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U.S. Department of Transportation (DOT)
1200 New Jersey Avenue SE

Room W12-140

West Building Ground Floor

Washington, DC 20590-0001

Re: Request for Comments on the Federal Aviation Administration’s Review of the Civil Aviation Noise Policy,
Notice of Public Meeting [Docket number: FAA-2023-0855]

The City of Naples (City) and the City of Naples Airport Authority (Authority; collectively with the City, NAA) have
reviewed the April 28, 2023, Request for Comments on the Federal Aviation Administration’s Review of the Civil
Aviation Noise Policy’. The Naples Airport Authority is the sponsor of the Naples Municipal Airport and is an
independent government agency whose Board is appointed by the City of Naples, which is also the lessor of the
property on which the airport is located. Both the City and the Authority applaud the Federal Aviation
Administration (FAA) for soliciting input from the public on the important topic of aviation noise policy. We are
submitting this joint letter to provide comment on the following questions:

e Federal Register Question 4 - Averaging

e Federal Register Question 5 - Decisionmaking Noise Metrics
e Federal Register Question 6 - Communication

e Federal Register Question 10 - Miscellaneous

To assist in FAA's review, we have included the questions and provided our comments below.
Federal Register Question #4. Averaging.

DNL provides a cumulative description of the noise events expected to occur over the course of an entire year
averaged into a representative day, described as an Average Annual Day (AAD).

a. Do you believe an AAD is an appropriate way to describe noise impacts? Please explain why or why not.

APF is located in the noise sensitive community of Naples, Florida and is one of the busiest general aviation
(GA) airports in the United States, with approximately 119,000 operations recorded in 2022. More than 42
percent of airport activity in 2022 consisted of business jet aircraft, which is the primary driver of noise
concerns in the Naples community.

The jet activity at APF is highly seasonal and concentrated during the winter months. Further, the NAA
projects that jet traffic will continue to increase. Current regulatory policies require the use of the Day-
Night Average Noise Level (DNL) contours that are based on the Annual Average Day (AAD). The AAD does
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not reflect the noise exposure our residents experience during months of high seasonal activity, which
coincides with the time of year when residents enjoy Southwest Florida’s sub-tropical outdoor climate. In
an effort to provide transparency with the community, NAA has prepared seasonal contours, peak month
and peak day contours for informational purposes, and these contours have been favorably received by the
community as a better measure of actual noise impacts.

b. If not, what alternative averaging schemes to AAD should be considered and why? What information would the
use of an alternative averaging scheme capture that AAD does not?

As an alternative to the current annual averaging scheme of AAD, the NAA requests that the FAA consider
the following for airports where there is considerable seasonal variation in aviation activity:
e Seasonal contours where the average day is based on three to four months (i.e., seasonal time
period) of peak aircraft activity in a year.
e Peak day contours where the average day is based on 30 peak days per year.

These alternative average days would allow airport sponsors to better understand (and more accurately
report) the noise exposure that the community is experiencing during times of high travel demand, which
is when the community is most sensitive to noise impacts.

Federal Register Question #5. Decisionmaking Noise Metrics.

The FAA currently uses DNL as its primary decisionmaking metric for actions subject to NEPA and airport noise
compatibility planning studies prepared pursuant to 14 CFR part 150.

a. Should different noise metrics be used in different circumstances for decisionmaking?

For over 50 years, the Authority has worked closely with the FAA to attempt to mitigate noise impacts from
aircraft on the community. To date, we have completed three noise studies under 14 CFR Part 150 and have
recently submitted our fourth study for FAA review. The shortcomings of a DNL based on the AAD are
highlighted by the fact that the recently submitted Noise Compatibility Program only includes one measure
that meets the FAA’s requirement of reducing noise impacts for 18 residents. Seven other measures were
identified for pursuit ‘outside of 14 CFR Part 150’ that would provide noise reduction benefits to thousands
of residents despite not reducing the DNL 60 (the threshold for compatibility adopted by the City and Collier
County). We support the use of DNL based on a seasonal or peak average day as a better decisionmaking
metric than the current AAD. We also recommend considering alternative metrics for GA airports (detailed
below).

b. If the answer to Question 5.a. is “yes,” please identify: the metric, the information it provides that DNL does not,
and explain when and how it should be employed by the FAA in its system ( e.qg., should the FAA use a noise metric
other than DNL to evaluate noise exposure in quiet settings, such as national parks, national wildlife and
waterfowl refuges, etc.)? Should this metric be used when the FAA is making decisions that affect noise in these
settings? Should this metric be used alone or in combination with another metric?

