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Appendix G

IMPLEMENTATION MATERIALS

The materials in this appendix are for
use in implementing the Noise
Compatibility Program for Phoenix Sky
Harbor International Airport and
include the following:

® National Business Aviation
Association (NBAA) Noise
Abatement Procedures;

G-1

Federal Aviation Administration
Advisory Circular 91-53A Noise
Abatement Departure Profiles;

Model Subdivision Regulations
Amendment;
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NATIONAL BUSINESS AVIATION ASSOCIATION (NBAA)
STANDARD NOISE ABATEMENT DEPARTURE PROCEDURE

At 1,000 feet AFL,

accelerate to final
segment speed (Vfs)
“and retract flaps. Power |
reduced to a quiet climb

setting while
maintaining 1,000 FPM
maximum climb rate st SR S
and airspeed not to Above 3,000 feet AFL,
exceed 190 KIAS until normal climb schedule
| reaching 3,000 feet % resumed with gradual | -
AFL. If ATC requires | application of climb ES
level off prior to : power.

reaching 3,000 feet
AFL, power must be
reduced so as not to

Maximum practical rate excesd 190 KIAS. e
of climb at V2+20 KIAS g e
to 1,000 feet AFL with

takeoff flap setting. o

3,000 |
1,000 =

END OF AIRPORT
RUNWAY BOUNDARY

AFL - Above field elevation

ATC - Air traffic control

FPM - Feet per minute
KIAS - Knots, indicated airspeed |-

Note:  Itis recognized that aircraft performance will differ with aircraft
type and takeoff conditions; therefore, the business aircraft operator
must have the latitude to determine whether takeoff thrust should
be reduced prior to, during, or after flap retraction.

Source: National Business Aviation Association (NBAA),
"NBAA Noise Abatement Program," January 1, 1993.

For copies of the NBAA's noise abatement program,
suitable for insertion into pilot flight manuals, contact:

NBAA, Inc.

1200 Eighteenth St., NW
Washington, D.C. 20036
Phone: 202-783-9000
FAX: 202-331-8364
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Exhibit G1
NATIONAL BUSINESS AVIATION
ASSOCIATION (NBAA) STANDARD NOISE
ABATEMENT DEPARTURE PROCEDURE
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NATIONAL BUSINESS AVIATION ASSOCIATION (NBAA)
APPROACH AND LANDING PROCEDURE VFR & IFR

Landing gear retracted,
minimum approach flaps
and minimum airspeed
1.3Vs+20 KIAS.

Landing gear extension at
the FAF or not more than 4
| miles from runway threshold.

M Final flap configuration

delayed at pilot's discretion to
enhance noise abatement.

4

Minimum reverse thrust used,
consistent with safety.

RUNWAY
THRESHOLD

tnbound fllght path should not requnre more than a 20 degree bank angte to follow n0tse abatement track'
Observe all atrspeect Itmttatlons and ATC mstructlons ey R if" '

Initial tnboun,d altitude for noise _'abatement areas will be a descehdirtg path from 2,500 feet AGL or higher.
Maintain minimum airspeed (1.3Vs+20 KIAS) with gear retracted and minimum approach flap setting. -

At the ftnal approach fix (FAF) or not more than 4 mtles from runway threshold extend tandtng gear. Final

- landing flap configuration should be delayed at pilot's discretion to enhance noise abatement.

During landing, use minimum reverse thrust consistent with safety for runway conditions and available length.

Source: National Business Aviation Association (NBAA),
“NBAA Noise Abatement Program," January 1, 1993.

For copies of the NBAA's noise abatement program,
suitable for insertion into pilot flight manuals, contact:

NBAA, Inc.

1200 Eighteenth St., NW
Washington, D.C. 20036
Phone: 202-783-9000
FAX:  202-331-8364
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Exhibit G2

NATIONAL BUSINESS AVIATION
ASSOCIATION (NBAA) APPROACH AND
LANDING PROCEDURE VFR & IFR




A - Advisory

U.S. Department
of Transportation

| Circular

Administration

Subject: NOISE ABATEMENT DEPARTURE Date: 7/22/93 AC No: 91-53A
PROFILES Initiated by: AFS-400

1. PURPOSE. This advisory circular (AC) describes acceptable crteria for safe noise abatement departure
profiles (NADP) for subsonic turbojet-powered airplanes with a maximum certificated gross takeoff weight
of more than 75,000 pounds. These procedures provide the user with one means, although not the only
means, of establishing acceptable NADP's. These departure profiles are consistent with the airworthiness
standards required by the Federal Aviation Regulations (FAR's) Part 25 for type certification and FAR Part 91
for general airplane operations. This AC also provides a technical analysis and description of typical departure
profiles that are consistent with the Federal Aviation Administration’s (FAA's) safety responsibilities and
have the potential to minimize the airplane noise impact on communities surrounding airports.

2. CANCELLATION. AC91-53, Noise Abatement Departure Profile, dated October 17, 1978, is canceled.
3. RELATED READING MATERIAL.
a. FARParts 25,91, 121, 125, 129, and 135.

b. U.S. Department of Transportation, Federal Aviation Administration Environmental Assessment for
AC 91-53A. Copies may be obtained from the Office of Environment and Energy, FAA, 800 Independence
Avenue SW., Washington, DC 20591.

