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meeting notes 

project Naples Airport 14 CFR Part 150 Study project no. D201901520.02 

date December 14, 2022  time 11:00AM 

present See Below route to File 

subject Federal Aviation Administration and Naples Airport Authority Briefing 

1. Introductions 

The meeting started with an introduction of the attendees listed below.   This meeting was originally scheduled 

for October 4, 2022, but was rescheduled due to the impacts of Hurricane Ian. 
 

Federal Aviation Administration (FAA) Attendees: 

• Michael O’Harra, Regional Administrator 

• Maria De Rosa, Office Administrator to Regional Administrator 

• Andreese Davis – Eastern Service Center, Atlanta 

• Mike Dukes, Chief Engagement Officer 

• Juan Fuentes, General Manager, FAA Miami District 

• Kristen Leak, Airspace and Procedure support, Miami District 

• Joe Molsen, Southwest Florida International Airport (RSW) Air Traffic Manager 

• Anthony Failla, RSW Air Traffic/NATCA rep 

• Frank Asaro, RSW Air Traffic 

• Dan Hendrickson, RSW Ops Supervisor 

• Bart Vernace, Manager, Orlando Airports District Office (ADO) 

• Peter Green, Environmental Program Specialist, Orlando ADO 

• Shane Jackson, Chief Engagement Officer (virtual) 

Robinson Aviation (Naples Airport Air Traffic Control Tower) Attendees: 

• Chris Reynolds, APF Air Traffic Control  

• Jim Slate, National Operations Manager (virtual) 

• Michelle Greer, Area Manager (virtual) 

• Steven Smith (virtual) 

 

Naples Airport Authority (NAA)/City of Naples Attendees: 

• Chris Rozansky, NAA Executive Director 

• Justin Lobb, NAA Deputy Director of Aviation 

• Zac Burch, NAA Community Engagement/Communications Manager 

• Jay Boodheshwar, City Manager, City of Naples 

• Kevin Karpe, DVAC 

• Michael Arnold, ESA 

• Autumn Ward, ESA (virtual) 



 
Federal Aviation Administration and Naples Airport Authority Briefing 

2 

2. Air Traffic Control Operational Briefing   

To better understand the operational environment at Naples Municipal Airport (APF), the NAA requested a 

briefing on how Air Traffic Control (ATC) manages the airspace, and what procedures they employ to facilitate 

the safe and expeditious flow of traffic arriving and departing the airport. The operational briefing discussed the 

topics below. 

 

FAA provided a broad overview of the RSW airspace including radar tracks for the main traffic flows in the area. 

While the community only sees APF’s traffic, there is a lot more to the airspace. FAA noted that the Terminal 

Radar Approach Control (TRACON) manages an approximately 60-mile radius. The upper northwest edge of 

airspace north of RSW is controlled by Tampa TRACON, the remainder of the airspace interfaces with Miami 

Air Route Traffic Control Center (ARTCC). 

 

APF Runway 5 

Runway 5 departure and arrival procedures were reviewed, and the following summary details were provided: 

• Most arrival traffic comes from the north. 

• 70-80% of aircraft come in from SHFTY (down the center of the state), SHFTY ends at TIOFF; not many 

use MOOKY or MARCI. 

• The downwind leg is parallel to the runway, with an approximate altitude of 3,000’; the published 

SHFTY STAR conflicts with the 060 heading approximately 6-7 miles from the runway end. 

• Generally, aircraft that are east of Charlotte use SHFTY; or PIKKR if you're west of Charlotte. 

• ATC separates traffic by 3 miles to ensure safety of the airspace through adequate separation of aircraft.  

• Jet arrivals are on final approach by 5 miles away. Not many jets can have a stable approach with less 

than that; 5 miles is approximately the last 90 seconds of flight. 

• Approaches hit the final approach fixes prior to final approach.  

• Flight schools and Caribbean traffic often use the Very High Frequency Omni-Directional Range (VOR) 

approach; the VOR is also a backup system for when GPS is inoperative. 