The Community Noise Equivalent Level (CNEL) includes an evening weighting or “penalty” of approximately
five (4.77) decibels for operations occurring between 7PM-10PM. Nighttime operations from 10PM-7AM
would remain the same as DNL, which include a ten-decibel penalty. CNEL has been adopted by the State



of California and accepted by the FAA for California noise analyses. Adopting CNEL nationally would also
reduce confusion among community members that don’t understand why California can use a different
metric that accounts for an additional penalty during the evening period due to an increase in noise
sensitivity during those hours.

NAA also recommends an additional metric or threshold be utilized in identifying, approving, and
implementing noise abatement procedure alternatives (e.g., in Part 150 Studies) beyond the DNL 65 dB
contour. There are often opportunities to reduce the noise exposure of aircraft on communities beyond the
DNL 65 dB contour, but generally, the Air Traffic Organization (ATO) will not support such measures unless
a noise reduction benefit can be demonstrated within the DNL 65dB contour. For example, the NAA is using
Sound Exposure Level (SEL) contours to consider aircraft procedure changes that could have a benefit
beyond the DNL 60 dB contour. When evaluating potential noise impacts for airspace changes, FAA’s ATO
models the DNL 45 dB contour in addition to DNL 60 dB and DNL 65 dB contours. While +/- DNL 5dB is
considered a reportable change within the DNL 45 dB to DNL 60 dB contours, FAA ATO in general has not
been receptive to supporting procedures that don’t provide a noise benefit beyond the threshold for
compatibility. This results in tremendous challenges when trying to work with FAA Office of Airports (ARP)
and ATO to consider procedures that would provide a benefit beyond DNL 60 dB contour.

The FAA should consider focusing on reportable noise — areas where aircraft are clearly audible, or a
secondary area of effect, which would not be eligible for sound insulation funding or similar programs but
would allow for the pursuit of noise abatement or administrative procedures with FAA. FAA should also
acknowledge that there are meaningful community noise concerns beyond the regulatory threshold, and
ATO should actively engage in the Part 150 Study process to consider measures that would provide a noise
reduction beyond the threshold for compatibility.

c. If the metric should be used in combination with another metric, please describe how they should be used
together for decisionmaking.

We strongly recommend considering alternative metrics or thresholds, particularly by ATO. Often,
opportunities for reductions in noise exposure are not close-in to an airport. As discussed above, ATO
typically will not consider impacts beyond the DNL 65 dB counter when designing flight procedures,
subjecting communities farther from the airport to adverse impacts. One example would be using SEL to
demonstrate the community benefits of a procedure change within SEL 75 dB contour.

d. If the answer to Question 5.a is “no,” should DNL remain the core decisionmaking metric or should another
metric be substituted in all circumstances?

We support DNL or CNEL as the primary decision-making metric; however, the average day should be based
on a seasonal or peak average day where the community and the airport sponsor show considerable
seasonal variability in activity and noise impacts. We also recommend allowing for secondary or alternative
metrics or thresholds that would enable analyzing noise abatement alternatives beyond the threshold for
compatibility, as discussed above.



e. How would the use of the metrics that you recommend support better agency decisionmaking? Please explain
and illustrate with specific examples how the use of the recommended metric(s) would benefit agency
decisionmaking.

The Naples area experiences a large population increase during the winter months, increasing by more than
40% in season. The winter months are also when many people spend their time outdoors in Florida,
resulting in noise exposure to the community that is diluted by using an AAD. Seasonal noise contours could
be used for City and County land use compatibility planning, sound insulation, and noise abatement flight
procedures.

Federal Register Question #6. Communication.

a. Please identify whether and how the FAA can improve communication regarding changes in noise exposure
(e.g., what information FAA communicates, where and with whom FAA communicates, what information methods
FAA uses to communicate and the venues at which FAA shares this information). Please explain your reasoning.

We recommend revising community messaging regarding impacts, including the level of annoyance based
on the Neighborhood Environmental Survey (NES). Continuing to rely on the Schultz Curve when the NES
has been widely circulated makes it appear that the FAA is ignoring the NES findings and in turn ignoring
community concerns.

In general, we believe that community engagement is lacking, or for ATO procedures, missing entirely. The
FAA should not rely on airport sponsors as primarily responsible for distributing communications where the
airport sponsor isn’t the responsible party. For example, redirecting community complaints about aircraft
procedures to the airport sponsor and telling community members to follow up with the airport sponsor as
it’s their responsibility is patently false. This has happened to the Authority through the regional
ombudsman, and is confusing to community members despite diligent work to provide clear messaging
about what is, and is not, within the Authority’s purview. Air Traffic Control (ATC) complaints should be
handled by the FAA and the ATO and clearly explain what falls within the FAA’s and airport sponsor’s
purview, respectively.

