacement airport at another site.  497 

1.6.5 Off-Airport Economic Considerations. 498 

1.6.5.1 Airports are local economic engines.  They stimulate local economic 499 

activity, create employment, and generate income for local residents.  When 500 

incompatible land uses around airports constrain airport use and efficient air 501 

service, local and regional jurisdictions cannot realize the full potential of 502 

airports to generate positive regional economic impacts.  In addition, 503 

incompatible land use development can increase the risk of exposure to 504 

aviation accidents and expose neighboring residents to adverse 505 
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environmental effects.  These impacts are another cost of incompatible land 506 

uses near airports.  507 

1.6.5.2 Coordinated compatible land use planning on the airport and in the airport 508 

environs seeks to balance development demands to optimize the benefit of 509 

the airport location to the community, and preclude hazards and adverse 510 

impacts of incompatible development on local airport and aviation facilities. 511 
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CHAPTER 2.  LAND USE COMPATIBILITY CONCERNS 512 

2.1 Definition of Compatible Land Use.  513 

Airport-compatible land uses are those that can coexist with a nearby airport without 514 

constraining the safe and efficient operation of the airport, or exposing people living or 515 

working nearby to significant noise impacts of hazards.  Occasionally, a land use may not 516 

be easily classified by type as compatible or incompatible.  It may need to be more 517 

closely evaluated on a case-by-case basis.  Although this chapter outlines the general 518 

characteristics of land uses that influence compatibility, individual state, regional, and 519 

local sources should be consulted.  Various municipalities have adopted guidance that 520 

may provide more specific detail on airport land use compatibility issues. 521 

2.2 Evaluation of Airport Land Use Compatibility .  522 

There are five base characteristics (or areas of consideration) to evaluate when assessing 523 

the compatibility of a specific land use.  These include aircraft noise, airspace, wildlife, 524 

visual/atmospheric interference, protection of people and property, and development 525 

density. In addition to assessing a land use against these base characteristics, state and 526 

local criteria (if applicable) need to be considered when addressing land use 527 

compatibility.  Because the FAA has a limited regulatory role in land use planning, the 528 

local, regional, and state provisions will likely take precedence in local land use decision 529 

making.  530 

2.2.1 Aircraft Noise.  531 

2.2.1.1 Aircraft noise is a primary concern when addressing airport land use 532 

compatibility.  Aircraft operations can create sound levels that produce 533 

noise-induced annoyance in communities near airports, as well as specific 534 

effects such as speech interference and sleep disturbance.  A tremendous 535 

amount of research has been done on this topic within FAA and in the 536 

aviation industry.1  For example, there are numerous ACRP reports such as 537 

the following that can provide additional information on aircraft noise: 538 

¶ ACRP Report 27:  Enhancing Airport Land Use Compatibility   539 

¶ ACRP 11-01/Topic 01-05 Legal Research Digest 5: Responsibility for 540 

Implementation and Enforcement of Airport Land-Use Zoning 541 

Restrictions  542 

¶ ACRP 11-01/Topic 03-01 Legal Research Digest 12: Fair Disclosure of 543 

Airport Impacts in Real Estate Transfers 544 

                                                 

 

1 As of the date of publication of this draft Advisory Circular, the FAA is actively conducting research to evaluate 

whether there is a scientific basis for updating the current threshold for defining significant noise.  The FAA is also 

conducting research on sleep disturbance and other aspects of how noise may affect communities. 
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2.2.1.2 Several factors influence the perceived noise impact of aircraft operations 545 

near an airport.  Common factors include: 546 

¶ Proximity of a land use to an airportôs flight patterns; 547 

¶ Residents/occupants noise sensitivity:  noise annoyance and 548 

interference to daytime and nighttime activities; 549 

¶ Building materials used to reduce interior noise levels;  550 

¶ The surrounding environment ambient noise level; 551 

¶ Perception and acceptance of the necessity of existing aircraft noise; 552 

¶ The typical day/night hours of aircraft operations;  553 

¶ The number and frequency of aircraft operations; and 554 

¶ The type of aircraft using an airport. 555 

2.2.1.3 Aircraft noise effects are of concern as they can affect the quality of life for 556 

residents in their homes, and affect those using or residing in noise-sensitive 557 

facilities near airports.  These include schools, places of worship, hospitals, 558 

parks, and recreational facilities.  559 

2.2.1.4 Figure 2-1 illustrates the noise level (dB(A)) of some common indoor noise 560 

sources, and how they compare to common outdoor sound levels.   561 
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Figure 2-1. Noise Level of Common Sounds 562 

 563 

Source: FAA 564 

2.2.1.5 As described in 14 CFR Part 150, Airport Noise Compatibility Planning, 565 

exterior noise levels at or above Day-Night Average Sound Level (DNL) 65 566 

decibels (dB) are considered incompatible with residences and some other 567 

noise sensitive land use.  Table 2-1 shows land use compatibility with 568 

aircraft noise located within a range of decibel dB DNL measured noise 569 

levels.  For more information on the compatibility of specific land uses with 570 

various levels of aircraft noise, refer to 14 CFR Part 150.  In addition, see 571 

Section 4.2.2 for further discussion of FAA supported airport noise 572 

compatibility programs (NCP) developed under 14 CFR Part 150.   573 
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Table 2-1. Land Use Compatibility with Yearly Day-Night Average Sound Levels (DNL) 574 

 Yearly Day-Night Average Sound Level (DNL) in Decibels 
Land Use Below 65 65-70 70-75 75-80 80-85 Over 85 
Residential        
Residential, other than mobile homes and transient 

lodlodging transient   

Y N(1) N(1) N N N 
Mobile home parks Y N N N N N 
Transient lodgings Y N(1) N(1) N(1) N N 

Public Use       
Schools Y N(1) N(1) N N N 
Hospitals and nursing homes Y 25 30 N N N 
Churches, auditoriums, & concert halls Y 25 30 N N N 
Government services Y Y 25 30 N N 
Transportation Y Y Y(2) Y(3) Y(4) Y(4) 
Parking Y Y Y(2) Y(3) Y(4) N 

Commercial Use       
Offices, business and professional Y Y 25 30 N N 
Wholesale/Retail -bldg matrls/hardware/farm equip. Y Y Y(2) Y(3) Y(4) N 
Retail trade ς general Y Y 25 30 N N 
Utilities Y Y Y(2) Y(3) Y(4) N 
Communication Y Y 25 30 N N 

Manufacturing & Production       
Manufacturing ς general Y Y Y(2) Y(3) Y(4) N 
Photographic and optical Y Y 25 30 N N 
Agricultural (except livestock) and forestry Y Y(6) Y(7) Y(8) Y(8) Y(8) 
Livestock farming and breeding Y Y(6) Y(7) N N N 
Mining and fishing Y Y Y Y Y Y 

Recreational       
Outdoor sports arenas and spectator sports Y Y(5) Y(5) N N N 
Outdoor music shells, amphitheaters Y N N N N N 
Nature exhibits and zoos Y Y N N N N 
Amusements, parks, resorts and camps Y Y Y N N N 
Golf courses, riding stables and water recreation Y Y 25 30 N N 