¢. FAA Analysis of Noise Abatement Departure Procedures for Large Turbojet Airplanes. Copies may
be obtained from the Office of Environment and Energy, FAA, 800 Independence Avenue SW., Washington,
DC20591.

d. County of Orange, California, Environmental Impact Report #546. Copies may be obtained from
County of Orange, Environmental Management Agency, 12 Civic Center Plaza, P.O. Box 4048, Santa Ana,
CA 92701-4048.

4. BACKGROUND.

a. For several years, the FAA has worked to develop and standardize profiles to minimize airplane
noisc. As part of that commitment, the FAA has worked with airport managers, airplane operators, pilots,
special interest groups, and Federal, State, and local agencies in numerous programs for evaluating noise
levels in the airport environment. The rescarch considered a variety of departure flight tracks and profiles.

b. From an cnvironmental standpoint, avoiding noise sensitive arcas by using preferential noise abatement
runways and flight tracks whenever possible can effectively supplement a comprehensive noise abatement
program. The FAA telieves that using the two NADP's described in this AC for subsonic turbojet-powered
airplanes can provide environmental benefits to the airport communities. The profiles outline acceptable criteria
for speed, thrust settings, and airplane configurations used in connection with NADP's. These NADP's can
be combined with preferential runway selection and fli ghtpath techniques to minimize noise impact.
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¢. FAA rcviews of varous aimlanc vertical NADP's indicate that some intricate NADP's have been
developed on an airport specific basis. The management of these intricate profiles could compromise the
pilot's attention to interior flight deck details, traffic avoidance, and other safety responsibilities.

5. DEFINITIONS.
a. NADP. Noisc abatement departure profile.

b. Close-in Community NADP's. NADP’s for individual airplane types intended to provide noise
reduction for noise scnsitive arcas located in close proximity to the departure end of an airport runway.

¢. Distant Community NADP's. NADP’s for individual airplane types intended to provide noise reduc-
tion for all other noise sensitive areas.

d. AFE. Above ficld elevation.

6. NADP’s. Acceptable criteria have been established for two types of NADP's for each airplane type,
as defined for usc by each airplanc operator. These departure profiles are applicable to all types of subsonic
turbojet-powered airplanes over 75,000 pounds gross takeoff weight. The two types of NADP's are the “‘close-
in'* and *‘distant’’ profiles as described below.

a. Close-in NADP.

(1) Initiate thrust cutback at an altitude of no less than 800 feet AFE and prior to initation of
flaps or slats retraction.

(2) The thrust cutback may be made by manual throttle reduction or by approved automatic means.
The automatic means may be armed prior to takeoff for cutback at or above 800 feet AFE or may be
pilot initiated at or above 800 fect AFE.

: (3) For airplancs without an operational automatic thrust restoration system, achieve and maintain
no less than the thrust level necessary after thrust reduction to maintain, for the flaps/slats configuration
of the airplane, the takeoff path engine-inoperative climb gradients specified in FAR Section 25.111(c)(3)
in the event of an engine failure.

(4) For airplanes with an operational automatic thrust restoration system, achieve and maintain no
less than the thrust level necessary after thrust reduction to maintain, for the flaps/slats configuration of
the airplane, a takeoff path engine-inoperative climb gradient of zero percent, provided that the automatic
thrust restoration system will, at a minimum, restore sufficient thrust to maintain the takeoff path engine-
inoperative climb gradients specified in FAR Section 25.111(c)(3) in the event of an engine failure.

(5) During the thrust reduction, coordinate the pitchover rate and thrust reduction to provide a
decrease in pitch consistent with allowing indicated airspeed to decay to no more than 5 knots below the
all-engine target climb speed and, in no case to less than Vj for the airplane configuration. For automated
throttle systems, acceptable speed tolerances can be found in AC 25-15, Approval of Flight Management
Systems in Transport Category Airplanes.

(6) Maintain the speed and thrust criteria as described in subparagraph 6 a(3) through 6a(5) to
3,000 feet AFE or above, or until the airplanc has been fully transitioned to the en route climb configuration
(whichever occurs first), then transition to normal en toute climb procedures.

b. Distant NADP,

(1) Initiate flaps/slats retraction prior to thrust cutback initiation. Thrust cutback is initiated at an
altitude no less than 800 fect AFE.

G-3
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(2) The thrust cutback may be made by manual throttle reduction oc by approved automatic ncans.
The automatic means may be anmed prior to takeoff for cutback at or above 800 fect AFE or may be
pilot initiated at or above 800 fect AFE.

(3) For airplancs without an operational automatic thrust restoration system, achieve and maintain
no less than the thrust Ievel neeessary after thrust reduction to maintain, for the flaps/slats configuration
of the airplane, the takeoff path cnginc-inoperative climb gradients specificd in FAR Section 25.1 11(c)(3)
in the event of an enginc failure.