The Community Engagement Officer (CEO) role needs to be restructured and include supporting staff
identified for each Terminal Radar Approach Control (TRACON). Some community members are aware of
the role but do not receive feedback or timely responses. This position should be renamed and elevated to
a higher-level position. This position, with support from TRACON, should help bridge the gap among ATO,
Office of Airports, sponsors, communities, and other stakeholders. The person serving in this role should be
well educated regarding noise policy and federal laws to coordinate with airport sponsors for improved and
accurate messaging from the FAA. The position has also experienced a high level of turnover, further leading
to inconsistent and incorrect messaging and misinformation provided to the community. The FAA needs to
understand what is causing the rapid turnover and should seek to improve and stabilize this position to
provide consistent, meaningful dialogue with citizens and local governments.

We also recommend that FAA send representatives into the community on a more regular basis outside of
a Part 150 study process. FAA should be present and seen — including at Board, Roundtable or Community
meetings (where applicable). The Authority hosts countless community meetings, where FAA presence



would be welcomed by the Authority, the City, and the community. The Authority’s Noise Compatibility
Committee meets at least three times per year and would be the ideal setting for greater FAA participation.
Some examples for FAA to consider hosting include an in-person open house, radio/podcast or targeted
social media.

b. Should the FAA consider revisions to its policy on the use of supplemental noise metrics in the FAA’s NEPA
procedures? Please explain how this policy should be modified to improve FAA communication of noise changes
when the FAA is making decisions that affect noise. Please explain your reasoning.

Yes, FAA should consider the use of supplemental noise metrics in NEPA studies. Supplemental metrics help
provide additional information to the community and enable better understanding of potential impacts on
a single-event basis. In general, community members do not understand DNL, as it appears to diminish the
single-event experience. Allowing supplemental metrics provides transparency and also greater
understanding of potential effects related to the NEPA analysis for Socioeconomic Impacts, Environmental
Justice, and Children's Environmental Health and Safety Risks.

c. What information about the change in noise resulting from civil aviation operations (e.g., UAS or drones,
helicopters, fixed wing aircraft, rockets/commercial space transportation vehicles, and new entrant technologies)
should the noise metric communicate to the public? Please explain your reasoning.

The FAA needs to have a plan for a broad public awareness campaign and education. The time for FAA to
start coordinating with local governments is now, during the planning stage. While there are many
questions around emerging technologies, we are already hearing community complaints and concerns
about what is to come in the not-too-distant future.

d. Please explain how the public will benefit if the FAA implements your proposal in response to Questions 6.a and
6.b.

Many members of the community understand that not everything they would like to see happen is possible.
However, implementing the suggestions above would improve transparency, provide clear and consistent
messaging, and would help build a rapport with the community. Meaningful, direct interaction with the
FAA, in particular, will go a long way to help the community understand what options may be feasible based
on existing federal law as well as the process and timeline for pursuing those changes.

Federal Register Question #10. Miscellaneous.

What other issues or topics should the FAA consider in this review regarding noise metrics, the method of
calculating them, the establishment of noise thresholds, or FAA's method of communicating the change in noise
exposure? Please explain your response.

We have several recommendations that the FAA should consider when reviewing the noise policy and
communications with the public.

Noise Policy/Communication recommendations include:

e Airport sponsors often have different issues from each other. Focusing on GA airports for this
example, the types of complaints can vary between airports (e.g., private jets, helicopters).



Communities with limited air service may have broad support and view their airport as a lifeline
for the community, or there could be opposition because it’'s viewed as something for a select
group of users. For airports with seasonal characteristics, the peak periods could occur at
different times. Ultimately, it's important to not take a one-size-fits-all approach to noise policy
or communications with the public.

e When establishing different thresholds based upon community needs and expectations, with
the understanding that people have different experiences, consider using ambient noise levels
and consider establishing different thresholds for urban, suburban and rural areas.

e Given the above, airport sponsors should have the authority to implement reasonable
operational controls to moderate the annoyance associated with aircraft overflights on the
surrounding communities during peak seasonal and/or evening/nighttime periods. FAA should
work collaboratively with airport sponsors where the host community demonstrates a
documented community desire to implement reasonable capacity limits for certain types of
operations that have disproportional noise impacts that take into account the community’s
exposure and tolerance for overflights, especially during shoulder hours and the peak season.

e The Part 150 Study process provides unclear timelines related to FAA review periods and often
results in frustration for airport sponsors and their communities. For example, 14 CFR Part 150
does not provide a review period for the Noise Exposure Map determination. In order to avoid
delays for the Noise Compatibility Program (NCP), a 60-day review period for FAA
determination seems reasonable. The NCP does have a regulatory review period of 180 days
due to coordination among multiple FAA lines of business. The issue with this review is that the
FAA will not “accept” the Final NCP until it’s been through an administrative review process.
Presently, the Authority submitted the Final NCP in June, and it has still not been accepted by
FAA to begin the 180-day review process, even though the FAA had the opportunity to review
and comment on the Draft NCP prior to publication. Our community members and elected
officials do not understand how FAA’s “180-day review” could take more than a year,
depending on how long the FAA reviews the report prior to formally accepting and issuing the
Federal Register Notice beginning the official 180-day review.