• FAA also confirmed that the Florida West Coast Airspace Redesign (FLOWCAR, October 2008) 

changed the routing of aircraft from along coast to most aircraft coming down the center of the state. 

 

During the FAA’s review of Runway 5 departure and arrival procedures, the following airspace conflicts were 

identified: 

• Aircraft average 180-210 knots; this results in aircraft closing in on each other quickly (departures and 

arrivals). 

• Arrival aircraft pass to the south of the airport on the downwind at approximately 3,000’ while departure 

aircraft are climbing to 2,000’ on a converging 060 heading. 

• If aircraft operate at the same altitude, the only option would be to use turning vectors. 

• If departures on Runway 5 used a runway heading instead of 060, the altitude conflicts would be further 

north (approximately 15 miles).  

 

APF Runway 23 

Runway 23 departure and arrival procedures were reviewed, and the following summary details were provided:  

• Many departures use the CSHEL departure.  

• RNAV arrival procedure along the coast are broken off around 4,000-5,000’ for arrival. 

• FAA described that procedures are set at different altitudes; if the systems fail, the aircraft still have 

altitude for protection (this is true for all operations; not exclusive to Runway 23). 

• While the FAA did not have Runway 23 south/east departure flight tracks, they indicated that they would 

provide them. 

• Jets heading east will typically fly north to get routed east by ARTCC.  

• Many of Runway 23 southbound departure tracks currently go straight out on Runway 23 and then turn 

left versus 270 and then right (Boca Raton and south). 
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• Aircraft operating on both Runway 23 and Runway 5 have missed approach/holding patterns at 3,000’, 

located southwest and northeast of the airport; these areas need to be protected. 

 

Marco Island Executive Airport (MKY) 

FAA provided an overview of MKY’s procedures, and the following airspace conflicts were identified: 

• There are hot spots/conflicts where APF and MKY operations overlap. 

• The holding pattern for MKY is at 3,000’ and places aircraft over Naples Airport. 

• MKY also uses a SHFTY arrival. 

• The public often doesn’t understand the airspace challenges between APF and MKY. 

 

Departure and Arrival Transition Areas 

FAA discussed the transition areas, including efficiency of the airspace as well as options. The discussion 

included the following points: 

• For approaches to Runway 05, there is some flexibility with the SHFTY, to accommodate early turns if 

requested.  

o Aircraft are approximately at 3,000’. 

o There is room to maneuver aircraft to avoid delay (having aircraft turn early or go farther over 

the water and delay the turn to final); increases options for getting aircraft in and out of APF. 

• For Runway 23 departures, many use the CSHEL procedure. 

o NAA noted the first 1.5mi+ of this departure procedure is a major concern for the community and 

inquired about getting aircraft to a higher altitude quicker. NAA also requested this for all 

runways and noted universal community support for higher/faster/sooner departures. FAA made 

the following observations/comments in response to this inquiry: 

▪ If you increase arrival glidepath angle 1/2-degree over 1.8mi only results in climbing 

125'. 

▪ More thrust is required, potentially increasing noise. 

▪ NAA suggested flying a Noise Abatement Departure Procedure (NADP) would be 

beneficial. This will help the community and aircraft as aircraft climb to 3,000' (or 4,000' 

where possible).  

▪ FAA acknowledged needing to clearly explain to the community why certain measures 

can or can’t be implemented. 

 

3. FAA/NAA Questions & Answers  

The FAA provided answers to several questions NAA had related to potential noise abatement measures. 

 

Q: What are the safety issues requiring aircraft to be handed off at 2,000’? Could it be 3,000’ or higher? 

• Initial departure climb is 2,000’ for safety and efficiency.  

• There are a number of reasons why the ceiling is what it is (missed approaches, other traffic, other 

airports, VFR traffic).  

