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CHAPTER ONE 
BACKGROUND 

The Columbus Regional Airport Authority (CRAA) has conducted an update to its 
Federal Aviation Regulation (FAR) Part 150 Noise Compatibility Study (Noise 
Compatibility Study) to document the noise levels from aircraft operations at 
Rickenbacker International Airport (LCK). The purpose for conducting a Noise 
Compatibility Study at LCK is to reduce noise impacts from existing aircraft 
operations on incompatible land uses and to discourage the introduction of new 
incompatible land uses in the areas impacted by aircraft noise.  This chapter 
provides the background information necessary for public and/or governmental 
reviewers to make an informed decision as to the adequacy of the Noise 
Compatibility Study to meet the requirements set forth by FAR Part 150 under 
which it was prepared. 

1.1 FAR PART 150 

Part 150 is a section of the FAR that sets forth rules and guidelines for airports 
desiring to undertake airport noise compatibility planning.  The regulations were 
promulgated by the Federal Aviation Administration (FAA) pursuant to the Aviation 
Safety and Noise Abatement Act  (ASNA) of 1979, Public Law 96-193.  ASNA was 
enacted to “… provide and carry out noise compatibility programs, to improve 
assistance to assure continued safety in aviation and for other purposes.”  The FAA 
was vested with the authority to implement and administer the act.  This legislation 
required the establishment of a single system for measuring aircraft noise, 
determining noise exposure, and identifying land uses, which are normally 
compatible with various noise exposure levels. 

Through FAR Part 150, the FAA established regulations governing the technical 
aspects of aircraft noise analysis and the public participation process for airports 
choosing to prepare airport noise compatibility plans. 

1.1.1 PURPOSE OF CONDUCTING A PART 150 STUDY 

The purpose for conducting a Part 150 Study at an airport is to develop a balanced 
and cost-effective plan for reducing current noise impacts from an airport’s 
operations, where practical, and to limit additional impacts in the future.  By 
following the process, the airport operator is assured of the FAA’s cooperation 
through the involvement of air traffic control professionals in the study and the 
FAA’s review of the recommended Noise Compatibility Program (NCP).  An airport 
with an FAA-approved NCP also becomes eligible for funding assistance for the 
implementation of measures in the NCP. 
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Among the general goals and objectives addressed by a Part 150 Study are the 
following: 

• To reduce, where feasible, existing and forecasted noise levels over existing 
noise-sensitive land uses; 

• To reduce new noise-sensitive developments near the airport; 

• To mitigate, where feasible, adverse impacts in accordance with Federal 
guidelines; 

• To provide mitigation measures that are sensitive to the needs of the 
community and its stability; 

• To minimize the impact of mitigation measures on local tax bases; and  

• To be consistent, where feasible, with local land use planning and 
development policies. 

The previous Noise Compatibility Study for LCK was completed more than six years 
ago in 1998, and approved by the FAA in 1999.  The following describes the 
reasons for updating the 1998 Part 150 Study.  

• Typically, airports revise their Noise Exposure Maps (NEMs) and NCP every 
five years. 

• In late 2002, the City of Columbus, Franklin County, and the Columbus 
Municipal Airport Authority approved the merger of the Rickenbacker Port 
Authority and the Columbus Airport Authority.  The merger formed the new 
CRAA, which is now responsible for the maintenance and operation of LCK, 
Port Columbus International Airport (CMH), and Bolton Field Airport (TZR).  
The CRAA is committed to being a good neighbor at all of its airports, which 
includes maintaining current NEMS and periodically reviewing each airport’s 
NCP. 

• In June 2005, AirNet Systems, Inc. (AirNet), a provider of on-demand cargo 
and passenger charter services, began operating at LCK after relocating from 
CMH. AirNet has approximately 70 aircraft operations per day, mostly during 
the early evening and nighttime hours. 

1.1.2 PART 150 PLANNING PROCESS 

The Part 150 planning process involves the methods and procedures an airport 
operator must follow in developing an NCP.  The decision to undertake noise 
compatibility planning is entirely voluntary on the part of the airport operator.  If 
the airport operator chooses to prepare an NCP, the FAA will provide funding 
assistance if the operator follows the regulations of FAR Part 150.  As a further 
inducement to undertake noise compatibility planning, an airport operator becomes 
eligible for Federal funding assistance for the implementation of measures in an 
FAA-approved NCP. See Exhibit 1-1, Noise Compatibility Planning Process, for 
a flowchart of the planning process. 
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A Part 150 Study involves six major steps: 

• Identification of airport noise and land use issues and problems; 

• Definition of current and future noise exposure patterns; 

• Evaluation of alternative measures for abating noise (e.g., changing aircraft 
flight paths), mitigating the impact of noise (e.g., sound insulation), and 
managing local land uses (e.g., airport-compatible zoning); 

• Development of a noise compatibility plan; 

• Development of an implementation and monitoring plan; and 

• FAA review and approval of the recommended NCP, including the analysis of 
alternatives, the compatibility plan, and the implementation and monitoring 
plan. 

 
The Part 150 Study process is designed to identify noise incompatibilities 
surrounding an airport, and to recommend measures to both correct existing 
incompatibilities and to prevent future incompatibilities.  For Part 150 Study 
purposes, noise incompatibilities are generally defined as residences or public use 
noise-sensitive facilities (libraries, churches, schools, nursing homes, and hospitals) 
within the 65 Day-Night Average Sound Level (DNL) noise contour.   

This process to update the 1998 NCP was designed to accomplish two goals:   

• Update the status of the measures included in the 1998 NCP 

− Each previously approved measure was evaluated to determine if it 
should be continued, revoked, or modified, based on operational and 
land use changes that have occurred since the completion of the 
1998 NCP.   

• Identify, analyze, and recommend new measures 

− Potential new noise abatement, land use management, and 
implementation measures, based on the existing conditions at LCK and 
conditions expected to occur within the next five years, were evaluated 
for inclusion in the program.   

The planning process has both technical and procedural components. The first 
component involves the preparation of NEMs, which requires the use of specific 
technical criteria and methods to complete analyses of aircraft noise exposure, 
potential noise abatement, and land use mitigation measures. NEMs are the official 
noise contours for the airport and are prepared for existing conditions (2006) and 
for five years in the future (2011). The NEMs must be prepared according to 
FAR Part 150 guidelines with regard to methodology, noise metrics, identification of 
incompatible land uses, and public outreach. More detailed information regarding 
the NEM process is included in Section 1.1.3 of this chapter. 
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The second component of the planning process involves the development of a NCP. 
The NCP sets forth measures intended to mitigate the impacts of significant noise 
exposure on residential areas near Rickenbacker, and to limit, to the extent 
possible, the introduction of new incompatible land uses into locations exposed to 
significant noise levels. Levels of significance are identified in FAR Part 150.  The 
regulations also require that potentially affected airport users, local governments, 
and the public be consulted during the study, with the process culminating with the 
opportunity for a public hearing on the airport’s recommended NCP. More detailed 
information regarding the NCP process is included in Section 1.1.4 of this chapter. 

1.1.3 NOISE EXPOSURE MAPS 

The NEM component of a Part 150 study presents airport noise exposure contours 
for the existing condition and a forecast condition five years after the date of 
submission of the maps for FAA review.  The current year NEM is labeled 2006.  The 
data collection and analysis for this Part 150 Study Update began in 2005.  2011 is 
used as the future year because it corresponds with other forecasts and 
development activity at the airport.   

The 2011 NEM/NCP includes the implementation of all recommended noise 
abatement procedures.  The NEM noise contours are superimposed on a land use 
map to show areas of incompatible land use.  (Incompatible land use is defined as 
residences, schools, churches, nursing homes, hospitals, and libraries.)  
Appendix C, Noise Modeling Methodology, contains detailed information on the 
inputs and methodology for preparing the noise exposure contours.  The official 
NEMs are located at the front of this document with the NEM and NCP checklist. 

FAR Part 150 requires the use of standard methodologies and metrics for analyzing 
and describing noise.  It also establishes guidelines for the identification of land 
uses that are incompatible with noise of different levels.  Section 150.21(d) of FAR 
Part 150 states that airport proprietors are required to update NEMs when changes 
in the operation of the airport would create any new, substantial incompatible use.  
This is considered to be an increase in DNL noise levels of 1.5 decibels (dB) over 
incompatible land uses when the aircraft noise level exceeds 65 DNL.  Of course, 
the airport operator may update the NEMs at any time based on their own needs 
and concerns.  As previously stated, significant changes have occurred at LCK since 
completion of the 1998 Noise Compatibility Study, triggering the need to update the 
study. 

The airport proprietor can gain limited protection through preparation, submission, and 
publication of NEMs.  The ASNA provides in Section 107(a) that: 

“No person who acquires property or an interest therein … in an area 
surrounding an airport with respect to which a noise exposure map has 
been submitted shall be entitled to recover damages with respect to 
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the noise attributable to such airport if such person had actual or 
constructive knowledge of the existence of such noise exposure map 
unless … such person can show that: 

i. A significant change in the type or frequency of aircraft 
operations at the airport; or 

ii. A significant change in the airport layout; or 

iii. A significant change in the flight patterns; or 

iv. A significant increase in nighttime operations; occurred after 
the date of acquisition of such property.” 

ASNA provides that “constructive knowledge” shall be imputed to any person if a 
copy of the NEM was provided to them at the time of property acquisition or if 
notice of the existence of the noise exposure map was published three times in a 
newspaper of general circulation in the area.  In addition, Part 150 defines 
“significant increase” as an increase of 1.5 dB of DNL.  For purposes of this 
provision, FAA officials consider the term “area surrounding an airport” to mean an 
area within the 65 DNL contour.  (See FAR Part 150, Section 150.21(d), (f), 
and (g). 

An acceptance of the NEMs by the FAA is required before the FAA will approve an 
NCP for the airport. 

1.1.4 NOISE COMPATIBILITY PROGRAM 

An NCP includes provisions for the abatement of aircraft noise through aircraft 
operating procedures, air traffic control procedures, or airport facility modifications.  
It also includes provisions for land use compatibility planning and may include 
actions to mitigate the impact of noise on incompatible land uses.  Chapter Four, 
Noise Compatibility Program, includes detailed information for the LCK NCP 
recommendations.  The NCP must also contain provisions for updating and periodic 
revision. 