Note: The designations contained in this table do not constitute a federal determination that any use of land covered by the program is acceptable 575 
or unacceptable under federal, state, or local law.  The responsibility for determining the acceptable and permissible land uses and the relationship 576 
between specific properties and specific noise contours rests with the local authorities.  FAA determinations under Part 150 are not intended to 577 
substitute federally determined land uses for those determined to be appropriate by local authorities in response to locally determined needs and 578 
values in achieving noise compatible land uses.  579 
Key: Y (yes) = Land use and related structures compatible without restrictions. 580 
 N (no) = Land use and related structures are not compatible and should be prohibited. 581 

25, 30, 35 = Land use and related structures generally compatible; measures to achieve Noise Level Reduction of 25, 30, 35 dB must be 582 
incorporated into design and construction of structure. 583 

Notes:  584 
(1) = Where the community determines that residential or school uses must be allowed, measures to achieve outdoor to indoor Noise Level 585 
Reduction (NLR) of at least 25 dB and 30 dB should be incorporated into building codes and be considered in individual approvals.  Normal 586 
residential construction can be expected to provide a NLR of 20 dB, thus the reduction requirements are often stated as 5, 10, or 15 dB over 587 
standard construction and assume mechanical ventilation and closed windows year-round.  However, the use of NLR criteria will not eliminate 588 
outdoor noise problem. 589 
(2) = Measures to achieve NLR 25 dB must be incorporated into the design and construction of portions of these buildings where the public is 590 
received, office areas, noise sensitive areas or where the normal noise level is low. 591 
(3) = Measures to achieve NLR 30 dB must be incorporated into the design and construction of portions of these buildings where the public is 592 
received, office areas, noise sensitive areas or where the normal noise level is low. 593 
(4) = Measures to achieve NLR 35 dB must be incorporated into the design and construction of portions of these buildings where the public is 594 
received, office areas, noise sensitive areas or where the normal noise level is low. 595 
(5) = Land use compatibility provided special sound reinforcement systems are installed.   596 
(6) = Residential buildings require an NRL of 25 dB. 597 
 (7) = Residential buildings require an NRL of 30 dB. 598 
 (8) = Residential building not permitted. 599 
 600 

Source: 14 CFR Part 150, Appendix A, Table 1 (as published in 1984). 601 
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2.2.2 Airspace. 602 

2.2.2.1 The most common airport land 603 

use compatibility concerns are the 604 

need to: maintain unobstructed 605 

space for aircraft to maneuver 606 

above ground; protect; 607 

navigational facilities; and protect 608 

of existing and future airport 609 

capacity.  Airspace can be 610 

physically obstructed by tall 611 

structures and vegetation; visually 612 

obstructed by glare, light 613 

emissions, dust, smoke, etc.; and 614 

atmospherically disrupted by 615 

thermal plumes.  616 

2.2.2.2 The following sections discuss 617 

these airspace issues and the 618 

applicable standards and 619 

regulations that protect the 620 

nationôs airspace.  Appendix C 621 

includes a detailed description of 622 

land use guidance resources and 623 

applicable regulations, some of 624 

which are specific to airspace 625 

protection. 626 

2.2.2.3 Structure Height ï 14 CFR Part 627 

77/Obstruction Evaluation (OE) 628 

Processes and Surfaces. 629 

2.2.2.3.1 The FAA has a system of 630 

standards and notification 631 

procedures to protect the national 632 

airspace from physical 633 

obstructions.  14 CFR Part 77, 634 

ñSafe, Efficient Use and 635 

Preservation of Navigable 636 

Airspace,ò establishes standards 637 

for determining and defining 638 

objects that may pose potential 639 

obstructions to air navigation.  640 

While design standards contained 641 

in AC 150/5300-13, Airport 642 

Design, are intended to protect 643 

specific ground areas, 14 CFR 644 

AIRSPACE TERMS 

Approach Minimum:   The height 

above ground at which a pilot must 

have the airfield in sight to continue 

on approach to land.  When 

obstructions exist to runway 

approaches, the approach minimums 

are raised, which can limit the utility 

of the airport in times of reduced 

visibility or low cloud cover. 

Hazard:  An existing or proposed 

object that the FAA, as a result of an 

aeronautical study, determines will 

have a substantial adverse effect 

upon the safe and efficient use of 

navigable airspace by aircraft, 

operation of air navigation facilities, 

or existing or potential airport 

capacity. 

Imaginary Surfaces:  Three-

dimensional airspace areas that 

surround a runway and are used by 

the FAA through 14 CFR Part 77 to 

evaluate whether a structure or 

vegetation is or could be a hazard to 

air navigation.  The dimensions of 

the imaginary surfaces are 

dependent upon individual runway 

characteristics. 

Obstacle:  An existing object at a 

fixed geographical location or which 

may be expected at a fixed location 

within a prescribed area with 

reference to which vertical clearance 

is or must be provided during flight 

operation. 

Obstruction:   An object of greater 

height than any of the heights or 

surfaces presented in Subpart C of 

14 CFR Part 77, Standards for 

Determining Obstructions to Air 

Navigation or Navigational Aids or 

Facilities. 
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Part 77 was developed by the FAA to protect specific airspace areas near an 645 

airport.  The airspace areas governed by 14 CFR Part 77 are called 646 

ñimaginary surfaces.ò  Figure 2-2 illustrates the imaginary surfaces in plan 647 

and isometric views.  648 

Figure 2.2 Part 77 Imaginary  Surfaces 649 

650 

 651 

Source: https://www.ngs.noaa.gov/AERO/oisspec.html 652 

https://www.ngs.noaa.gov/AERO/oisspec.html
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2.2.2.3.2 When objects (existing or proposed) such as structures or vegetation 653 

penetrate the imaginary surfaces, they are considered ñobstructionsò to air 654 

navigation.  The FAA has the authority to evaluate obstructions to 655 

determine whether they are or could be a ñhazardò to air navigation.  656 

Federal airport grant assurances require the airport owner/sponsor to take all 657 

reasonable actions to remove, mitigate and prevent the introduction of 658 

obstructions to airport navigation approaches.  659 

2.2.2.3.3 The presence of tall structures near an airport may be a hazard to air 660 

navigation.  Tall structures include man-made objects (such as buildings, 661 

cell/radio/TV/MET towers, and wind farms), natural objects (such as tall 662 

trees), and terrain (high ground in airport approaches).  Tall structures can 663 

reduce the utility of an airport and increase the chances of an aircraft 664 

collision with the structures.  Aircraft approaching an airport under 665 

instrument flight conditions (periods of low visibility, such as nighttime or 666 

low cloud ceilings) follow a defined set of flight procedures.  The height of 667 

objects along a runway approach course and in the missed approach 668 

segment has a direct effect on these procedures.  Figure 2-3 illustrates tall 669 