Other recommendations include:

o We recommend FAA consider revising the FAA's mission to include sustainability: The mission
of the FAA is to provide the safest, most efficient, and sustainable aerospace system in the
world. Sustainability typically includes social, economic, and financial pillars. In this context,
FAA would expand its mission to consider community effects as well as noise and air emissions
as part of its mission.

e Consistent with the prior comment, we recommend that the FAA provide incentives to
operators to transition to newer, quieter, and more environmentally friendly aircraft. Such
incentives could include flexibility under 14 CFR Part 161 for local incentives to phase out older
generation aircraft during particular noise sensitive times of the day or year.

e Aircraft Noise — Information on a Potential Mandated Transition to Quieter Airplanes (GAO-20-
661) indicates that at the time of publication (August 2020), 96% of large airplanes in the U.S.
commercial fleet are able to meet Stage 4 or 5 standards. In our analysis, over 90% of the GA



jet fleet operating at APF would also be able to meet Stage 4 or 5 standards. Accordingly, we
recommend establishing a desktop recertification process for Stage 3 aircraft [that would meet
Stage 4/5]. Many community members are confused at how a Stage 3 aircraft could meet Stage
4 or 5 standards. It would be more accurate and transparent if there were a process that would
result in recertification, or at a minimum, more accurate noise stage reporting. Acknowledging
that new testing is costly, please consider a recertification process using an aircraft’s original
noise measurements; however, applying the Stage 4 and 5 noise standards to issue a new
certification if the aircraft meets a higher standard.

As a result of the ADS-B mandate, many Stage 3 GA aircraft have been phased out. In the last 3
years, the percentage of aircraft operating at APF that would only meet Stage 3 aircraft
standards decreased from 14% to less than 10%. There is a 17 dB difference between Stage 3
and Stage 5, and it is time to phase out Stage 3 aircraft. We recommend establishing a
mandatory phase-out of Stage 3 aircraft within 3-5 years.

There are many old ATC / flight procedure standards that were implemented across the US
without much consideration given to local impacts on the ground, such as the 2,000 initial
altitude or “hold down” for jet departures at APF. Simply changing the default flight procedure
for jet aircraft to climb to or above 3,000’ initial altitude before holding could provide significant
benefits to the community. Another example is the missed approach holding pattern for an
arrival procedure to Marco Island Executive Airport (MKY), which places aircraft at low altitudes
over Naples, when it could have just as easily been placed over undeveloped areas east of MKY.
NAA recommends revisiting this and other standard/typical procedures to consider local noise
impacts. When re-evaluating these procedures, focus on procedures that benefit the airspace
(efficiency) and the community (noise reduction). The Authority is currently exploring this at
APF, and based on the air traffic experts designing procedures, there is likely an opportunity to
improve airspace efficiency, reduce controller-pilot radio communications and reduce noise
effects beyond the DNL 65 dB contour. A comprehensive FAA review of these procedures is
critical for the majority of airports that simply cannot afford the cost of hiring an independent
fight procedure design firm to complete this effort on a case-by-case basis.

Implementing a flow control or peak demand traffic management program such as the FAA’s
Computerized Voice Reservation System (e-CVRS) or other reasonable limitations on airport
traffic would help mitigate the intense seasonal peaking characteristics of airports like APF and
improve the airport operational environment. Communities could benefit from enhanced
management of air traffic during these peak periods with more moderate overflight intensity.
Unfortunately, since this would provide benefit beyond the DNL 65 dB contour, it is challenging
to garner FAA engagement to explore opportunities.

Jacksonville’s enroute Air Route Traffic Control Center (ARTCC) has continued to experience
staffing challenges and results in repeated delays throughout the Southeast. At APF, these
delays are exacerbated during the winter months, when the airport experiences extreme
peaking. These delays have resulted in flights arriving later, increasing aircraft operating during
the voluntary curfew hours. The delays also result in more emissions while the aircraft
experience departure delays. In addition to addressing the controller shortage, air traffic
efficiencies (flow control, reviewing dated procedures, etc.) should be explored to help reduce
system-wide delays.



The Authority and the City both have a long history of working with the FAA and both are well versed in the subject
of aircraft noise. Both the Authority and the City look forward to the opportunity to continue our collaboration with
the FAA on this very important issue.

Sincerely,

/S/ /S/

Christopher A. Rozansky Jay Boodheshwar
Executive Director City Manager
City of Naples Airport Authority City of Naples

Enclosures: 4 Exhibits



Exhibits

Supplemental DNL Contours

SEL Contour Comparison — Runway 23 Departures Using Runway Heading



SEL Contour Comparison — Runway 23 Departures Using 270 Degree Heading

SEL Contour Comparison Runway 32 Departure Corridor Shift
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