FAR Part 150 NCP establishes procedures and criteria for FAA evaluation of the NCP.  
Two criteria are of particular importance:  the airport proprietor may not take any 
action that imposes an undue burden on interstate or foreign commerce, nor may 
the proprietor unjustly discriminate between different categories of airport users. 

The FAA also reviews changes in flight procedures proposed for noise abatement for 
potential effects on flight safety, safe and efficient use of the navigable airspace, 
management and control of the national airspace and traffic control systems, 
security and national defense, and compliance with applicable laws and regulations.  
Since the FAA has the ultimate authority for air traffic control and flight procedures 
related to air traffic control requirements, any measures relating to these subjects 
that are recommended in an NCP must be explicitly approved by the FAA and may 
not be implemented unilaterally by the airport proprietor. 
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FAA approval of Part 150 measures, through a Record of Approval that is supported 
by an environmental assessment and a finding of no significant impact (or an 
environmental impact statement and a Record of Decision), environmentally clears 
the agency to participate in actions over which it has primary implementation 
responsibility (e.g., air traffic modifications).  With an approved NCP, an airport 
proprietor becomes eligible for Federal funding to implement the eligible items of 
the program.  Approval by the FAA does not, however, commit the agency to either 
a specific schedule of implementation or guarantee the allocation of Federal funds 
for implementation of any measure. 

1.2  PUBLIC INVOLVEMENT 

As discussed previously, a key element in the Part 150 process is public 
involvement.  In order to inform and gather input from the public regarding the 
findings of the LCK Part 150 Study, a Planning Advisory Committee (PAC) was 
convened, public workshops were held in the community, and a public hearing was 
held on November 14, 2006.   

1.2.1   PLANNING ADVISORY COMMITTEE (PAC) 

A PAC was organized early during the planning process to provide feedback and 
advice to the planning team on the contents and preparation of the Part 150 study.  
The PAC provided residents, airport users, agencies, and local officials an 
opportunity to be involved in developing LCK’s Part 150 NCP.  In refining the NCP, 
staff from the CRAA, as well as the consultants wanted to benefit from the PAC 
members’ special viewpoints and the people and resources they represented.  A 
process was therefore designed to encourage the open exchange of creative ideas 
to achieve results.  The members of the PAC assisted the process in several ways.   

• As a Sounding Board – The PAC provided a forum in which the consulting 
team and other PAC members could present information, findings, ideas, and 
recommendations.  All benefited from listening to the diverse viewpoints and 
concerns of the wide range of interests represented on the committee.   

• As a Link to the Community – Each member represented a key constituent 
interest -- local neighborhoods, local governments, public agencies, or airport 
users.  Committee members could bring together the consulting team and 
the people they represented, could inform their constituents about the study 
as it progressed, and could bring the views of others into the committee.   

• As a Critical Reviewer – The consulting team wished to have its work 
scrutinized closely for completeness of detail and clarity of thought.  The 
committee membership was urged to point out any shortcomings in the 
consultant’s work and to help improve it.  

• As an Aid to Implementation – Each member has a unique role to play in 
implementing the plan, ranging from making changes in flight procedures to 
changes in local land use plans and regulations. 
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The PAC operated informally, with no compulsory attendance, no voting, and no 
offices.  The final decision on which measures to include in the Part 150 NCP rests 
with the CRAA.  The meetings were conducted by the consultant team and were 
conducted at four points in the study when committee input was especially needed.  
Members were urged to attend the general public information workshops held 
during the study to listen firsthand to the concerns that were raised and to speak 
with members of the consultant team and representatives of the airport one-on-
one.   

Many organizations were contacted and invited to designate a representative to 
serve on the PAC.  The resulting membership represents a broad range of interests 
pilots, military, commerce, community, environmental, air traffic controllers, 
government and planning, as well as interested and affected citizens.  A roster of 
the membership of the PAC is provided in Appendix G, Public Involvement. 

1.2.2   PUBLIC INFORMATION WORKSHOPS 

During the course of the Part 150 Study, three public information workshops were 
held in local communities and at the airport, as summarized below.  The workshops 
were attended by interested citizens, elected officials, and local media 
representatives.  The third Public Information Workshop was held in conjunction 
with a Public Hearing on November 14, 2006.  Appendix G, Public Involvement, 
includes copies of meeting notices, sign-in sheets, comments received, and meeting 
handouts.   

Public Information Workshop #1 – October 11, 2005 

4:30 p.m. – 6:00 p.m. 
Teays Valley High School 
3887 State Route 752 
Asheville, Ohio 43103 
 

7:30 p.m. – 9:00 p.m. 
Glendening Elementary School 
4200 Glendening Drive 
Groveport, Ohio 43125 

Public Information Workshop #2 – April 20, 2006 

4:30 p.m. – 7:30 p.m. 
Rickenbacker International Airport 
Charter Terminal 

Public Information Workshop #3 / Public Hearing – November 14, 2006 

4:30 p.m. – 7:30 p.m. 
Rickenbacker International Airport 
Charter Terminal 

1.2.3  PUBLIC HEARING AND COMMENT PERIOD 

FAR Part 150 requires that Draft Part 150 NCP documents be made available to the 
public prior to conducting a Public Hearing.  This Draft Part 150 NCP document was 
made available to the public on October 24, 2006 at local libraries, at the airport, 
and on-line at http://www.rickenbacker.org/about/noise.asp.  A Public 
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Hearing/Public Information Workshop was held on November 14, 2006 at the 
Rickenbacker International Airport Charter Terminal from 4:30 p.m. to 7:30 p.m..  
A list of document locations, a summary of the hearing/workshop, meeting 
materials, comments received, and response to those comments are included in  
Appendix G, Public Involvement. 

1.2.4   ADDITIONAL PUBLIC COORDINATION  

As part of the public participation requirement under FAR Part 150, the consultants 
and airport staff made themselves available for meetings with neighborhood 
organizations, airport user groups, local government officials, and local residents 
throughout the study period.  Land use coordination was conducted with local land 
use planners to gather information by phone and mail.  There were no requests 
received from these land use planners for in person meetings. 

A meeting was held on May 31, 2006 with members of the LCK Air Traffic Control 
Tower (ATCT), CMH ATCT, CMH TRACON, CRAA staff, and members of the 
Consultant Team.  The meeting addressed potential noise abatement alternatives 
and the coordination required with CMH.  Further coordination with the ATCT, the 
Ohio Air National Guard, and AirNet was conducted via phone and mail. 

1.3   STATUS OF 1998 NOISE COMPATIBILITY PLAN 

The 1998 Part 150 Noise Compatibility Study Update NCP included 
26 recommended measures: four noise abatement measures, 17 land use 
management measures, and five implementation measures.  Each measure is listed 
below, followed by its status in italics. 

1.3.1   SUMMARY OF THE 1998 NCP NOISE ABATEMENT 
MEASURES 

NA-1: Straight-out departures of itinerant aircraft from Runways 23L/R until 
reaching 3,800 feet MSL before turning on course.  Status – 
Implemented at 3,000 feet MSL 

NA-2: Formalize civil noise abatement procedures which include: right turns 
to a 070 degree heading after departing to the northeast and 
observing a preferential reverse flow runway use for civil jet aircraft.  
Status - Implemented 070 degree turn and preferential reverse flow 
between the hours of 11:00 p.m. to 7:00 a.m. 

NA-3: Formalize military noise abatement procedures which include: right 
turns to a 070 degree heading after departing to the northeast, 
preferential southwest flow for touch-and-go operations, and observing 
preferential reverse flow runway use.  Status - Implemented 
070 degree turn, preferential southwest flow for touch-and-go 
operations, and preferential reverse flow between the hours of 
11:00 p.m. to 7:00 a.m. 
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NA-4: Implement periodic noise monitoring procedures within the Airport 
environs.  Status:  Installed two permanent noise monitors 

1.3.2   SUMMARY OF THE 1998 NCP LAND USE COMPATIBILITY 
MEASURES 

LU-1: Implement compatible use zoning in the Village of Groveport; Franklin 
County; Harrison, Madison, and Scioto Townships in Pickaway County; 
and property annexed by the City of Columbus.  Status – Not  
Implemented 

LU-2: Adopt noise overlay zoning, within the 60 DNL noise contour, in the 
Village of Groveport, Franklin County, the City of Columbus, and 
Harrison and Scioto Township in Pickaway County, and if property 
within the proposed noise overlay boundary is annexed by Canal 
Winchester, it is recommended that Canal Winchester also adopt noise 
overlay zoning.  Status – Partially Implemented in the Village of 
Groveport, and Columbus/Franklin County 

LU-3: Adopt height and hazard zoning.  Status – Withdrawn prior to 
1999 NCP 

LU-4: Adopt floodplain zoning in Harrison and Scioto Townships.  Status – 
Completed  prior to 1999 NCP 

LU-5: Amend the subdivision regulations of the Village of Groveport, and 
Franklin and Pickaway Counties by adopting measures requiring the 
dedication of avigation easements and the recording on plats a notice 
of potentially high aircraft noise levels for any new subdivisions within 
a noise overlay zone. The Subdivision Code of the Columbus City 
Codes, 1959 may be used as the model ordinance.  Status – Partially 
Implemented in the Village of Groveport and City of Columbus.  The 
Village of Groveport’s Airport Environ Overlay (AEO) references a 
notice to purchasers for “any development related permit.” 