trees that are penetrating a runway approach surface (specific surface as 670 

defined by FAA AC 150-5300-13).  A tall structure obstruction to airspace 671 

may prompt an increase in the minimum visibility and cloud ceiling criteria 672 

that a pilot must follow.  These changes may increase the likelihood that 673 

aircraft will not be able to land at an airport during inclement weather.  674 

2.2.2.3.4 In Figure 2-3, the tall trees must be trimmed or removed to maintain a clear 675 

runway approach.  Unmitigated hazards may raise the runway approach 676 

minimums, resulting in the reduced utility and use of the affected runway.   677 

Figure 2-3. Penetration of an Approach Surface by Tall 678 

Trees679 

 680 

2.2.2.3.5 Pursuant to 14 CFR Part 77, proponents of various construction and site 681 

alteration projects, on or off airport, must file notice with FAA to determine 682 

if  the proposed construction or alteration creates a hazard to air navigation.  683 
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2.2.2.3.6 During Airport Layout Plan (ALP) review processes, FAA reviews and 684 

approves proposed development and construction on federally obligated 685 

airports that the FAA finds would materially impact the safe and efficient 686 

operation of aircraft at, to, or from the airport or that would adversely affect 687 

the safety of people or property on the ground adjacent to the airport as a 688 

result of aircraft operations, or that would adversely affect the value of prior 689 

federal investments to a significant extent. 690 

2.2.2.3.7 For proposed development off airport property, and for proposed 691 

development on airport property that does not fall within the FAAôs ALP 692 

approval or other regulatory authority, FAA does not approve or disapprove 693 

the construction of a structure.  Rather, FAA comments on the possible 694 

impact to the national airspace system.  As required by 14 CFR Part 77.9, 695 

ñConstruction or alteration requiring notice,ò any person or organization 696 

who intends to sponsor construction or alterations listed below must notify 697 

the FAA for an FAA obstruction evaluation. 698 

¶ Any construction or alteration that is more than 200 feet above ground 699 

level (AGL), regardless of location.  700 

¶ Any construction or alteration that exceeds an imaginary surface 701 

extending outward and upward at any of the following slopes:  702 

o Penetrates a 100-to-1 slope for a horizontal distance of 20,000 ft. 703 

from the nearest point of the nearest runway of each airport 704 

described in 14 CFR Part 77. 9(d), with its longest runway more 705 

than 3,200 ft. in actual length, excluding heliports.  706 

o Penetrates a 50-to-1 slope for a horizontal distance of 10,000 ft. 707 

from the nearest point of the nearest runway of each airport subject 708 

to notice described in 14 CFR Part 77.9(d), with its longest runway 709 

no more than 3,200 ft. in actual length, excluding heliports.  710 

o Penetrates a 25-to-1 slope for a horizontal distance of 5,000 ft. from 711 

the nearest point of the nearest landing and takeoff area of each 712 

heliport described in 14 CFR Part 77.9(d).  713 

¶ Any highway, railroad, or other traverse way for mobile objects, of a 714 

height which, if adjusted: 715 

o Upward 17 feet for an Interstate Highway that is part of the National 716 

System of Interstate and Defense Highways where overcrossings are 717 

designed for a minimum of 17 feet vertical distance;  718 

o Upward 15 feet for any other public roadway;  719 

o Upward 10 feet or the height of the highest mobile object that would 720 

normally traverse the road, whichever is greater, for a private road;  721 

o Upward 23 feet for a railroad;  722 
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o For a waterway or any other traverse way not previously mentioned, 723 

an amount equal to the height of the highest mobile object that 724 

would normally traverse it; and 725 

o Would exceed the standard of the first two bullets, above.  726 

¶ Any construction or alteration on any of the following airports and 727 

heliports:  728 

o A public use airport listed in the Airport/Facility Directory, Alaska 729 

Supplement, or Pacific Chart Supplement of the U.S. Government 730 

Flight Information Publications;  731 

o A military airport under construction, or an airport under 732 

construction that will be available for public use;  733 

o An airport operated by a federal agency or the DOD; and  734 

o An airport or heliport with at least one FAA-approved instrument 735 

approach procedure.  736 

2.2.2.3.8 Figure 2-4 illustrates two instances where 14 CFR Part 77 notification is 737 

required to allow the FAA to make a determination as to whether the 738 

proposed construction or alteration would create a hazard to air navigation. 739 

Figure 2-4. Profile View of Sample Instances Requiring 14 CFR Part 77 Notification 740 

 741 

Source: ACRP Report 38, Understanding Airspace, Objects, and Their Effects on Airports. 742 

 743 

2.2.2.3.9 The FAA launched a notice criteria tool (https://oeaaa.faa.gov/oeaaa/ 744 

external/gisTools/gisAction.jsp?action=showNoNoticeRequiredToolForm) 745 

that allows the user (airport sponsor, developer, and local municipality) to 746 

input locational and dimensional information about a proposed development 747 

to determine if  they are required to file notice with FAA.  If a notice is 748 

https://oeaaa.faa.gov/oeaaa/external/gisTools/gisAction.jsp?action=showNoNoticeRequiredToolForm
https://oeaaa.faa.gov/oeaaa/external/gisTools/gisAction.jsp?action=showNoNoticeRequiredToolForm
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required, the proponent will submit FAA Form 7460, ñNotice of 749 

Construction or Alteration,ò to FAA for review.  750 

2.2.2.3.10 In addition to evaluation of the imaginary surfaces in 14 CFR Part 77, 751 

airport and aircraft operators also consider whether obstructions exist to the 752 

airspace surfaces created by Terminal Instrument Procedures (TERPS) and 753 

one-engine inoperative (OEI) obstacle identification surface (OIS).  More 754 

detail on TERPS and OIS is in Section 2.2.2.4 and Section 2.2.2.5, 755 

respectively.  756 

2.2.2.3.11 The FAA evaluation usually results in one of three determinations on 757 

proposed construction: 758 

¶ Determined to be a hazard to air navigation; 759 

¶ Determined not to be a hazard to air navigation; or 760 

¶ Determined not to be a hazard with certain mitigation measures, such 761 

as lighting or marking. 762 

2.2.2.3.12 As stated, though developers must submit FAA Form 7460, FAA does not 763 

have the authority to stop off-airport construction.  Therefore, it is critical 764 

for local communities to create the height restrictions that prevent and/or 765 

mitigate structures that could be obstructions or hazards to air navigation.    766 

2.2.2.4 Structure Height ï Terminal Instrument Procedures (TERPS).  767 

FAA Order 8260.3, ñUnited States Standard for Terminal Instrument 768 

Procedures (TERPS),ò contains standards for designing and evaluating 769 

terminal instrument procedures at any location over which the U.S. has 770 

jurisdiction.  TERPS criteria are used primarily by FAA when developing 771 

instrument flight procedures.  Similar to 14 CFR Part 77, TERPS places 772 

constraints on the airspace in the vicinity of an airport.  This may impact 773 

which land uses are compatible beneath those surfaces.  TERPS surfaces are 774 

generally lower than 14 CFR Part 77 surfaces along the runway approaches, 775 

but may extend farther from the airport (e.g. 10 nautical miles compared to 776 

10,000 feet).  Operational TERPS surfaces will be modified due to 777 

alterations in the design of a flight procedure or because of the construction 778 

of new obstacles.  TERPS criteria are designed to provide a margin of 779 

safety ï a required obstacle clearance (ROC) ï between aircraft in flight and 780 

permanent objects such as vegetation, terrain, and man-made objects.  781 

TERPS operational surfaces always must be clear of and above 782 

obstructions.  Figure 2-5 illustrates flight path modifications as applied to 783 