• FAA will look at the metrics at how many are held down. The period FAA looked at had 23% held down 

between 1,900-2,100’ – this was likely for safety, or needing an aircraft to hold for crossing traffic.  

o While it may be challenging to raise the ceiling, FAA indicated that it could try to decrease the 

number of aircraft held down. 

o It’s safer to get aircraft up and out. ATC does not want aircraft held at 2,000’. The 2,000’ is 

meant as an initial altitude, not a hold down. ATC wants aircraft to climb to 10,000’.  

o Several variables affect the operation daily (overall demand in Florida, weather, construction, 

etc.). 

• It was reiterated that the initial altitude could potentially be increased; this is not an airspace change and 

would be easier to accommodate aircraft climbing higher/faster/sooner than by changing published 

procedures. 
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• It was noted that climbing to 3,000’ may increase the thrust, but that combining with an NADP would 

mitigate noise concerns. 

 

Q: Does the 060-departure heading impact departure altitudes/hold downs? 

• Yes, the 060 heading conflicts with the SHFTY arrival. 

• There was discussion about the origin of the 060 heading; NAA noted they found out about the change, 

which was requested by a community, after it was implemented.  

 

Q: Could aircraft altitude be increased for arrivals? 

• FAA noted that the Florida airspace is very congested; however, changes to arrival/airspace are being 

addressed as other conflicts are resolved. It’s only a matter of time, particularly with noise and emission 

benefits, that arrival altitudes will be increased. 

• Higher arrival altitudes are used elsewhere (Optimized Profile Descent (OPD) procedures) when facilities 

are not busy. At RSW, OPD procedures are used and terminate at 10,000’ and aircraft are then vectored 

in for final approach. 

• The safety and efficiency of blending arrivals was discussed.  

• At this time, there is no equipment that the RSW ATC could have to make this easier. 

• Increasing the glideslope appears possible for all runway ends except for Runway 14 which appears to 

conflict with RSW. To be confirmed by the FAA. 

 

Q: Can alternative runway headings be implemented? 

Goodlette Road route: 

• The FAA indicated that they could potentially change the departure heading 5 degrees to the right before 

conflicting with RSW traffic. It is not known if this would be effective in making aircraft turn earlier 

though. It was mentioned that there could be an educational component with pilots as part of the Fly 

Quiet Program. 

• A waypoint or area navigation (RNAV) off the ground could be created to help center aircraft in the 

corridor. It would potentially concentrate aircraft over some residences though. Given how close the 

corridor is to the runway end, it’s not clear if aircraft would be able to make the turn. 

• FAA noted there needs to be a balance between the concentration of aircraft and dispersal for the 

community.  

• FAA inquired whether the community supported this change. 

o NAA noted it has been supported by the Technical Advisory Committee and Noise Compatibility 

Committee. 

o FAA noted that the ADO has received comments from the public mentioning to shift flight tracks 

over the golf course.  

o If there is pushback from the community once implemented, they will point to NAA. 

• FAA will work out an initial concept for evaluation. 

 

Naples Bay route: 

• May not be flyable due to the initial turn and narrowness of the corridor. 

o FAA procedures require pilots to be at a certain altitude before an initial turn; it doesn't look like 

aircraft could make that turn. 

o ATC can't just vector aircraft on a heading at a specific location like the bay. 

o Waypoints may not be possible that close to the Airport. 

o Having a Waypoint over a community is a concern because it would concentrate aircraft. The 

FAA asked whether there is community support for concentrating aircraft. 

o There is a Line-of-Sight issue with the community (e.g., that plane is over my house – even 

though it's not). FAA noted there are a lot of homes along the bay. 
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o ATC needs something actionable; FAA will review a preliminary concept to determine whether it 

would even be possible (flyable). 

• FAA ADO noted that this is one of the most contentious issues in Naples. There is a need for community 

involvement if this moves forward. This change could result in litigation. 

 

Q: Can air traffic be slowed down to manage arrival rates? 

• This is not related to the Part 150 Study; this is related to operational concerns at APF. 

• NAA noted operations frequently exceed 30+ arrival operations per hour during peak periods of activity. 

• FAA does not want more than 20 arrivals per hour for APF. FAA will review ‘busy days’ to determine 

why this arrival rate is exceeded.  