LU-6: The villages of Groveport, Canal Winchester, and Lockbourne, and the 
City of Columbus should adopt relevant parts of the Part 150 Study as 
an element of their comprehensive plans. The land use regulatory 
jurisdictions of Franklin and Pickaway Counties should incorporate the 
Part 150 recommendations as planning guidelines if comprehensive 
plans are adopted in the future.  Status – Partially Implemented in the 
Village of Groveport and City of Columbus  

LU-7: Encourage the adoption of policies in the villages of Groveport and 
Canal Winchester, and the City of Columbus in Franklin County; and 
Village of Ashville and Harrison Township in Pickaway County to 
discourage the extension of public water and sewer systems into 
noise-impacted unincorporated areas of Franklin and Pickaway 
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Counties, unless those areas are zoned for commercial or industrial 
use and hook-ups for new residential developments are prohibited. 
Status – Not Implemented 

LU-8: Establish and adopt guidelines for discretionary project review for all 
jurisdictions within the 60 DNL noise contour (the Village of Groveport; 
Hamilton and Madison Townships, Franklin County; Harrison, Madison, 
and Scioto Townships, Pickaway County; and the City of Columbus).  
Status –Implemented in Groveport 

LU-9: Guaranteed purchase of homes within the 65 DNL noise contour.  
Status – Completed 

LU-10: Guaranteed purchase of undeveloped land within the 70 DNL noise 
contour.  Status –Not Implemented 

LU-11: Purchase avigation easements over existing residential buildings 
northeast and southwest of the airport.  Status – Revoked as part of 
the 1999 NCP 

LU-12: Guaranteed purchase or avigation easement purchase of selected 
homes in the forecasted 1992 70 DNL noise contour.  Status –
Completed prior to 1999 NCP 

LU-13: Purchase development rights.  Status – Withdrawn prior to 1999 NCP 

LU-14: Soundproofing/relocation of schools (Groveport Elementary and 
Groveport-Madison Freshman School).  Status – Completed prior to 
1999 NCP 

LU-15: Encourage all jurisdictions within the 60 DNL noise contour to create a 
series of interrelated land use controls designed to prevent the 
development of incompatible land uses. The City of Columbus zoning, 
subdivision, and building code regulations may be used as the model 
ordinance.  Status – Partially Implemented in the Village of Groveport 

LU-16: Encourage the City of Columbus to amend the “Purpose” paragraphs of  
the zoning, subdivision, and building codes of the Columbus City 
Codes, 1959, to include Rickenbacker International Airport to officially 
recognize Rickenbacker as one of the airports which may create noise 
impacts on adjacent and surrounding land uses which are within the 
City’s jurisdiction and control.  Status – Not Implemented 

LU-17: Develop a program for the guaranteed purchase of 22 homes within 
the 65 DNL noise contour, contingent upon the development of an air 
cargo hub.  Status –Not Implemented 
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1.3.3   SUMMARY OF THE 1998 NCP IMPLEMENTATION 
MEASURES 

IM-1: Establish a Noise Abatement Committee.  Status – Not Active 

IM-2: Provide for noise monitoring and noise contour updates if operating 
levels increase by 17 percent.  Status – Implemented as necessary 

IM-3: Establish a noise complaint response program.  Status – Implemented 

IM-4: Periodic review and update of Noise Exposure Maps.  Status - 
Implemented 

IM-5: Develop a public information program to communicated information 
about the Noise Compatibility Program.  Status – Implemented 

1.4   AIRPORT FACILITIES AND ACTIVITY 

The following sections provide a basic discussion of the history of the airport, a 
description of the area surrounding the airport,  an inventory of the existing airport 
facilities, and an identification of the typical aircraft activity at LCK.   

1.4.1   AIRPORT HISTORY 

The site of LCK was originally Lockbourne Army Air Base and was opened in 
June 1942 as a glider and B-17 training facility.  Flight-training activities took place 
at the base until World War II ended. At that time, the base was used as a 
development and testing facility for all - weather military flight operations.  The 
primary unit at the base was the 447th Composite Group, also known as the 
Tuskegee Airmen.  This unit merged with the 477th Composite Group in 1947, 
becoming the 332nd Fighter Wing, one of the first all-Black flying units in the newly 
created U.S. Air Force.  In June 1949, the 332nd was reassigned and the base was 
deactivated until 1951 when it was placed under the control of the Strategic Air 
Command.1 

Throughout the 1950s and 1960s, the size of the base doubled to approximately 
4,400 acres and several airfield improvements were made, including construction of 
the two current 12,000-foot parallel runways and a permanent ATCT.  In 1974, the 
base was renamed Rickenbacker Air Force Base in honor of World War I flying ace 
and Congressional Medal of Honor winner Eddie Rickenbacker, a native of 
Columbus, Ohio. Rickenbacker Air Force Base closed in April 1980 at which time the 
facility was turned over to the Ohio Air National Guard and renamed Rickenbacker 
Air National Guard Base.2 

                                                 
1  About Rickenbacker. Columbus Regional Airport Authority. On-line at: 

http://www.rickenbacker.org/about/history.asp/. 2004. 
2  About Rickenbacker. Columbus Regional Airport Authority. On-line at: 

http://www.rickenbacker.org/about/history.asp/. 2004. 



RICKENBACKER INTERNATIONAL AIRPORT 
FAR PART 150 NOISE COMPATIBILITY STUDY  FINAL 

Landrum & Brown Chapter 1 – Background 
December 2006 Page 1-13 

In June 1980, the Franklin County Commission established the Rickenbacker Port 
Authority (RPA) with the mission to receive and redevelop any land released for 
civilian use and to enter into a joint-use agreement with the U.S. Air Force to 
maintain the operation of the Rickenbacker airfield, potentially as an industrial 
park. The RPA and the U.S. Government entered into a joint use agreement and 
lease in January 1982, which authorized civil aircraft to use the airfield and 
established the U.S. Air Force as airfield manager until control could be transferred 
to the RPA (this occurred in October 1990). Redevelopment at LCK began in 1985 
with the establishment of an air cargo hub and bulk sorting facility for Flying Tigers. 
Although Flying Tigers was sold to Federal Express in 1989 and most operations 
moved from LCK, the airport continued to develop throughout the 1990s. In late 
2002, the City of Columbus, Franklin County, and the Columbus Municipal Airport 
Authority approved the merger of RPA and the Columbus Airport Authority, forming 
the new CRAA effective January 1, 2003.3 

1.4.2   AIRPORT LOCATION  

The area surrounding LCK encompasses numerous industrial parks, that are home 
to over 125 E-commerce fulfillment, international airfreight, freight forwarding and 
distribution companies, a Foreign Trade Zone (FTZ), and the future site of a 
planned rail-truck Intermodal Facility.4  Exhibit 1-2 shows the location of LCK in 
relation to the Columbus Area.   

The Rickenbacker Global Logistics Park is the newest industrial park in the LCK area 
and is located near the planned Intermodal Facility. The park will encompass 
1,300 acres of land and includes 20 million square feet of development in 
30 buildings spread over four campuses. This park also has the ability to obtain FTZ 
status as is seen at other locations throughout the LCK area.5 

A FTZ is a site within the U.S. that is legally considered outside of Customs 
territory, which allows goods to be brought into the FTZ duty-free and without 
formal customs entry. The CRAA is grantee and operator of FTZ No. 138, which 
encompasses nearly 5,000 acres at LCK and can accommodate industrial and 
aeronautical uses.6 

The planned rail/truck Intermodal Facility (IMF) at LCK is expected to be 
operational in 2007 and is the result of a partnership between CRAA and the Norfolk 
Southern Corporation.  The facility will be used for the interchange of shipping 
containers between trains and trucks.  The facility has also been designed to 
provide efficient access and economic benefits to companies that also ship air cargo 
at LCK.7  It is not anticipated that the IMF will contribute significantly to the growth 
of aircraft operations at LCK. 

                                                 
3  About Rickenbacker. On-line at: http://www.rickenbacker.org/about/history.asp/. 2004. 
4  Rickenbacker International Airport. On-line at: http://www.rickenbacker.org/realestate/. 2004.  
5  Rickenbacker International Airport. On-line at: http://www.rickenbacker.org/realestate/glp2.asp/. 

2004. 
6  Rickenbacker International Airport. On-line at: http://www.rickenbacker.org/ftz/. 2004. 
7  Rickenbacker International Airport. On-line at: http://www.rickenbacker.org/intermodal/. 2004. 
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1.4.3   AIRPORT RUNWAYS  

LCK consists of two parallel runways spaced approximately 1,000 feet apart.  
Runway 05R/23L is 12,102 feet long and 200 feet wide and Runway 05L/23R is 
(11,908) feet long and 150 feet wide with Runway 05L having a displaced threshold 
of (900) feet and Runway 23R having a displaced threshold of (992) feet.  
Runway 05R has a CAT II/III Instrument Landing System (ILS) and Runway 05L 
and Runway 23L have a CAT I ILS.  

1.4.4   AIRPORT OPERATORS AND FACILITIES 

As of September 2006, LCK was served by the following operators:  

• Charter Airlines 
− Seasonal Charter Airlines 

• Cargo Airlines 
− AirNet Systems 
− Air Tahoma 
− Atlas Air 
− Evergreen Airlines 
− Federal Express 
− Kalitta Air 
− United Parcel Service 

• Military 
− 121st Air Refueling Wing – Ohio Air National Guard 

− Army Aviation Support Facility #2 – Ohio Army National Guard 

1.4.4.1 Charter Terminal 

The Charter Terminal at LCK is a two-gate facility that measures approximately 
43,000 square feet.  The Transportation Security Administration (TSA) provides 
security and baggage screening for charter passengers.8 

1.4.4.2 Air Cargo Facilities 

The Air Cargo Terminal Complex at LCK provides direct airside access for tenants.  
The complex includes three air cargo terminal buildings that feature over 164,000 
total square feet of space.  Dedicated facilities for Federal Express and Forward Air 
are also located within the complex.9  

                                                 
8  Rickenbacker International Airport. On-line at: http://www.rickenbacker.org/charter/. 2004. 
9  Rickenbacker International Airport. On-line at: 

http://www.rickenbacker.org/aircargo/facilities.asp/. 2004. 
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1.4.4.3 Military Facilities 

LCK is home to the 121st Air Refueling Wing of the Ohio Air National Guard and the 
Army Aviation Support Facility #2 of the Ohio Army National Guard.  The facilities 
for both are located on the southwest side of the airport. 

1.4.4.4 Midfield Terminal Area Plan 

Recently, the Midfield Terminal Area Plan was completed for LCK in order to refine 
the landside portion of the 1997 Master Plan. The Plan was completed in order to 
establish a recommended development plan for LCK that would sufficiently meet 
the needs of airport operators based on projections of growth and future 
requirements. Highlights of the recommended development plan for the Midfield 
Terminal Area are included in the following sections.10 

Air Cargo 

The need for additional ramp space and cargo building development over the 
20-year planning period exceeds currently available facilities. The plan provides for 
nearly one million additional square feet of building space and associated ramps for 
cargo-related development. As of April 2006, CRAA is designing a new Air Cargo 
Terminal to be constructed in 2007.  

Charter Terminal 

Constructed initially as a two-gate 43,000-square foot facility, the terminal could 
build-out at its current location to 150,000 square feet with ramp, auto parking, 
and vehicular access. 

General Aviation 

LCK is one of four airports serving the general aviation community within the 
Greater Columbus area.  This sector of aviation activity at LCK is expected to 
increase over the planning period with a growing share of turbine-powered aircraft.  
An area to accommodate as many as four new 24,000-square-foot hangars and 
associated ramps is included in the plan to meet this growth. 