TERPS.  784 
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Figure 2-5. Flight Path Modifications as Applied to TERPS 785 

 786 

Source: ACRP Report 38, Understanding Airspace, Objects, and Their Effects on Airports. 787 

2.2.2.5 Structure Height ï One-Engine Inoperative Obstacle Identification Surface 788 

(OIS). 789 

2.2.2.5.1 A two-engine Transport Category Aircraft must be able to climb at a slope 790 

of 62.5 feet horizontally to 1 foot vertically (62.5:1) with one engine 791 

inoperative in order to receive its FAA operating certificate (see 14 CFR 792 

§§25.111 and 25.115).  This requirement is the basis for the one-engine 793 

inoperative (OEI) obstacle identification surface (OIS).  794 

2.2.2.5.2 The OIS is a departure surface that is used by airlines when planning 795 

takeoff weights to avoid obstacles.  Pursuant to 14 CFR §§121.189 and 796 

§135.379, each airline must calculate the appropriate OIS for individual 797 

aircraft operating at specific airports.  Airports with runways that support 798 

air carrier operations must identify the OIS departure surfaces.  These begin 799 

at the runway/clearway end at a width of 600 feet, and extend at a slope of 800 

62.5:1 for a horizontal distance of 50,000 feet, with an outer width of 801 

12,000 feet.  The OIS is much larger than the surfaces established in 14 802 

CFR Part 77 and TERPS, as illustrated in Figure 2-6.  Airlines are notified 803 

of any object that penetrates the OIS for flight planning purposes.   804 

2.2.2.5.3 Because the OIS is much larger than 14 CFR Part 77 and TERPS imaginary 805 

surfaces, it is difficult to coordinate the potential effects to airspace and 806 

airport operations if  an obstruction exists.  Although FAA does not have a 807 



June 2021 DRAFT FOR PUBLIC REVIEW AND COMMENT AC 150/5190-4B  

2-12 

 

direct role in the protection of the OEI OIS airspace, protection of this 808 

airspace can be critical to preserve the viability of commercial air service at 809 

airports.  Therefore, airport owners/sponsors and land use authorities need 810 

to consider it when evaluating compatible land uses near airports.  811 

Figure 2-6. One Engine Inoperative (OEI) Obstacle Identification Surface (OIS) 812 

 813 

Source: ACRP Report 38, Understanding Airspace, Objects, and Their Effects on Airports. 814 

2.2.2.6 New Airports/Landing Fields. 815 

2.2.2.6.1 The airport owner/sponsor needs to consider and evaluate potential local 816 

land use impacts when planning and developing a new airport. 817 

2.2.2.6.2 Form 7480-1, ñNotice of Landing Area Proposal2,ò works in conjunction 818 

with 14 CFR Part 157, Notice of Construction, Alteration, Activation and 819 

Deactivation to identify potential incompatibility.  The regulation requires 820 

notification to the FAA 90-days prior to constructing or establishing a new 821 

airport (along with construction, alteration, deactivation, or change to the 822 

use of an existing airport).  As stated in the regulation (14 CFR Part 157.1, 823 

                                                 

 

2  See https://www.faa.gov/forms/index.cfm/go/document.current/documentNumber/7480-1. 
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ñApplicabilityò), notice is not required for temporary or intermittent use of 824 

a site that is not established as an airport.   825 

2.2.2.6.3 When completing a Form 7480-1, the form asks the project proponent to 826 

identify any obstructions (buildings, power line wires, roads, railroads, 827 

towers, etc.) within the vicinity of the runway(s).  Existing or planned 828 

incompatible development such as schools, churches and residential 829 

communities that may be impacted by noise, and waste disposal sites within 830 

a five-mile radius (see ñWildlife and Bird Attractants,ò Section 2.2.3), may 831 

affect development.  FAA will  consider and comment on potential hazards 832 

to air navigation due to land use compatibility conflicts.  However, the local 833 

municipality is ultimately responsible for permitting development through 834 

local zoning, and other state or local land use and development ordinances 835 

and processes. 836 

2.2.2.7 Military Airspace Areas. 837 

2.2.2.7.1 In addition to the areas defined for civil airports, communities should 838 

consider military operational areas, ranges, and bases when planning for 839 

land use compatibility.  The Department of Defense (DOD) Office of 840 

Economic Adjustment (OEA) established two programs, one in the 1970s 841 

and one in the 1980s, to promote land use compatibility near military 842 

installations.  843 

2.2.2.7.2 The first is the Air Installation Compatibility Use Zones (AICUZ) Program.  844 

This program establishes policies and guidelines to protect military 845 

operational compatibility by avoiding incompatible development that would 846 

prevent military installations from changing or expanding to meet new 847 

mission requirements.  848 

2.2.2.7.3 The second program, the Joint Land Use Study (JLUS) Program, 849 

complements the AICUZ program.  Through this program, the OEA 850 

provides technical and financial assistance to state and local governments to 851 

plan and implement strategic plans that support civilian growth and 852 

development that is compatible with military operations. 853 

2.2.2.8 Visual, Atmospheric and Electronic Interference.  854 

Maintaining an unobstructed view for pilots is a critical element of land use 855 

compatibility. In addition to physical obstructions, visual obstructions, 856 

electronic interference, or atmospheric disturbances can also pose hazards to 857 

flight.  Many aircraft operations take place without navigational aids and 858 

operate under Visual Flight Rules (VFR).  Maintaining visual clarity as the 859 

pilot transitions to the visual segment of an Instrument Flight Rule (IFR) 860 

flight plan (i.e. transitioning from looking at flight instruments to looking 861 

outside the cockpit windows) is critical for pilot control and a safe airport 862 

approach.  Limiting atmospheric interference (such as the air turbulence 863 

from thermal plumes) near airports is critical to maintaining aircraft control.  864 
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Electronic interference is also a compatible land use consideration.  This 865 

includes high-energy use, production or transmission facilities, or 866 

installations on an institutional, commercial, or industrial property that may 867 