(4) For airplancs with an operational automatic thrust restoration system, achieve and maintain no
less than the thrust level necessary after thrust reduction to maintain, for the flaps/slats configuration of
the airplane, a takeoff path engine-inoperative climb gradient of zero percent, provided that the automatic
thrust restoration system will, at a minimum, restore sufficient thrust to maintain the takeoff path engine-
inoperative climb gradients specified in FAR Scction 25.111(c)(3) in the event of an engine failure.

(5) During the thrust reduction, coocdinate the pitchover ratc and thrust reduction to provide a
decrease in pitch consistent with allowing indicated airspeed to decay to no more than S knots below the
all-engine target climb speed and, in no casc to less than Vg for the airplanc configuration. For automated
throtde systems, acceptable speed tolerances can be found in AC 25-15, Approval of Flight Management
Systems in Transport Category Airplancs.

(6) Maintain the speed and thrust criteria as described in subparagraph 6b(3) through 6 b(s) to
3,000 fect AFE or above, or until the airplanc has been fully transitioned to the en route climb configuration
(whichever occurs first), then transition to normal en route climb procedures.

7. OPERATIONAL GUIDELINES.

a. Each airplane opcrator may apply the procedures specified in this AC to determine the following
forcach of its airplanc types:

(1) Close-in community NADP.
(2) Distant community NADP.

b. For cach NADP, the airplane operator should specify the altitude AFE at which thrust reduction
from takeoff thrust or airplanc configuration change, excluding gear retraction, is initiated.

¢. Each airplanc operator should limit the number of NADP's for any airplane type to no more than
two.

d. Each airplane operator is encouraged to use the appropriate NADP when an airport operator requests
its usc to abate noise for either a close-in or distant community.

e. This AC should not be construed to affect the responsibilitics and authority of the pilot in command
for the safc operation of the airplanc.

Agthony J. Brodcrick
Associate Administrator for Regulation and Certification
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MODEL SUBDIVISION REGULATIONS AMENDMENT

Section 1.0 Purpose

Section 2.0 Definitions

Section 3.0 Area of Applicability
Section 4.0 Plat Notice

Section 5.0 Avigation Easement
Section 6.0 Fair Disclosure Agreement

SECTION 1.0 PURPOSE. This chapter is intended to protect the public health,
safety and welfare by regulating development and land use within noise sensitive
areas and airport hazard areas; to ensure compatibility between Phoenix Sky Harbor
International Airport and surrounding land uses; and to protect the Airport from
incompatible encroachment.

SECTION 2.0 DEFINITIONS.

2.1 Airport Planning Area: The area currently exposed to aircraft noise and low
aircraft overflights and at risk of being exposed to aircraft noise and low overflights
over the long-term future. It is presented in the Noise Compatibility Plan. See the
F.AR. Part 150 Noise Compatibility Study for Phoenix Sky Harbor International
Airport for more information.

2.2, Day-Night Sound Level (DNL): The 24-hour average sound level, in decibels,
for the period from midnight to midnight, obtained after the addition of ten decibels to
sound levels for the periods between midnight and 7 a.m. and between 10 p.m. and
midnight, local time, as averaged over one year. It is the Federal Aviation
Administration’s standard metric for determining the cumulative exposure of
individuals to noise.

2.3 DNL Contour: Alinelinking together a series of points of equal cumulative noise
exposure based on the DNL metric. Such contours are developed based on aircraft
flight patterns, number of daily aircraft operations by type of aircraft and time of day,
noise characteristics of each aircraft, and typical runway usage patterns.

2.4. Decibel (dB): A unit of measure of a sound expressed from a calibrated sound
level meter using an A-level weighting scale.

2.5 Structure: Any object, whether permanent or temporary, including, but not
limited to, a building, tower, crane, smokestack, earth formation, transmission line,
flagpole, or ship mast, and includes a mobile object.



SECTION 3.0 AREA OF APPLICABILITY. For purposes of this chapter, the
standards and requirements provided herein shall apply within the Airport Planning
Area.

SECTION 4.0 PLAT NOTICE. A notice of potentially high aircraft noise levels shall
be affixed to and recorded with the final plat (or for a minor subdivision, the deed) for
properties in the Airport Planning Area. The notice shall be worded as follows:

"NOISE WARNING - All or part of this property is in an area potentially subject
to aircraft noise levels high enough to annoy users of the property and interfere
with its unrestricted use. Contact Phoenix Sky Harbor International Airport Noise
Abatement Coordinator for information regarding the most recently calculated
levels of current and forecast aircraft noise levels on the property."

SECTION 5.0 AVIGATIONAL EASEMENT. An avigational easement shall be
granted to the City of Phoenix before approval of the final plat or deed for all
subdivisions where required by the Zoning Ordinance.

SECTION 6.0 FAIR DISCLOSURE AGREEMENT. For all subdivisions, a fair
disclosure agreement shall be filed whereby the owner and his or her agents agree fully
to disclose to prospective buyers of the property the potential airport noise impacts to
which the property may be subject. This agreement shall be written and recorded as
a covenant running with the land, binding all succeeding owners of the property within
the subdivision.