Aircraft Maintenance 

Available hangar and ramp space are already utilized for commercial aircraft 
maintenance activities in the Midfield area.  Opportunities for additional aircraft 
maintenance facilities are accommodated in the Midfield Plan, including areas for 
large-aircraft maintenance operations.  

                                                 
10  Rickenbacker International Airport. On-line at: 

http://www.rickenbacker.org/about/midfield_plan.asp/. Retrieved August 8, 2006. 
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Airfield Support Facilities 

The Ohio Air National Guard (OANG) administers the ATCT and airport fire and 
safety protection at LCK.  Alternatives were analyzed for relocating the existing 
Airport Rescue and Firefighting (ARFF) facility, which has exceeded its useful life. 
The recommended plan placed the ARFF facility in a centralized location on the line 
between the Midfield and OANG Cantonment areas.  While assuming that the 
1940s-era ATCT remains until later in the planning period, the plan recommends 
eventual relocation to an area south of the existing airfield.  Such a location would 
provide an unimpeded line of sight to all existing runways.  As of April 2006, the 
CRAA is undertaking an ATCT siting study.  This study will involve an analysis and 
evaluation of alternate locations that may be suitable for the construction of a new 
ATCT. 

All of the airport facilities at LCK are shown on Exhibit 1-3, Existing Airport 
Layout. 

1.4.5   FIXED-BASE OPERATOR 

Lane Aviation Corporation provides aircraft line services, fueling services, ramp 
parking, hangar parking/storage, parts, and maintenance for general aviation 
aircraft at LCK.  Lane Aviation also offers aircraft sales and charter services at LCK.  
It is anticipated that AirNet will begin offering fueling services by 2007. 

1.4.6   BASED AIRCRAFT 

Table 1-1 provides the number of based aircraft at LCK by aircraft type.  A total of 
72 aircraft are based at the airport. 

Table 1-1 
BASED AIRCRAFT 
Rickenbacker International Airport 

AIRCRAFT TYPE NUMBER 
Single-engine Aircraft 10 
Multi-engine Aircraft 4 
Jet Aircraft 4 
Helicopters 32 
Military Aircraft 22 
TOTAL 72 

Source:  Columbus Regional Airport Authority.  Airport information published as of August 3, 2006.  
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1.4.7   ANNUAL OPERATIONS 

The number of annual operations at LCK for the baseline period (May 2004 to 
April 2005 with projections for the remainder of 2005) was approximately 67,160, 
which results in 184 average annual day operations.  The number of annual 
operations at LCK was based on ATCT records, airport landing fee reports, and 
discussions with operators.  A full year of operations data was projected for AirNet.  
AirNet began operation at LCK in May 2005.  Table 1-2 shows a breakdown of the 
2006 operations by the primary user group. For a detailed breakdown of the annual 
operations, refer to Appendix C, Noise Modeling Methodology. 

Table 1-2  
AIRCRAFT OPERATIONS BY USER GROUP  
EXISTING (2006) BASELINE CONDITIONS 
Rickenbacker International Airport 
 

USER 
GROUP 

2006 EXISTING 
OPERATIONS 

PERCENT 
OF TOTAL 

Charter Jets 730 1.2% 
Cargo Jets 4,380 6.5% 
AirNet 29,200 43.5% 
Air Taxi  2,920 4.3% 
General Aviation Jets 3,650 5.4% 
General Aviation Props 10,220 15.2% 
Military 16,060 23.9% 
TOTAL 67,160 100.0% 

Source: Landing Fee Reports, ATCT records, TAMIS data, Landrum & Brown, 2006. 
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CHAPTER TWO 
AFFECTED ENVIRONMENT 

Airports and aircraft operations generally have direct benefits and impacts on 
surrounding communities as aviation activity is inherently intertwined with its 
neighbors.  This includes both positive and negative impacts.  Identifying and 
evaluating land uses surrounding an airport is an important step in quantifying 
potential impacts through the Part 150 process.  This evaluation identifies the 
residential and other noise-sensitive land uses around the Rickenbacker 
International Airport (LCK).  A discussion of the land use mapping methodology and 
zoning information is provided in Appendix D, Land Use Methodology.   

2.1   AIRPORT LOCATION 

LCK is located on the border of Pickaway and Franklin counties in Ohio 
approximately ten miles southeast of downtown Columbus, Ohio.  These two 
counties and the jurisdictions contained within generally share both the benefits and 
the potentially negative impacts of airport operations at LCK, and therefore are the 
subject of the land use evaluation in this study.   

2.1.1   COLUMBUS REGIONAL AIRPORT AUTHORITY 

LCK is owned and operated by the Columbus Regional Airport Authority (CRAA), 
which sets the policies under which the airport is operated.  The CRAA is an 
independent governmental entity responsible for the operation of LCK as well as 
Port Columbus International Airport (CMH) and Bolton Field Airport (TZR).  The 
creation of the CRAA was a result of a merger between the Columbus Municipal 
Airport Authority and the Rickenbacker Port Authority (RPA) on January 1, 2003.   

A Board of Directors is the governing body of the CRAA and is composed of nine 
business and community leaders.  The Mayor of the City of Columbus appoints four 
members of the Board, the Franklin County Board of Commissioners appoints four 
members, and one member is appointed jointly by the Mayor and the Franklin 
County Board of Commissioners.  All Board members serve four-year staggered 
terms.   

2.1.2   AIRPORT ENVIRONS 

The airport environs refers to the regional area that may experience broader effects 
from the noise of aircraft operations.  The airport environs for LCK is shown in 
Exhibit 2-1, Airport Environs and depicts the area of southern Franklin County, 
northern Pickaway County, and western Fairfield County, Ohio as well as the 
jurisdictions contained within.  The map includes jurisdictional boundaries, local roads 
and major highways, the airport property line, and significant geographical features.  
The airport environs does not follow geographic boundaries, but rather 
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encompasses an area approximately 14 x 19 miles (266 square miles).  The area 
extends approximately five miles to the north and south of the airport and eight 
miles to the east and west.   

The area is of adequate size to depict flight tracks and the jurisdictional boundaries 
used in this study.   

The airport environs map generally extends to South Bloomfield and Ashville to the 
south, Canal Winchester and portions of Pickerington to the east, Grove City and 
Urbancrest to the west, and portions of the City of Columbus to the north.  In 
addition to unincorporated areas in both Franklin and Pickaway Counties, the 
jurisdictions in the airport environs include the villages of Canal Winchester, 
Groveport, Lockbourne, and Obetz, as well as Hamilton, Jackson, and Madison 
Township in Franklin County; and the villages of Ashville, and South Bloomfield as 
well as Harrison, Madison, Scioto, and Walnut townships in Pickaway County.   

2.1.3   DETAILED STUDY AREA (DSA) 

The Detailed Study Area (DSA) is defined as the area that experiences direct 
overflights of aircraft at low altitudes.  The DSA was determined by examining the 
boundaries of previous 65 Day-Night Average Sound Level (DNL) noise exposure 
contours (the Federal Aviation Administration (FAA)-defined threshold for significant 
noise impacts), and by reviewing flight tracks of aircraft operating in the airport 
vicinity and/or under the control of the LCK Air Traffic Control Tower (ATCT).  The 
DSA, shown in Exhibit 2-2, Detailed Study Area is the map extent used to show 
existing and future noise contours, as well as noise abatement alternatives in this 
document.   

To the north, the DSA includes the villages of Groveport and Obetz.  To the east, 
the DSA extends just beyond Richardson Road in Madison Township in Franklin 
County.  To the south, the DSA extends past St. Paul Road in Harrison and Madison 
Townships in Pickaway County.  To the west, the DSA extends to US Route 23 in 
Harrison Township. 

2.1.4   EXISTING LAND USES IN THE STUDY AREA 

Land uses in the DSA were identified, mapped, and categorized in terms of the 
general land use classifications presented in FAR Part 150, which includes 
residential (single and multi-family), commercial, public/institutional, and 
agriculture/open space.  These uses were identified based on each county’s 
Geographic Information System (GIS) database (where available), previous 
Part 150 studies, additional land use surveys provided by the CRAA or local 
jurisdictions, and was supplemented as necessary by field verification.  Appendix D, 
Land Use Methodology, provides additional detailed information regarding the 
classification and identification of land uses in the DSA.  Exhibit 2-3, Existing 
Land Uses depicts the existing land uses. 
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The area for which existing land uses were identified involves two levels of 
delineation: 1) the area directly adjacent to the airport and the areas directly in line 
with the northeast/southwest orientation of the runways that may be affected by 
specific localized impacts of noise abatement measures; and 2) the regional area 
that may experience the broader incompatibilities of aircraft overflight and noise 
impacts.  To the immediate northeast and within previous 65 DNL noise exposure 
contours, land uses are characterized by agricultural land and open spaces, 
interspersed with low density residential land.  Further to the northeast is the 
Village of Groveport, which contains a higher density of residential, commercial, and 
noise-sensitive development.  Southwest of LCK, and throughout most of the 
northern portion of Pickaway County, land uses are dominated by low density 
residential land and agricultural uses.   

2.1.5   EXISTING NOISE-SENSITIVE PUBLIC FACILITIES IN THE 
STUDY AREA 

Land uses that could be considered incompatible with airport operations include 
more than just residential uses.  FAR Part 150 defines certain public facilities as 
noise-sensitive - churches, schools, nursing homes, libraries, and hospitals.  Within 
the DSA there are 39 schools, 52 churches, and seven libraries as shown on 
Exhibit 2-4, Existing Noise-Sensitive Public Facilities.  No hospitals or nursing 
homes are located in the study area.  In Appendix D, Land Use Methodology, 
Table D-1 discusses the methodology for collecting and organizing the noise-
sensitive facility data and provides a list of all facilities.   

2.1.6   EXISTING HISTORIC SITES 

The land use and noise-sensitive facilities data analysis included performing an 
inventory of sites with historical significance.  Historically significant structures on 
LCK property include three former military barracks dating back to when LCK was 
owned by the U.S. Air Force.  These structures have been preserved and are all that 
remain of 16 original structures. 