affect navigational aids (NAVAIDs).  The following sections discuss the 868 

concerns related to visual, atmospheric, and electronic interference.  ACRP 869 

Report 108, Guidebook for Energy Facilities Compatibility with Airports 870 

and Airspace, provides research findings on some of these land use 871 

concerns.  872 

2.2.2.8.1 Visual Obstructions.  873 

¶ Open mining and construction activities can produce dust or other 874 

particulate matter that impact airport visibility.  Dust can be picked up 875 

by the wind and create a dangerous situation for pilots trying to 876 

navigate through the area without instrumentation.  877 

¶ Glare reflecting into and impacting flight approaches to an airport may 878 

be caused by the reflection of light off water bodies and shiny building 879 

materials used in proposed or existing development.  Glare reflected 880 

back to the airport approaches at a particular angle can temporarily 881 

impair a pilotôs vision during low-level flight operations, and can 882 

therefore be dangerous.  883 

¶ Light emissions are also a potential concern, especially when large light 884 

concentrations shine upward in a flight path or towards the runway 885 

environment.  These concentrated emissions can adversely affect a 886 

pilotôs visual ability during evening hours, storm events, fog/smog, and 887 

other periods of reduced visibility.  888 

¶ Other sources of light emissions include lighting in linear patterns that 889 

could be mistaken by pilots for airport operational areas.  Furthermore, 890 

bright lights can cause momentary visual impairment for pilots as they 891 

pass between darkness into well-lit areas.  Additionally, certain colors 892 

of neon lights (especially red and white) are a concern near airports and 893 

military installations because they can interfere with night vision 894 

goggles used by pilots. 895 

¶ Large billboards using flashing/changeable message LED-illuminated 896 

signs near airports are a concern because they may distract pilots.  897 

Airport and zoning officials should carefully evaluate the potential 898 

impacts before approving these proposals.  Some state and local 899 

jurisdictions have enacted sign and structure lighting use 900 

controls/standards (in their zoning and permitting ordinances) to protect 901 

against direct, intense light near airport approaches.   902 

¶ Laser light shows or devices used in amusement parks, stadium events, 903 

or other outdoor productions should be regulated within the airport 904 

environs.  This includes preventing lasers from being directed towards 905 

the flight pattern or airport approaches where they could affect aircraft.  906 

In addition, local awareness and law enforcement against inadvertent or 907 
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malicious direction of lasers towards airport approaches, or at aircraft, 908 

is important. 909 

¶ Smoke, steam and smog can hinder a pilotôs ability to navigate aircraft 910 

due to reduced visibility.  Smog is hard to control because it is common 911 

over large cities (it is usually present as a blanket of blurriness), but 912 

source-points of smoke and steam can be better controlled.  Smoke 913 

and/or steam stacks are a typical element of industrial operations or 914 

large institutional facilities.  Local land use authorities should carefully 915 

consider placement of these elements in an airportôs environs. 916 

2.2.2.8.2 Atmospheric Interference. 917 

¶ Land use planning around an airport should account for impacts to 918 

aviation from facilities that produce atmospheric interference, such as 919 

thermal exhaust plumes.  FAA has determined thermal exhaust plumes 920 

can disrupt flight in the vicinity of an airport.  The effect can vary 921 

greatly depending on several factors: local winds, ambient 922 

temperatures, stratification of the atmosphere, size, height, and number 923 

of the stack(s) emitting the plume(s), proximity to airport and flight 924 

paths, temperature and vertical speed of the effluent, and the size and 925 

speed of aircraft.  When evaluating the potential impact of the exhaust 926 

plume(s), airport owners/operators should consider the traffic pattern, 927 

approach and departure corridors, and any existing or planned flight 928 

procedures.   929 

¶ To aid review of the potential location of thermal exhaust plume 930 

facilities, the FAA contracted with MITRE Corporation to develop a 931 

thermal exhaust plume model.  The model predicts the size and severity 932 

of the plume(s) in order to better understand potential atmospheric 933 

interference.  The ñExhaust-Plume-Analyzerò is available at 934 

http://www.mitre.org/research/technology-transfer/technology-935 

licensing/exhaust-plume-analyzer. 936 

2.2.2.8.3 Electronic Interference.   937 

¶ Land uses that can produce electronic interference should be carefully 938 

considered when located near an airport.  Electronic interference can 939 

affect navigational aids used by pilots during takeoff and landing.  940 

Interference can be direct interference with the navigation signal (i.e. 941 

transmitting locally on a frequency that is close to the NAVAID 942 

frequency or a harmonic of that frequency) or indirect interference 943 

(through adverse reflections, blocking of the signal by structures, or 944 

some interfering activity at a location). 945 

¶ For example, alternative energy sources are being used near or on 946 

airport property.  Wind energy generated by turbines is a concern due to 947 

adverse effects to radio aids to navigation and radar (as well as the 948 

height of the turbines, which can become an obstruction to flight). 949 

http://www.mitre.org/research/technology-transfer/technology-licensing/exhaust-plume-analyzer
http://www.mitre.org/research/technology-transfer/technology-licensing/exhaust-plume-analyzer
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2.2.3 Wildlife & Bird A ttractants. 950 

2.2.3.1 From 1988 to 2015, reported wildlife strikes killed more than 262 people 951 

and destroyed over 247 aircraft worldwide.  According to the FAA report, 952 

Wildlife Strikes to Civil Aircraft in the United States, 1990-2015, the 953 

number of annual wildlife strikes reported to FAA has increased over 954 

seven-fold:  from 1,851 in 1990 to a record 13,795 in 2015.  Birds were 955 

involved in 95.8% of total reported strikes, terrestrial mammals in 1.6%, 956 

bats in 2.3%, and reptiles in 0.3%.  Over this 27-year period, civilian 957 

aircraft strikes in the US resulted in 26 human fatalities.  Sixty-eight aircraft 958 

were destroyed or damaged beyond repair. 959 

2.2.3.2 Of the wildlife strikes reported to FAA, the majority happened at or below 960 

500 feet above ground level (AGL).  Nearly twice as many strikes occurred 961 

during the landing (final approach or landing roll) phase of flight than 962 

during takeoff run and climb. 963 

2.2.3.3 Based on the preceding, aircraft collisions with wildlife are steadily 964 

increasing each year and threaten aviation safety.  Factors that contribute to 965 

this increasing threat include: 966 

¶ Populations of large bird and mammal species commonly involved in 967 

strikes have increased over the last few decades and are adapting to 968 

living in urban environments, including airports. 969 

¶ According to the 2018 FAA Terminal Area Forecast (TAF), the number 970 

of operations at towered airports is expected to increase from over 50 971 

million in 2017 to over 65 million in 2045.  972 

¶ Older three and four engine aircraft are being replaced with newer, 973 

more efficient two-engine aircraft.  In the event of multiple engine 974 

ingestion, aircraft with two engines may have vulnerabilities not shared 975 

by three or four engine aircraft.  Additionally, the newer, quieter 976 

engines may not be as easily detected by birds to avoid collision.  977 

2.2.3.4 ACRP Report 32, Guidebook for Addressing Aircraft/Wildlife Hazards at 978 

General Aviation Airports, identifies the six most hazardous species or 979 

species groups for fixed-wing aircraft having one or two engines weighing 980 

less than 59,525 pounds: 981 

¶ Deer 982 

¶ Gulls/Terns 983 

¶ Geese 984 

¶ Ducks 985 

¶ Raptors 986 

¶ Vultures 987 
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2.2.3.5 Minimizing land uses near airports that attract wildlife reduces the 988 

likelihood of wildlife strikes.  With the majority of strikes occurring at or 989 

below 500 feet AGL, it is critical for airport owners/operators and local land 990 