• NAA noted this was previously requested and it was working well; however, it is now being applied less 

consistently. 

o If there's a higher arrival rate, JAX is probably having en trail departures and the entire system is 

overloaded. 

o NAA noted that when this was started (the 20 aircraft arrival rate), APF had fewer ground delays.  

o FAA agreed to focus on the 20 aircraft arrival rate. 

 

Q: Could APF be reclassified as Class C Airspace? 

• Class C airspace would have more negative than positive consequences: 

o Larger aircraft could be vectored around / in holding patterns over Naples because of the VFR 

operations. 

o Sarasota International Airport is Class C, they only “own” up to 1,100'; Tampa TRACON owns 

1,200-4,000'. Just because it's Class C doesn't mean you'd get a higher ceiling.  

o RSW only owns up to 2,000'; TRACON owns 2k-4k'. 

o RVA operates towers with Class C airspace at Harlingen, Texas and Northwest, Arkansas. The 

ATC Towers have a limited ceiling, and then the ARTCC controls above the tower airspace, like 

the examples above. 

• It would protect from unknown VFRs. 

 

Q: Are there additional noise mitigation measures that could be considered? 

• Required Navigation Performance (RNP) procedures could be developed for Runway 5/23, as well as 

RNAV off the ground. These procedures would concentrate aircraft in a very narrow corridor though 

which is only effective if you have compatible land use corridors around the airport. 

• Departure headings would be established through a Letter of Agreement between APF and RSW ATCs. 

o No changes to departure headings until Part 150 Study recommendations have been formalized. 

• The FAA ADO noted that the City of Naples wants to spread the pain, but it will be important to get the 

community to figure out what is best for everyone. 

 

Q: Can FAA consider Naples City Council’s recommendations? 

• NAA noted that raising/removing the 2,000’ hold down and the increased arrival altitude 

recommendation are universally accepted/endorsed by the community. 

• Regarding increasing use of the crosswind runway: 

 

o A lot of companies (corporate jets) have a policy that the longer runway must be used if it's open.  

o NAA noted that when the winds are 5 knots or more for crosswind, Runway 5/23 is still used 

more. Smaller aircraft will have to request Runway 14/32 when the winds are approaching 10 

knots, as ATC is still using Runway 5/23.  

o FAA noted they don't solicit pilots to use Runway 5/23 when ATC is using Runway 14/32. 

However, ATC will accommodate a pilot's request for Runway 5/23. 
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o FAA noted that at 20% of operations on the crosswind, it starts to increase noncompatible land 

use. How do you manage that? 

▪ NAA noted that currently only 11% of jets use the crosswind; 15-20% of jets would be 

okay (would not impact noncompatible land use). 

o FAA can’t operate both runways simultaneously. 

o FAA is trying to understand feasibility; how this is/can be managed. How do you mitigate the 

workload? Increase staffing? 

 

4. Part 150 Status 

• FAA is reviewing the Preliminary Draft Noise Compatibility Program Report. 

 

5. Action Items  

• FAA to provide today’s presentation to NAA. 

• FAA agreed to conduct 'feasibility concepts' to assist the NAA before any formal changes to flight 

procedures were submitted through the IFP Gateway. 

• FAA to conduct feasibility of concepts for a southern route (180-degree heading)/RNAV off Runway 23 

down the bay to determine feasibility (Boca destinations and to south. Flight plan for 9,000 feet or lower) 

as well as evaluating feasibility of concepts for a turn to 360-degrees from Runway 32. 

• FAA to provide an understanding how arrival streams have changed over time. 

• FAA to look at one year of data for the hold downs (both percentage and actual numbers of aircraft). 

• FAA to investigate OPD procedure potential and timeline. 

• FAA to review the Goodlette Road earlier turn feasibility.  

o Potentially promote at the APF ATC level. 

• FAA to informally review departures from Runway 23 to increase procedure altitude. 

• FAA will investigate whether a 3.5-degree arrival glideslope could be implemented for all except 

Runway 14 end. 

• FAA requested community involvement for any potential airspace changes to ensure community-wide 

support. 

 