The area surrounding LCK has several locations of note, including a covered bridge, 
several old churches, three historic districts in Canal Winchester, and the former 
site of the Ohio and Erie Canal which passed through the villages of Lockbourne and 
Canal Winchester.  A search of sites on the national register of historic places 
revealed that there are no registered sites within the existing or future 65 DNL 
noise contour.  There are 34 total sites within the overall airport environs.  Historic 
sites are shown on Exhibit 2-5, Historic Resources and listed in Table 2-1. 
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Table 2-1 
HISTORIC SITES 
Rickenbacker International Airport 

Map ID Name 
HP-1 Decker, Elias, Farmhouse 

HP-2 Groveport Log Houses 

HP-3 Groveport Town Hall Historic Group 

HP-4 Groveport United Methodist Church 

HP-5 Herr, Christian, House 

HP-6 Landes, Samuel, House 

HP-7 Rager, John, Farmhouse 

HP-8 Barnhardt - Bolenbaugh House 

HP-9 Beery, Dr. L. W., House 

HP-10 Bergstresser Covered Bridge 

HP-11 Bruns - Wynkoop House 

HP-12 Canal Winchester Methodist Church 

HP-13 Carty, J. - R. J. Tussing House 

HP-14 Chaney, O.P., Grain Elevator 

HP-15 David's Reformed Church 

HP-16 Deitz, Samuel, Farmhouse 

HP-17 Epley, Henry J., House 

HP-18 Foor - Alspach House 

HP-19 Gayman, Christian, House 

HP-20 Griffith, James, House 

HP-21 Haffey, Parley, Farm Complex 

HP-22 Helpman - Chaney House 

HP-23 King, William, House 

HP-24 Lehman, Abraham Farmhouse 

HP-25 Thrush, Morgan, Farm Complex 

HP-26 Times Building - Lodge Hall 

HP-27 Zellers - Langel House 

HP-28 Former Military Barracks 

Source Ohio Historic Preservation Office, http://www.ohiohistory.org/resource/histpres/, 2006; Rickenbacker 
International Airport, Environmental Assessment for AirNet Systems, Inc. Relocation and Runway 05L 
CAT I ILS Projects, July 2004. 
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2.2   EXISTING LAND USE GUIDELINES/PLANNING 
DOCUMENTS 

Neither the CRAA nor the Federal government has the authority to implement or 
enforce local land use policies and regulations.  That responsibility falls to the local 
jurisdictions, which could include the county, city, village, or township.  The 
Part 150 process includes a review of local comprehensive planning efforts, land use 
regulations, zoning ordinances, building codes, and subdivision regulations.   

In most cities and counties, the chief land use regulatory document is the zoning 
ordinance, which regulates the types of uses, building height, bulk, and density 
permitted in various locations.  Subdivision regulations are another important land 
use tool, regulating the platting of land.  Local communities also regulate 
development through building codes and, in some cases, enforce noise regulations.  
The local capital improvements program, a schedule for constructing and improving 
public facilities such as streets, sewers, and water lines, is another important policy 
document that could influence development; although, on its own it does not 
involve regulation. 

The Part 150 planning process does not propose, recommend, or fund the 
mitigation of future proposed development. It does, however, identify areas of 
potential future noise exposure for use by local planners in the development of 
comprehensive planning documents and land use policies.  By preparing a 
comprehensive plan and setting land use policies, a jurisdiction or community can 
develop land appropriately and according to a locally accepted, approved plan.  It is 
important that these planning efforts identify the likely development potential of 
land near the airport, within the published airport noise contours, or under existing 
or proposed future aircraft flight tracks.  The local land use planning policies provide 
the airport sponsor with a description of the types of future development that 
should occur in areas not yet developed or to be redeveloped within the community. 

In the LCK area, two counties, five municipalities, and three townships share the 
responsibility for land use regulation.  Franklin County (which includes Hamilton and 
Madison townships) administers zoning, building, and subdivision regulations. 
Pickaway County administers subdivision regulations. The City of Columbus 
administers zoning, building, and subdivision regulations. The villages of Groveport, 
Canal Winchester, and Obetz each administer zoning, building, and subdivision 
regulations, while the Village of Lockbourne administers only building regulations.  
The three townships in Pickaway County (Madison, Harrison, and Scioto) each 
administer only zoning regulations.  Summaries of the existing and future land use 
and zoning plans for these jurisdictions are included in Section 2.2.1 through 
Section 2.2.7 of this chapter.  Exhibit 2-6, Local Planning Jurisdictions depicts 
the location of each planning jurisdiction. 
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2.2.1   FRANKLIN COUNTY 

The Franklin County Commissioners most recently amended and readopted the 
Franklin County Code in June 2000. Ohio Revised Code 303.02 enables County 
Commissioners to regulate building and land use in unincorporated territory for 
public purpose.  Section 303.02 states that "commissioners may in accordance with 
a comprehensive plan regulate by resolution the location, height, bulk, number of 
stories, and size of buildings and other structures, including tents, cabins, and 
trailer coaches..."  A comprehensive plan is not statutorily required to be a separate 
document, and may in fact, be the zoning resolution if it formulates the reasons for 
its existence in a planned manner.  The variety and intensity of land uses 
achievable in any area are largely dependent on the type and level of public 
services available, particularly water and sewer.  In Franklin County, the City of 
Columbus is the primary provider of public water and sewer service. It is the city's 
policy to require lands to annex either to Columbus or to one of its sister 
village/cities prior to extension of Columbus water and sewer.  Due to this policy, 
urban densities are not obtainable in much of unincorporated Franklin County.  
There are portions of Franklin County for which area or township plans may be 
appropriate. Annexations will continue to reduce the unincorporated territory, and 
without urban services, most areas must remain low density.  There are pockets of 
certain townships that have county water and sewer service, but these areas are 
limited. Township plans provide important direction for land use and zoning 
decisions, and are incorporated into the Franklin County Code.1  

Hamilton and Madison townships are located within Franklin County (within the 
DSA) and are covered by the county’s zoning resolution.  Land in a township that 
has not already been rezoned for a specific purpose is automatically zoned in the 
Rural category.  The majority of the unincorporated township areas in Franklin 
County fall within this category until the submission of specific development 
proposals or the annexation of land to a municipality.  Permitted uses in this 
category include agriculture, single-family homes on a minimum of 2.5 acres, 
schools, churches, child day care facilities, and home occupations.2   

Current land use in Franklin County is approximately 36 percent agricultural, 
34 percent residential, 17 percent public, seven percent industrial, and six percent 
commercial.  It is estimated that if current land use plans are followed, by 2030, 
most of the county’s agricultural land will be transformed into residential land uses.3 

                                                 
1  The Franklin County Zoning Resolution. Amended and readopted June 2000. 
2  The Franklin County Zoning Resolution. Amended and readopted June 2000. 
3  Franklin County Fact Sheet, Mid-Ohio Regional Planning Commission. November 2005. 
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2.2.2   PICKAWAY COUNTY 

Pickaway County administers subdivision regulations within its boundaries.  These 
subdivision standards and regulations were adopted in 1971 and were amended in 
1985.4  Each township in the county administers its own zoning code.  Three 
townships in Pickaway County, (Madison, Harrison, and Scioto) are located within 
the LCK area.  Pickaway County has, in cooperation with the City of Columbus, 
Harrison Township, and the villages of Ashville and South Bloomfield formed a Joint 
Economic Development District (JEDD) to promote economic development in the 
LCK area.5 

Current land use in Pickaway County is approximately 91 percent agricultural, two 
percent residential, two percent commercial, and four percent public.  Like Franklin 
County, it is estimated that if current land use plans are followed, by 2030, most of 
the county’s agricultural land near LCK will be transformed into residential land 
uses.6  Several townships in Pickaway County lack zoning and land use plans.  Much 
of the land in Harrison, Madison, and Scioto townships is zoned either agricultural or 
low density residential. 

2.2.3   CITY OF COLUMBUS 

The City of Columbus is the state capital of Ohio.  It is the most populous city in the 
state of Ohio.  The City’s population growth has been facilitated by land area 
expansion over the past 50 years.  Annexation has enabled Columbus to grow from 
approximately 40 square miles in 1950 to approximately 220 square miles today.7  

The current Comprehensive Plan for the City of Columbus establishes a policy 
framework for the growth, development, and redevelopment of the city through 
2010 in the areas of land use, economic development, infrastructure, and 
community facilities.  The goals of the Comprehensive Plan are to: maintain, 
enhance, and protect neighborhoods; attract an equitable share of the regions’ 
growth; expand transportation options; provide and maintain parks and recreation 
facilities, encourage compatibility between natural and built environments 
(developed and redeveloped environments); preserve cultural and physical history 
of the city; and to maintain and strengthen the role of the downtown as the primary 
commercial, cultural, and entertainment center, and a major retail and residential 
center.8 

The City of Columbus has established an Airport Environs Overlay (AEO) District to 
“…protect the public health, safety, and welfare by regulating development and land 

                                                 
4  Subdivision Standards and Regulations for Pickaway County, Ohio. Adopted November 1971. 

Amended March 1985. 
5   Telephone conversation between Consultant and Pickaway County Land Use Department. July 14, 

2005. 
6  Pickaway County Fact Sheet, Mid-Ohio Regional Planning Commission. October 2005. 
7  Regional Fact Book, Regional Growth Strategy, Central Ohio, Mid-Ohio Regional Planning 

Commission. August 2004. 
8  City of Columbus, Comprehensive Plan. December 1993. 
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use within airport environs and airport hazard areas; to ensure compatibility 
between among existing airports, and any future airport and surrounding land uses; 
and to protect said airports from incompatible encroachment.”  The AEO is divided 
into three subdistricts (A,B,C), which represent different levels of noise impact. 
Subdistrict A includes the 65 DNL to 70 DNL noise exposure area.  Subdistrict B 
includes the 70 DNL to 75 DNL noise exposure area.  Subdistrict C includes the 
75 DNL and greater noise exposure area.9  Table 2-2 (on next page), shows 
permitted and prohibited uses within the AEO District. 

Downtown Columbus is located approximately ten miles northwest of LCK.  Due to 
its size, different areas of Columbus have different land use characteristics and 
development needs.  Several neighborhood plans have been developed for specific 
areas of the City of Columbus.  Those plans that concern the southern areas of the 
city closest to LCK (the South Central Accord; the South Alum Creek Neighborhood 
Plan; and the South Side Plan, the Tri-south Neighborhood Plan, and the Southeast 
Area Plan) are described in the following section. 