use authorities to plan for compatible uses near airports and avoid uses that 991 

attract wildlife.  There are typically three categories of attractants:  food, 992 

shelter/cover, and water. Common attractants include certain agricultural or 993 

aquaculture activities, architectural features, landscaping, surface mining, 994 

waste disposal sites, wastewater treatment facilities, and wetlands.  ACRP 995 

Report 32 includes a more detailed discussion of the uses considered 996 

attractive to wildlife. 997 

2.2.3.6 FAA AC 150/5200-33, Hazardous Wildlife Attractants on or Near Airports, 998 

defines wildlife attractants as ñany human-made structure, land use practice, 999 

or human-made or natural geographic feature that can attract or sustain 1000 

hazardous wildlife within the landing or departure airspace, or Airport 1001 

Operations Area (AOA).ò  Figure 2-7 shows the areas around an airport to 1002 

prevent wildlife attractants.   1003 

2.2.3.7 See Section 5.5.1, Wildlife Hazard Management Plans, for a description of 1004 

needed plans and assessments developed under FAA AC 150/5200-33.  See 1005 

Appendix D for a U.S. Department of Agriculture (USDA) listing of plants 1006 

that are attractive to wildlife and should be avoided on or near airports. 1007 

1008 
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 1009 

Figure 2-7. Wildlife Hazard Separation Distances 

 

PERIMETER A: For airports serving piston-powered aircraft, hazardous wildlife attractants must be 5,000 feet from 1010 
the nearest air operations area. 1011 

PERIMETER B: For airports serving turbine-powered aircraft, hazardous wildlife attractants must be 10,000 feet 1012 
from the nearest air operations area. 1013 

PERIMETER C: 5-mile range to protect approach, departure and circling airspace. 1014 

Source: Graphic Developed by FAA Central Region Airports Division based upon guidance in FAA AC 150/5200-1015 
33, Hazardous Wildlife Attractants on or Near Airports. 1016 

2.2.4 Runway Protection Zones (RPZs).  1017 

2.2.4.1 The purpose of the Runway Protection Zone (RPZ) is to enhance the 1018 

protection of people and property on the ground.  This is best achieved 1019 

through airport owner control over RPZs.  Airport owner control over RPZs 1020 

may be achieved through:   1021 

¶ Ownership of the RPZ property in fee simple; 1022 

¶ Possessing sufficient interest in the RPZ property through easements, 1023 

deed restrictions, etc.; 1024 

¶ Possessing sufficient land use control authority to regulate land use in 1025 

the jurisdiction containing the RPZ;  1026 

¶ Possessing and exercising the power of eminent domain over the 1027 

property; or 1028 

PERIMETER A:
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hazardous wildlife attractant must be 5,000 ft from nearest aircraft 

movement area.

PERIMETER B:

For airports serving turbine-powered aircraft,
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¶ Possessing and exercising permitting authority over proponents of 1029 

development within the RPZ (e.g., where the sponsor is a State).  1030 

2.2.4.1.1 Control is preferably exercised through acquisition of sufficient property 1031 

interest and includes clearing RPZ areas (and keeping them clear) of 1032 

incompatible objects and activities.  The FAA recognizes, however, that 1033 

land use compatibility within RPZs is often complicated by land ownership, 1034 

environmental, geographical and other considerations. 1035 

2.2.4.2 RPZs are trapezoidal in shape, centered about the extended runway 1036 

centerline, and typically located off each runway end. The full standards 1037 

and dimensions for RPZs are in FAA Advisory Circular 150/5300-13A, 1038 

Airport Design.  This AC replaces the FAAôs ñInterim Guidance on Land 1039 

Uses Within a Runway Protection Zone,ò dated September 2012.  1040 

2.2.4.3 Expectations of Airport Sponsors. 1041 

The FAA expects all airport sponsors to comply with FAA Grant 1042 

Assurances.  These include, but are not limited to, Assurances 19 1043 

(Operations and Maintenance) and 21 (Compatible Land Use).  Sponsors 1044 

should take appropriate measures to protect against, remove, or mitigate 1045 

land uses that introduce incompatible development within RPZs.  1046 

2.2.4.4 Existing Incompatible Land Uses. 1047 

2.2.4.4.1 The FAA expects airport sponsors to seek all possible opportunities to 1048 

eliminate, reduce, or mitigate existing incompatible land uses.  Examples 1049 

may include land acquisition, land exchanges, right-of-first-refusal to 1050 

purchase, agreements with property owners on land uses, easements, or 1051 

other such measures.  The FAA also expects sponsors to actively consider 1052 

and evaluate available options anytime there is an ALP update or master 1053 

plan update, and to be vigilant for any other opportunities that may arise 1054 

from time to time (especially to purchase land) to eliminate or minimize 1055 

existing incompatibilities.  The FAA expects airport sponsors to document 1056 

their efforts to demonstrate they are complying with relevant FAA Grant 1057 

Assurances. 1058 

2.2.4.4.2 Table 2-2 outlines expectations of airport sponsors for existing 1059 

incompatible land uses within RPZs. 1060 
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Table 2-2. Expectations of Airport Sponsors - Existing Incompatible Land Uses 1061 

Type of Land Use 
Control 

Expectations of Airport Sponsors 

If the airport sponsor 
owns or has total land 
use control (e.g., 
sponsor is the land 
use control authority 
and regulates land use 
in the local jurisdiction)  

Because the sponsor has total land use control, the FAA 
considers it a reasonable expectation that the sponsor will 
establish and enforce the necessary zoning controls to enable it to 
address existing incompatible land uses when the opportunity 
arises. 

If the sponsor has 
potential influence 
(e.g., Airport Authority 
without zoning control) 

Because the sponsor has at least some influence over land use 
control, the FAA considers it a reasonable expectation that the 
sponsor will seek to establish the necessary zoning controls to 
enable it to address existing incompatible land uses when the 
opportunity arises. 

If the sponsor has no 
land use control (i.e., 
RPZ land falls in 
another jurisdiction) 

Even though the sponsor has no land use control, the FAA still 
considers it a reasonable expectation that the sponsor will actively 
watch for opportunities to establish the necessary zoning controls 
to enable it to address existing incompatible land uses when the 
opportunity arises. 

FAA will consider financial assistance to a public-sector sponsor 
for land acquisition even if they have no land use control, but only 
if the sponsor can demonstrate that they are taking all appropriate 
steps available to enhance control and mitigate existing risks.  