2.2.3.1   South Central Accord 

The South Central Accord (Accord) was cooperatively developed by the City of 
Columbus, Hamilton Township (with additional staffing from the Mid-Ohio Regional 
Planning Commission), and Franklin County to address land use, natural resources, 
transportation, public facilities, public services, and historic preservation within its 
planning area.  The Accord was initially adopted in 1997, with amendments adopted 
in 2000 and 2004.  The planning effort to develop the Accord is a result of the 1995 
annexation of 2,026 acres of land in Hamilton Township by the City of Columbus 
and the subsequent 15-year agreement between Hamilton Township and the City of 
Columbus to plan jointly for development in the south central area.  The planning 
area covers approximately 16 square miles and includes portions of LCK.  The area 
is roughly bounded by Interstate 270 to the north, and Hamilton Township to the 
east, south, and west (excluding the villages of Obetz, Groveport, Lockbourne). 
Exhibit D-3 in Appendix D shows a map of the South Central Accord Planning Area.  
The South Central planning area falls under the jurisdiction of two zoning 
authorities.  The Franklin County Zoning Resolution, administered by the Franklin 
County Development Department, covers the unincorporated Hamilton Township 
portions of the area.  The Columbus Zoning Code, administered by the Development 
Regulation Division of the Department of Development, covers portions of the 
planning area within Columbus.10  

                                                 
9  City of Columbus Code, Title 33, Zoning Code, Chapter 3384, Airport Environs Overlay. 
10  South Central Accord. August 1997.  Amended October 2000 and March 2004.  Adopted by 

Hamilton Township Board of Trustees, Columbus City Council, and Board of Franklin County 
Commissioners. 



RICKENBACKER INTERNATIONAL AIRPORT 
FAR PART 150 STUDY FINAL 

Landrum & Brown Chapter Two – Affected Environment 
December 2006 Page 2-14 

Table 2-2 
PERMITTED AND PROHIBITED USES WITHIN THE CITY OF COLUMBUS 
AIRPORT ENVIRONS OVERLAY DISTRICT 
Rickenbacker International Airport 

Subdistrict 
A 

Subdistrict B Subdistrict C 
LAND USE 

65 DNL 70 DNL 75 DNL 
RESIDENTIAL 
Single-, Two-, Three- or Four-Family Y N N 
Apartment Y N N 
Manufactured Housing, Mobile Homes N N N 
Hotels, Motels Y Y N 
Church, House of Worship Y Y N 
Public Park, Noncommercial Recreation Y Y Y 
All Other Residential Y Y N 
COMMERCIAL 
Retail Y Y Y 
Business Services Y Y Y 
Personal Services Y Y N 
Professional Services Y Y Y 
Offices Y Y N 
All Other Commercial Y Y Y 
MANUFACTURING 
Manufacturing, Warehousing, 
Distribution 

Y Y Y 

Parking Facilities Y Y Y 
All Other Manufacturing Y Y Y 
INSTITUTIONAL 
Hospitals, Nursing Homes Y Y N 
Other Medical Facilities Y Y Y 
Educational Facilities Y Y N 
Public Assembly Y Y N 
Government Facilities Y Y Y 
All Other Public and Semi-Public Y Y Y 
INDUSTRIALIZED UNIT N N N 
ALL OTHER USES Y Y Y 

Y = Permitted, N = Prohibited 
Source: City of Columbus Code, Title 33, Zoning Code, Chapter 3384, Airport Environs Overlay. 

The Accord recommends that land use in the Rickenbacker District be primarily 
industrial.  LCK and associated properties comprise well over 50 percent of the 
district.  Two multi-family residential complexes on the airport’s northern edge and 
a cluster of large-lot single-family residential on the airport’s western border are the 
other dominant land uses.  The district also includes a school, a few businesses, a 
church, and two small single-family residential clusters.  The portion of the district 
north of SR 317 is primarily agricultural in use, but is largely zoned for 
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manufacturing with several construction projects already underway.  The villages of 
Groveport to the east and Obetz to the north of the district both plan for industrial 
land uses along their borders.  The Accord recognizes this trend by illustrating the 
area as industrial with existing residential gradually transitioning to industrial uses. 
Extensive buffers and setbacks between industrial and residential land uses to 
minimize negative impacts resulting from this transition are recommended by the 
Accord.  The Accord calls for the preservation of the large-lot single-family area to 
Rickenbacker’s west as well as the multi-family complexes to the north.  The Accord 
also recognizes the continued use of the elementary school located at the 
intersection of SR 317 and Shook Road as well as expanded commercial uses at 
that intersection.  The Accord also recommends access management along Alum 
Creek Drive in the district with service roads to provide access to the interior of the 
large industrial tracts.11   

2.2.3.2   South Alum Creek Neighborhood Plan 

The South Alum Creek Neighborhood Plan was developed to establish long-range 
policies for growth and redevelopment on the south side of the City of Columbus.  
The Plan’s recommendations are designed to guide private investment, build strong 
neighborhoods, preserve the community’s assets, and identify capital improvement 
priorities, as well as to assist the Columbus Development Commission and City 
Council in regulating land use as applications for variances and zoning changes are 
received and reviewed.  The planning area covers 2,700 acres and is located 
approximately 3.5 miles southeast of downtown Columbus.  It is roughly bounded 
by State Route 104 to the north, U.S. 33 and Interstate 270 to the east, the 
CSX railroad tracks south of Williams Road to the south, and the Norfolk Southern 
Railroad tracks east of Fairwood Avenue to the west.  The planning area is zoned for 
varying densities of single-family and multi-family residential, commercial, and 
manufacturing uses.  Nearly half of the planning area is currently developed with 
industrial and manufacturing uses.  The area also contains three large residential 
developments (Alum Crest Acres, Madison Mills, and Williams Creek).  The city’s 
largest metro park, Three Creeks Park, is also located within the planning area and 
accounts for nearly one-third of the planning area.  The recommended land use plan 
for South Alum Creek calls for rezoning and redevelopment of vacant properties for 
various commercial, residential, industrial, manufacturing, metropark, and 
agricultural uses.  Overall, the recommendations call for separation between 
incompatible uses, requiring landscaping and/or screening for new development.12 

2.2.3.3   South Side Plan and Trisouth Neighborhood Plan 

The South Side Plan was adopted by the Columbus City Council in October 2002 
and focuses on a relatively small portion of the city.  Although the South Side Plan 
was developed within the framework of the Columbus Comprehensive Plan, it 

                                                 
11  South Central Accord. August 1997. Amended October 2000 and March 2004. Adopted by 

Hamilton Township Board of Trustees, Columbus City Council, and Board of Franklin County 
Commissioners. 

12  South Alum Creek Neighborhood Plan. Adopted by City Council November 2004. 
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addresses more area-specific issues than the Columbus Comprehensive Plan.  As 
such, its scope is narrower and its recommendations are more neighborhood-based. 
The South Side Planning Area is a fully developed, urban district that is 
approximately 2,700 acres in size. The area is located 1¼ miles south of downtown, 
midway between the core of the city and its southern boundary.  Largely urban in 
nature, the South Side Planning Area is characterized by a mix of residential, 
commercial, industrial/manufacturing, and recreation land uses, as well as vacant 
land.  The plan recommends the preservation and improvement of residential areas, 
encourages revitalization of commercial areas, and serves as a guide for 
redevelopment of vacant lands and development of industrial areas. Strategically 
placed parks, recreation areas, and open spaces are also recommended in the 
plan.13 

The Trisouth Neighborhood Plan was created in 2003 with a similar purpose as the 
South Side Plan, to serve as a blueprint for future development, redevelopment, 
and revitalization of the residential, commercial, industrial, and vacant lands in the 
Trisouth planning area.  This planning area is bounded by SR 104 on the north, the 
railroad tracks west of Alum Creek Drive on the east, Williams Road on the south, 
and the railroad tracks east of Parsons Avenue on the west.  The majority of the 
area consists of distinct residential neighborhoods.  The plan recommends the 
preservation and improvement of residential areas, the revitalization of commercial 
areas, and the redevelopment of vacant land.14  

2.2.3.4 Southeast Area Plan 

The Southeast Area Plan was adopted by the Columbus City Council in January 
2000 to provide land use policies to guide the development and protection of a 
portion of southeast Columbus and Franklin County, particularly as it relates to the 
use of the land within the City of Columbus after annexation.  The Southeast 
planning area is located in southeastern Franklin County and is roughly described as 
a triangle with points at Pickerington, Groveport, and Canal Winchester. The 
northern and western boundary of the study area is Blacklick Creek.  The western 
and southern boundary is U.S. Route 33, and the eastern edge is the Franklin-
Fairfield County line. Although unincorporated territory in Franklin County is not 
bound by the plan, it has been included in the planning area because of the 
possibility of its future annexation to the city of Columbus.  A large portion of the 
12.4 square mile planning area is agricultural in use, including several commercial 
agricultural operations.  Additional land uses in the area include single-family 
residential, multi-family residential, and commercial.  Recommendations of the plan 
state that approximately half of the planning area will be open space, protected 
areas concentrated along waterways, floodplains, and parks, with connections to 
nearby residential areas.  

                                                 
13  The South Side Plan. Adopted by Columbus City Council October 2002. 
14  Trisouth Neighborhood Plan. Prepared by City of Columbus, 2003. 
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Another major focus of the plan is the development of neo-traditional villages, 
which will be pedestrian-oriented, transit-supportive, and mixed-use in nature.  The 
plan calls for an emphasis to be placed on creation of public spaces.15 

2.2.4 VILLAGE OF GROVEPORT 

The Village of Groveport is located approximately four miles northeast of LCK.  The 
Village administers zoning, building, and subdivision regulations within its property 
limits. The existing zoning map for the Village shows a predominance of 
rural/unzoned and residential areas.  Planned future land uses include the transition 
of rural/un-zoned areas to residential and commercial uses.16 

2.2.5 VILLAGE OF CANAL WINCHESTER 

The Village of Canal Winchester is located approximately eight miles northeast of 
LCK.  The Village of Canal Winchester administers zoning, building, and subdivision 
regulations.  The existing zoning map for the Village shows a predominance of low 
density residential and general commercial areas and localized areas of limited 
manufacturing.  Planned future land uses include medium to high density residential 
areas and additional commercial and manufacturing areas.17 

2.2.6 VILLAGE OF OBETZ 

The Village of Obetz is located approximately seven miles north of LCK. The Village 
administers zoning, building, and subdivision regulations.  The Village is currently 
developing a plan for future retail, commercial, and residential development areas.  
Much of the land is zoned as low-density residential or industrial. 

2.2.7 VILLAGE OF LOCKBOURNE 

The Village of Lockbourne is located approximately two miles west of LCK.  The 
Village administers its zoning ordinance that was created between 1993 and 1994.  
The Village is also in the process of formulating a comprehensive plan.  There is 
little undeveloped land within the Village boundaries that is not within the 
floodplain.  Any development would likely occur as a result of annexation.  The 
Village is bound by the Scioto River to the north and the west and airport property 
to the east, therefore development is most likely to occur to the south.  Any 
development other than low-density residential is also dependent upon the 
extension of sanitary sewer service provided by the City of Columbus. 

                                                 
15  The Southeast Area Plan. Adopted by Columbus City Council January 2000. 
16  Village of Groveport Zoning Ordinance, March 2001. Groveport, Ohio Comprehensive Plan, 

September 2003. 
17  Village of Canal Winchester Zoning Map, May 2005. 
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2.3   GROWTH RISK/SIGNIFICANT DEVELOPMENT 
TRENDS 

The Central Ohio Region18 is currently experiencing a rapid growth trend that began 
nearly 20 years ago.  Between 1990 and 2000, the population of the Central Ohio 
Region grew by 15 percent, exceeding that of Cincinnati (nine percent) and 
Cleveland (three percent).  The population of the region is projected to grow by an 
additional 36 percent between 2000 and 2030.  Marked employment growth was 
also seen between 1990 and 2000 with an increase of 18 percent for the Central 
Ohio region.19 

Land use and economic development initiatives near LCK include a Foreign-Trade 
Zone (FTZ) and a planned rail/truck Intermodal Facility to the southwest of LCK. 

The Rickenbacker International Airport area is located within a FTZ.  An FTZ is a site 
within the U.S. that is legally considered outside of Customs territory, which allows 
goods to be brought into the FTZ duty-free and without formal customs entry.  The 
CRAA is grantee and operator of Foreign-Trade Zone No. 138, which encompasses 
nearly 5,000 acres at LCK and can accommodate industrial and aeronautical uses.20 

A planned rail/truck Intermodal Facility at LCK is expected to be operational in 2007 
and is the result of a partnership between CRAA and the Norfolk Southern 
Corporation. The facility will be used for the interchange of shipping containers 
between trains and trucks. The facility has also been designed to provide efficient 
access and economic benefits to companies that also ship air cargo at LCK.21   

Land use in the Central Ohio Region is changing in response to the growth trend. 
The amount of agricultural land decreased by ten percent from the early 1980s 
through the late 1990s.  In the Central Ohio region, Franklin County has 
experienced the largest share of population growth over the past 20 years.  
However, its share of growth is projected to decline in the coming years as the 
surrounding counties attract more people.  Forty percent of new houses are being 
built outside of Franklin County in low density residential areas at the outer edges 
of existing urbanized areas.  Despite the growth trend in areas outside of Franklin 
County, it is estimated that Pickaway County will remain one of the least populated 

                                                 
18  The “Central Ohio Region” is defined by the Mid-Ohio Regional Planning Commission as the area 

contained in the seven counties of Delaware, Fairfield, Franklin, Licking, Madison, Pickaway, and 
Union. Regional Fact Book, Regional Growth Strategy, Central Ohio, Mid-Ohio Regional Planning 
Commission. August 2004. 

19  Regional Fact Book, Regional Growth Strategy, Central Ohio, Mid-Ohio Regional Planning 
Commission. August 2004. 

20  Rickenbacker International Airport. On-line at: http://www.rickenbacker.org/ftz/. 2004. 
21  Rickenbacker International Airport. On-line at: http://www.rickenbacker.org/intermodal/. 2004. 



RICKENBACKER INTERNATIONAL AIRPORT 
FAR PART 150 STUDY FINAL 

Landrum & Brown Chapter Two – Affected Environment 
December 2006 Page 2-20 

counties in the Central Ohio Region in the future.  However future land use maps 
show that the area around LCK is expected to experience an increase in residential 
development. 22  

Predominant land uses in the areas surrounding LCK are medium to high density 
residential (as is seen in the neighborhoods in the southern areas of the City of 
Columbus) and low density to rural residential (as is seen in the villages, townships, 
and unincorporated areas located within the DSA).  Future plans for the counties 
and municipalities within DSA include the preservation of existing residential 
neighborhoods and the development of new neighborhoods and associated 
commercial services.   

Future residential growth near LCK is inevitable and, if not specifically restricted 
through zoning, could occur within areas that receive noise in excess of 65 DNL.  
While there are no known plans for residential development at this time, the area 
south of the airport in northern Pickaway County is the likely location for it to occur.  
Field observations have found a number of new residential developments along 
Route 23, two to three miles southwest of LCK.  North of LCK, land is being 
developed primarily for industrial uses.  In addition, the 65 DNL noise contour does 
not extend as far to the north, further reducing the likelihood that incompatible 
development would occur in this area. 

 

                                                 
22  Regional Fact Book, Regional Growth Strategy, Central Ohio, Mid-Ohio Regional Planning 

Commission.  August 2004. 
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CHAPTER THREE 
BASELINE NOISE EXPOSURE 

3.1   OVERVIEW 

The land uses in the vicinity of Rickenbacker International Airport (LCK) may be 
generally described as compatible with the aircraft noise present there.  Under the 
Federal guidance that indicates significant impact by aircraft noise on incompatible 
land uses within the 65 Day-Night Average Sound Level (DNL) contour (see 
Appendix A, FAA Policies, Guidance, and Regulations), portions of the Village of 
Groveport and portions of Harrison Township southwest of the airport, are 
significantly affected.  It is within these areas that this Part 150 study is primarily 
focused. 

As may be discerned from the description of noise complaint locations and the noise 
measurement program provided in Appendix B, Field Noise Measurements and 
Noise Complaints, residents of areas exposed to noise less than 65 DNL are 
concerned about the noise in their neighborhoods.  No homes are located in the 
65 DNL and greater noise contours.  While FAA guidance does not consider the 
areas exposed to less than 65 DNL to be significantly impacted for Part 150 
purposes, they are exposed to over flights by aircraft that produce single-event 
noise levels, which some residents may find offensive.  Where Part 150 
recommendations can benefit both the areas within and beyond the 65 DNL 
contour, every effort is made to do so.   

Appendix C, Noise Modeling Methodology, presents the information necessary to 
compute the noise exposure patterns in the vicinity of the airport with the 
Integrated Noise Model (INM), Version 6.1.  This information details the operating 
characteristics in use at the airport, the number of operations, and the use of flight 
paths to and from the airport both now and as they are expected to be in 2011.  
Variations from the average noise levels may be in part attributed to unidentified 
ambient noise sources not related to aircraft flight operations. 

This chapter provides information about the current and potential noise levels in 
2011 if no action is taken to change the noise exposure pattern through abatement.  
The noise patterns are presented on exhibits and the numbers of persons and 
housing units that fall within them are quantified. 

3.2   EXISTING (2006) BASELINE NOISE CONTOUR 

The number of operations, runway use, flight track, and trip length data presented 
in Appendix C, Noise Modeling Methodology, are used as input to the INM computer 
model for calculation of noise exposure in the airport environs.  Exhibit 3-1, 
Existing (2006) Noise Contour reflects the average annual noise exposure 
pattern present at the airport during the current baseline period and Table 3-1 
summarizes the area within each noise contour level. 
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Table 3-1 
AREAS WITHIN EXISTING NOISE EXPOSURE CONTOUR (IN SQUARE MILES) 
Rickenbacker International Airport 

CONTOUR 
RANGE 

EXISTING (2006) BASELINE 

60-65 DNL 3.39 
65-70 DNL 1.43 
70-75 DNL 0.55 
75 + DNL 0.92 
65 + DNL 2.90 

Contour: LCK_2005Baseline-rev6 

Source: Landrum & Brown, 2006. 

The noise contour does not represent the noise levels present on any specific day, 
but, rather, represents the energy-average of all 365 days of operation during the 
year.  The noise contour pattern extends from the airport along each extended 
runway centerline, reflective of the flight tracks used by all aircraft.  The relative 
distance of the contour from the airport along each route is a function of the 
frequency of use of each runway end for total arrivals and departures, as well as its 
use at night, and the type of aircraft assigned to it. 

The shape of the noise contour is primarily a function of the combination of flight 
tracks and runway use at LCK.  Currently the airport operates 65 percent of the 
time in south flow (Runways 23L/23R) and 35 percent of the time in north flow 
(Runways 05L/05R).  Between 11:00 p.m. and 7:00 a.m., the airport operates in 
contra-flow.  The contra-flow procedures call for aircraft to arrive from the south on 
Runways 5R and 5L and depart to the south on Runways 23L and 23R.  As a result 
the noise contour is longer and wider to the southwest of the airport than to the 
northeast.   

Southwest of the airport, the noise contour primarily reflects usage by aircraft 
departing to the south and to a lesser degree arriving from the south.  The 65 DNL 
noise contour extends approximately 1.5 miles beyond the south end of 
Runway 23L/05R and Runway 23R/05L, encompassing agricultural land uses 
located in Harrison Township.  Although the FAA defines the 65 DNL as the 
compatibility line, the 60 DNL is shown because it indicates marginal noise impacts.  
The 60 DNL noise contour extends approximately 2.5 miles beyond the south end of 
Runway 23L/05R and Runway 23R/05L, encompassing agricultural and residential 
land uses located in Harrison Township.  The 70 and 75 DNL noise contours remain 
over airport property. 

To the northeast of the airport, the noise contour primarily reflects usage by aircraft 
arriving from the northeast and to a lesser degree aircraft departing to the 
northeast.  The 65 DNL noise contour extends approximately 0.8 miles beyond the 
north end of Runway 23L/05R and Runway 23R/05L, encompassing agricultural 
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land uses in the Village of Groveport.  The 60 DNL noise contour extends 
approximately 1.5 miles beyond the north end of Runway 23L/05R and 
Runway 23R/05L, encompassing agricultural & industrial land uses located in the 
Village of Groveport.  The 70 and 75 DNL contours remain over airport property. 

3.3   FUTURE (2011) BASELINE NOISE CONTOUR  

The baseline noise exposure contour projected for 2011 is presented in 
Exhibit 3-2, Future (2011) Baseline Noise Contour.  This projected contour 
assumes growth as forecasted in the Aviation Activity Forecast for Rickenbacker 
International Airport (See Appendix J).  This forecast was approved by the FAA 
October 2, 2006.  The future 2011 contour is larger than the existing 2006 noise 
contour, owing to an increase in the number of operations.  Table 3-2 provides a 
comparison of the areas within the Existing (2006) and Future (2011) Baseline 
noise exposure patterns. 