2.2.4.4.3 The FAA will consider requests from eligible airport sponsors for AIP 1062 

funding, in accordance with the AIP handbook, to help secure ownership or 1063 

land use control if it helps eliminate existing incompatible land uses, and 1064 

prevent future ones.  FAA also expects airport sponsors to consider RPZ 1065 

protection an ñairside need,ò a high priority for financial planning purposes. 1066 

2.2.4.5 Proposed Incompatible Land Uses. 1067 

The FAA expects the airport sponsor to take active steps to prevent or 1068 

mitigate proposed incompatible land uses.  The FAA will not always 1069 

require an airport sponsor to acquire land in order to meet the RPZ standard.  1070 

However, the FAA does expect the airport sponsor to actively seek 1071 

opportunities to prevent or mitigate risks associated with proposed 1072 

incompatible land uses within the RPZ.  Sponsors should actively monitor 1073 

conditions and object publicly to proposed incompatible land uses, and to 1074 

make it a high priority (financially or otherwise) to acquire land or 1075 

otherwise establish land use controls that prevent incompatible uses.  The 1076 

FAA expects airport sponsors to document their efforts so that they can 1077 

demonstrate that the airport is complying with its grant assurances. Table 2-1078 

3 summarizes expectations of airport sponsors for new/proposed 1079 

incompatible land uses within RPZs. 1080 
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Table 2-3. Expectations of Airport Sponsors - New Incompatible Land Uses 1081 

Type of Land Use 
Control 

Expectations of Airport Sponsors 

If the airport sponsor 
owns or has total land 
use control (e.g., 
sponsor is the land use 
control authority and 
regulates land use in the 
local jurisdiction)  

Because the sponsor has total land use control, the FAA 
expects that the sponsor will establish all necessary protections 
to prevent new incompatible land uses. 

If the sponsor has 
potential influence (e.g., 
Airport Authority without 
zoning control) 

FAA expects the sponsor to take all appropriate steps available 
to establish and exercise zoning controls necessary to prevent 
any new incompatible land uses. 

The FAA recognizes that the standard of ñappropriate action, to 
the extent reasonableò does not mean in this case that the 
sponsor can always prevail.  Rather, the FAA expects the 
sponsor to demonstrate and document a reasonable effort. 

If the sponsor has no 
land use control (i.e., 
RPZ land falls in another 
jurisdiction) 

Even if the sponsor has no land use control, FAA still expects 
the sponsor to actively pursue and consider all possible steps to 
secure land necessary to prevent any new incompatible land 
uses. 

The FAA recognizes that the standard of ñappropriate action, to 
the extent reasonableò may not succeed.  Even so, the FAA 
expects the sponsor to demonstrate and document a reasonable 
effort. 

FAA expects the airport sponsor to adopt a strong public stance 
to oppose incompatible land uses and to communicate the 
purpose of the RPZ and associated risks to the proponent, and 
to actively consider measures such as land acquisition, land 
exchanges, right-of-first-refusal to purchase, agreements with 
property owners regarding land uses, or other such measures. 

For a privately owned reliever in such circumstances, the FAA 
will still consider helping with land acquisition, but the sponsor 
needs to demonstrate a viable long-term plan that these 
measures will ultimately protect the airport against 
encroachment.   

2.2.4.5.1 FAA will consider requests from eligible airport sponsors for AIP funding, 1082 

in accordance with the AIP Handbook, to help prevent new incompatible 1083 

land uses.  However, FAA also expects sponsors to identify these 1084 

opportunities early enough for land to be acquired at a reasonable cost (i.e., 1085 

not waiting until there is a proposed development that artificially increases 1086 

the cost of the land).   1087 
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2.2.4.6 Airport Sponsorôs Alternatives Evaluation Process. 1088 

2.2.4.6.1 As stated, the FAA expects the airport sponsor to take active steps (in 1089 

accordance with Grant Assurances 19 and 21) to prevent or mitigate any 1090 

new incompatible land use within the RPZ.  Because Assurance 21 requires 1091 

sponsors to take ñappropriate action, to the extent reasonable,ò the FAA 1092 

expects sponsors to proactively identify a full range of alternatives and 1093 

prepare a sufficient evaluation to be able to draw a conclusion about what is 1094 

ñappropriate and reasonable.ò  The evaluation may include the development 1095 

of a long-term, strategic land acquisition plan. 1096 

2.2.4.6.2 Potential new incompatible land uses within an RPZ might be caused by 1097 

one or more circumstances, including (but not limited to): 1098 

¶ An airfield project (e.g., runway extension, runway shift);3 1099 

¶ A change in the critical design aircraft that increases the RPZ 1100 

dimension; 1101 

¶ A new or revised instrument approach procedure that increases the RPZ 1102 

dimension; 1103 

¶ A local development proposal in the RPZ; or 1104 

¶ Other circumstances. 1105 

2.2.4.6.3 The sponsor should submit an alternatives evaluation to the FAA unless the 1106 

land use is permissible without further evaluation per FAA AC 1107 

150/5300-13.  The land uses, which require no further evaluation, are listed 1108 

again immediately below: 1109 

¶ Farming that meets airport design standards; 1110 

¶ Irrigation channels that meet the requirements of AC 150/5200-33 and 1111 

FAA/USDA manual, Wildlife Hazard Management at Airports; 1112 

¶ Airport service roads, as long as they are not public roads and are 1113 

directly controlled by the airport operator; 1114 

¶ Underground facilities, as long as they meet other applicable design 1115 

criteria (such as Runway Safety Area [RSA] requirements); or 1116 

¶ Unstaffed NAVAIDs and facilities, such as equipment for airport 1117 

facilities that are considered fixed-by-function in regard to the RPZ. 1118 

                                                 

 

3 Please note that these projects are limited to existing airports.  The FAA would not support incompatible uses in 

RPZs for new airports or new runways. 
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2.2.4.7 Items Typically Included in the Airport Sponsorôs Alternatives 1119 

Evaluation. 1120 

2.2.4.7.1 Airport sponsors should submit an alternatives evaluation to FAA early in 1121 

the planning process for any on-airport development within the RPZ.  When 1122 

the proposed land use development is not on airport property, the sponsor 1123 

should engage and coordinate with the Airports District Office (ADO) as 1124 

soon as they are aware of proposed development.  The sponsor should begin 1125 

the process of evaluating alternatives within 30 days of becoming aware of 1126 

the development within the RPZ.  1127 

2.2.4.7.2 The following items are typically necessary for the FAA to fully assess a 1128 

sponsorôs alternatives evaluation.  The FAA acknowledges, however, that 1129 

the scope of the analysis will likely vary depending on the size of the 1130 

airport, the type/number of operations, and any other unique considerations.  1131 

The airport sponsor is encouraged to meet with the FAA before conducting 1132 

the evaluation to discuss the appropriate level of evaluation needed. 1133 

¶ Sponsorôs statement of the purpose and need of the proposed action 1134 

(airport project, land use change or development).   1135 

¶ Identification of any other interested parties and proponents. 1136 

¶ Identification of any federal, state and local transportation agencies 1137 

involved. 1138 

¶ Analysis of sponsor control of the land within the RPZ. 1139 

¶ Summary of all alternatives considered including:  1140 

o Alternatives that preclude introducing the incompatible land use 1141 

within the RPZ (e.g., zoning action, purchase, and design 1142 

alternatives such as the implementation of declared distances, 1143 

displaced thresholds, shifting the runway, shortening the runway, 1144 

raising minimums) 1145 

o Alternatives that minimize the impact of the land use in the RPZ 1146 

(e.g. routing a new roadway through less of the RPZ, etc.) 1147 

o Alternatives that mitigate risk to people and property on the ground 1148 

(e.g., tunneling, depressing and/or protecting a roadway through the 1149 

RPZ, implementing operational measures to mitigate any risks, etc.) 1150 

¶ Narrative discussion and exhibits or figures depicting the alternative. 1151 

¶ Rough order of magnitude cost estimates associated with each 1152 

alternative, regardless of potential funding sources. 1153 

¶ A practicability assessment based on the feasibility of the alternative in 1154 

terms of cost, constructability, operational impacts, and other factors. 1155 



June 2021 DRAFT FOR PUBLIC REVIEW AND COMMENT AC 150/5190-4B  

2-24 

 

2.2.4.8 FAA Assessment of the Airport Sponsorôs Alternatives Evaluation. 1156 

2.2.4.8.1 The FAA expects the airport sponsor to submit their alternatives evaluation 1157 

to the ADO (or Airports Regional Office for regions that do not have 1158 

ADOs).  The ADO will review and provide a response to the evaluation. 1159 

However, for any unusual cases, the ADO will consult with the Regional 1160 

Office and, if necessary, FAAôs Airport Planning and Environmental 1161 

Division (APP-400) for FAA Headquarters review.  Depending on the 1162 

circumstances, APP-400 will also include the Airport Engineering Division 1163 

(AAS-100) and the Compliance Division (ACO-100) in Headquarters 1164 

review. 1165 

2.2.4.8.2 The ADO must assess the sponsorôs alternatives evaluation and 1166 

recommendations for any ALP change or airspace determination that 1167 

involve new incompatible use or development within an airport RPZ.  The 1168 

ADOôs assessment will  ensure that the sponsor provides a comprehensive 1169 

evaluation that includes the appropriate items from Section 2.2.4.7, and that 1170 

the sponsor has met the expectations described in Table 2-2 or Table 2-3, 1171 

as applicable. 1172 

2.2.4.8.3 It is not the FAAôs decision whether the sponsor should accede to a new 1173 

incompatible land use.  Rather, FAAôs assessment is limited to whether the 1174 

airport has made an adequate effort to pursue and give full consideration to 1175 

appropriate and reasonable alternatives.  The FAA will not approve or 1176 

disapprove the airport sponsors preferred alternative.  The FAA will only 1177 

evaluate whether the sponsor has completed an acceptable level of 1178 

alternatives analysis before the sponsor makes the decision to allow or not 1179 

allow the proposed land use within the RPZ.  In some cases, coordination 1180 

with other federal, state, or local agencies may be necessary.  1181 

2.2.4.8.4 If the FAA agrees that the sponsorôs alternative analysis is acceptable, then 1182 

the FAAôs ALP approval, if any, or airspace determination must include the 1183 

following statement: 1184 

ñThis ALP approval (and/or airspace determination) does not constitute 1185 

FAA approval of incompatible land uses within any Runway Protection 1186 

Zone.  Nor does it relieve the airport sponsor of its obligations under 1187 

Assurances 19 and 21.  Rather, it represents a conclusion by the FAA 1188 

that the sponsor has conducted a sufficient level of analysis to make its 1189 

own decision about the risks associated with the proposal.ò  1190 

2.2.4.8.5 If the FAA determines that the sponsorôs alternatives analysis is 1191 

insufficient, then the FAA will provide the appropriate feedback and 1192 

guidance. 1193 
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2.2.5 Local Regulation of Concentrations of People (Development Density). 1194 

2.2.5.1 The number of people concentrated in an area near an airport is the land use 1195 

characteristic tied most closely to the consequences of aircraft accidents.  1196 

The most direct method of reducing the potential severity of an aircraft 1197 

accident to the people and property in proximity to an airport is to limit the 1198 

maximum number of structures and/or people in areas close to an airport.  1199 

Limiting the number of structures around airports may also reduce the 1200 

severity of an aircraft accident to passengers on board the aircraft.   1201 

2.2.5.2 There are two types of accidents that have the potential to impact land uses 1202 

near the airport.  One is an accident where the aircraft is descending, but is 1203 

flying largely under directional control of the pilot.  The other is one 1204 

involving a loss of control.  Limits on usage densityðthe number of 1205 

structures/people per acreðare most effective when they account for both 1206 

types of potential aircraft accidents.  1207 

2.2.5.3 Concentrated populations present a greater risk for severe consequences in 1208 

the event of an uncontrolled accident at that location.  The risk is even 1209 

greater when the land use includes occupants with limited mobility or who 1210 

need supervision or assistance in evacuating, such as hospital patients or 1211 

schoolchildren.  1212 

2.2.5.4 Limiting the average usage density over a site, coupled with designated 1213 

areas of open space, reduces the risks associated with either type of 1214 

accident.  Land use compatibility policies need to address both of these 1215 

circumstances.  In some instances, states have published airport land use 1216 

compatibility measures, including allowable density levels.  Figure 2-8 1217 

illustrates the densities within the 2011 California Airport Land Use 1218 

Planning Handbook, which is often the most widely referenced document 1219 

for land use compatibility densities.  For military airports, safety 1220 

recommendations are included as part of the AICUZ (Air Installation 1221 

Compatibility Use Zones) program (see Section 2.2.2.7.2).   1222 
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Figure 2-8. Typical Use Densities 1223 
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 Source: Based on California Airport Land Use Planning Handbook, 2011. 1226 

 1227 

2.2.5.5 In general, the lower the density, the greater the level of compatibility a use 1228 

will have with aircraft operations.  In many instances, an airport and the 1229 

local community should evaluate density near an airport, taking into 1230 

account the density of the overall area.  For example, if a GA airport is 1231 

located well outside of a developed area and there are expanses of open 1232 

space that border the airport, it is important to establish land use controls 1233 

that will maintain this open area and establish low permissible densities for 1234 

the area around the airport.  In comparison, in most developed areas where 1235 

large amounts of development may have already taken place and higher 1236 

residential densities and nonresidential intensities are more likely, the goal 1237 

would be to require any ensuing development to be at or below the current 1238 

levels.  This essentially focuses on making the current situation no worse.  1239 

Figure 2.9 illustrates some general levels of density ï high, medium, and 1240 

low - as it relates to residential land uses.  1241 
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Figure 2-9. Residential Samples of Densities 1242 

 1243 

2.2.5.5.1 In instances where structures and development can be relocated on a parcel 1244 

to allow for optimal open space within the approach and departure areas of 1245 

an airport, the more compatible a use will be with aircraft operations.  1246 

Maintaining or creating open space within areas of aircraft movement is 1247 

critical, as it provides clear areas where aircraft can land in the event of an 1248 

emergency.  Figure 2-10 illustrates a sample modified parcel layout to 1249 

minimize development within a runwayôs approach slope, using the same 1250 

square footage of area within the space.  Note that the lots are obviously 1251 

smaller with more open/common space, which may require special use 1252 

permits or some form of local approval that is often tied to an airport zoning 1253 

ordinance or overlay zone. 1254 

Figure 2-10. Modified Parcel Layout 1255 

1256 










































































































































