Table 3-2 
COMPARISON OF AREAS WITHIN FUTURE (2011) AND EXISTING (2006) 
NOISE EXPOSURE CONTOUR (IN SQUARE MILES) 
Rickenbacker International Airport 

CONTOUR 
RANGE 

FUTURE 
(2011) 

BASELINE 

EXISTING 
(2006) 

BASELINE 
DIFFERENCE 

60-65 DNL 4.03 3.39 0.64 
65-70 DNL 1.78 1.43 0.35 
70-75 DNL 0.67 0.55 0.12 
75 + DNL 1.01 0.92 0.09 
65 + DNL 3.46 2.90 0.56 

Contour: LCK_2005Baseline-rev6/LCK_2011Baseline-rev3 

Source: Landrum & Brown, 2006. 

The Future (2011) noise contour is larger in size than the Existing (2006) noise 
contour.  To the north, the 65 DNL and 60 DNL noise contours extend 
approximately the same distance beyond the end of runways as the existing 
contours, although the width of the contour increases along the east side of the 
60 DNL noise contour.  This increase in width is due to the increase in forecasted 
operations for the year 2011.  To the south, the 65 DNL and 60 DNL contours 
increase uniformly, as compared to the Existing (2006) contours.  The growth in 
the 2011 noise contour is due to the forecasted two percent growth in operations 
by 2011. 
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3.4   BASELINE NOISE CONTOUR INCOMPATIBILITIES 

Identifying and evaluating all land uses within the airport environs is necessary to 
quantify residential and other noise-sensitive land uses impacted by aircraft noise.  
Chapter Two, Affected Environment, and Appendix D, Land Use Assessment 
Methodology, summarize the land use data collection process.  The FAA has created 
land use compatibility guidelines relating types of land use to airport sound levels.  
These guidelines are defined in 14 CFR Part 150, Land Use Compatibility with Yearly 
Day-Night average Sound Levels.  The compatibility table is reproduced in 
Appendix A, FAA Policies, Guidance, and Regulations, of this document (see 
Table A-1).   

These guidelines show the compatibility parameters for residential, public (schools, 
churches, nursing homes, hospitals, libraries), commercial, manufacturing and 
production, and recreational land uses.  All land uses exposed to noise levels below 
the 65 DNL noise contour are generally considered compatible with airport 
operations. 

Summaries of the residential population, housing units, and noise-sensitive facilities 
affected by noise levels exceeding 60 DNL for the Existing (2006) and Future 
(2011) Baseline noise contours are provided in Table 3-3 and Table 3-4.  A 
comparison of the Existing (2006) and Future (2011) is provided in Table 3-5.  

No homes or noise-sensitive facilities (schools, churches, libraries, hospitals, 
nursing homes) are located in the 65 DNL of the Existing (2006) noise contour.  
There are 11 housing units and 30 residents in the 60 DNL of the Existing (2006) 
noise contour.  In 2011, no homes or noise-sensitive facilities will be located in the 
65 DNL noise contour.  There will be 38 housing units and 104 residents in the 
60 DNL of the Future (2011) noise contour.  All of the homes within the 60 DNL of 
both the Existing and Future noise contour are located in Harrison Township in 
Pickaway County. 
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Table 3-3 
EXISTING (2006) BASELINE HOUSING, POPULATION, AND 
NOISE-SENSITIVE FACILITY INCOMPATIBILITIES 
Rickenbacker International Airport 

CATEGORY 60-65 DNL* 65-70 DNL 70-75 DNL 75+ DNL 65+ DNL 

Housing Units 11 0 0 0 0 
Population 30 0 0 0 0 
Noise Sensitive Facilities       
     Schools 0 0 0 0 0 
     Churches 0 0 0 0 0 
     Nursing Homes 0 0 0 0 0 
Area       
     Square Miles 3.39 1.43 0.55 0.92 2.90 
     Acres 2,170 915 352 589 1,856 

Notes:  

* FAA Part 150 Land Use Compatibility Guidelines indicate that residential land uses are compatible 
with noise levels below 65 DNL. 

- Noise contours were generated using the Integrated FAA's Noise Model, Version 6.1 computer 
model. 

- Housing counts are based on field verification.   

- Population numbers are approximate based on the housing counts multiplied by the 2000 census 
block housing to population ratio. 

- Baseline conditions assume the continuation of the existing operating procedures without 
modification. 

- Noise-Sensitive Public Uses include schools, churches, libraries, hospitals, and nursing homes. 

Source: Landrum & Brown, 2006. 
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Table 3-4 
FUTURE (2011) BASELINE HOUSING, POPULATION, AND 
NOISE-SENSITIVE FACILITY INCOMPATIBILITIES 
Rickenbacker International Airport 

CATEGORY 60-65 DNL* 65-70 DNL 70-75 DNL 75+ DNL 65+ DNL 

Housing Units 38 0 0 0 0 
Population 104 0 0 0 0 
Noise Sensitive Facilities       
     Schools 0 0 0 0 0 
     Churches 0 0 0 0 0 
     Nursing Homes 0 0 0 0 0 
Area       
     Square Miles 4.03 1.78 0.67 1.01 3.46 
     Acres 2,579 1,139 429 646 2,214 

Notes:  

* FAA Part 150 Land Use Compatibility Guidelines indicate that residential land uses are compatible 
with noise levels below 65 DNL. 

- Noise contours were generated using the Integrated FAA's Noise Model, Version 6.1 computer 
model. 

- Housing counts are based on field verification.   

- Population numbers are approximate based on the housing counts multiplied by the 2000 census 
block housing to population ratio. 

- Baseline conditions assume the continuation of the existing operating procedures without 
modification. 

- Noise-Sensitive Public Uses include schools, churches, libraries, hospitals, and nursing homes. 

Source: Landrum & Brown, 2006 
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Table 3-5   
EXISTING (2006) BASELINE VERSUS FUTURE (2011) BASELINE HOUSING, 
POPULATION, AND NOISE-SENSITIVE FACILITY INCOMPATIBILITIES 
Rickenbacker International Airport 
 

CATEGORY 
EXISTING (2006) 

BASELINE 
FUTURE (2011) 

BASELINE 
Housing Units   

60-65 DNL* 11 38 
65-70 DNL 0 0 
70-75 DNL 0 0 
75+ DNL 0 0 
65+ DNL 0 0 

Population   
60-65 DNL* 30 104 
65-70 DNL 0 0 
70-75 DNL 0 0 
75+ DNL 0 0 
65+ DNL 0 0 

Noise Sensitive Facilities (Schools, 
Churches, and Nursing Homes) 

  

60-65 DNL* 0 0 
65-70 DNL 0 0 
70-75 DNL 0 0 
75+ DNL 0 0 
65+ DNL 0 0 

Area   
     Square Miles   

60-65 DNL* 3.39 4.03 
65-70 DNL 1.43 1.78 
70-75 DNL 0.55 0.67 
75+ DNL 0.92 1.01 
65+ DNL 2.90 3.46 

     Acres   
60-65 DNL* 2,170 2,579 
65-70 DNL 915 1,139 
70-75 DNL 352 429 
75+ DNL 589 646 
65+ DNL 1,856 2,214 
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Table 3-5, Continued   
EXISTING (2006) BASELINE VERSUS FUTURE (2011) BASELINE HOUSING, 
POPULATION, AND NOISE-SENSITIVE FACILITY INCOMPATIBILITIES 
Rickenbacker International Airport 

Notes:  

* FAA Part 150 Land Use Compatibility Guidelines indicate that residential land uses are compatible 
with noise levels below 65 DNL. 

- Noise contours were generated using the Integrated FAA's Noise Model, Version 6.1 computer 
model. 

- Housing counts are based on field verification.   

- Population numbers are approximate based on the housing counts multiplied by the 2000 census 
block housing to population ratio. 

- Baseline conditions assume the continuation of the existing operating procedures without 
modification. 

- Noise-Sensitive Public Uses include schools, churches, libraries, hospitals, and nursing homes. 

Source: Landrum & Brown, 2006 
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CHAPTER FOUR 
NOISE COMPATIBILITY PROGRAM 

The culmination of the Federal Aviation Regulation (FAR) Part 150 planning process 
is the development of a set of measures designed to enhance the compatibility 
between the airport and its surrounding environs.  This chapter presents previous 
measures from the 1998 Part 150 program that are either being continued as is, 
continued with modifications, or are being withdrawn.  These include noise 
abatement, land use mitigation, and implementation measures designed to reduce 
or mitigate the impact of aircraft noise upon the surrounding community.  The 
measures recommended for implementation for the Rickenbacker International 
Airport (LCK) have resulted from the planning process described throughout this 
document.  There are four noise abatement measures that are carried over from 
the approved 1998 Part 150 Plan.  No new noise abatement measures are 
recommended for implementation.  The approved 1998 Part 150 Plan included 17 
land use mitigation measures (LU-1 through LU-17) which have been 
incorporated into five new measures (LU-18 through LU-22).  These land use 
mitigation measures relate to the future development of land and mitigation of 
aircraft noise impacts.  Six implementation measures (IM-1 through IM-6) relate 
to the oversight and management of the implementation of the measures.  
Appendix E, Noise Abatement Alternatives, and Appendix F, Land Use Alternatives, 
include a list of all alternatives assessed for the Noise Compatibility Program (NCP).  
Appendix G, Public Involvement, contains meeting materials and a discussion of 
Planning Advisory Committee (PAC) meetings, technical conferences, and public 
meetings.  These meetings were integral in the development and evaluation of all 
NCP measures. 

The measures are presented as a series of plates that summarize pertinent 
information required about each of the measures by FAR Part 150 guidance.  This 
information includes: 

• A description and the background and intent of the measure 

• The anticipated effect on land use compatibility 

• The party(ies) responsible for implementation 

• The steps necessary for implementation, its anticipated cost, and the 
projected timing of implementation 

• The relationship to other planning programs and other measures 

Where helpful for clarification, an exhibit associated with the measure is provided.  
Table 4-1 summarizes the measures included in LCK’s NCP. 

Following the plates for individual program measures is an exhibit showing the NCP 
map which incorporates each of the recommended program measures, as well as a 
description of the population, housing, and noise-sensitive land use impacts 
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associated with its full implementation.  The final section of this chapter 
summarizes the anticipated costs of implementing the NCP and provides an 
implementation schedule for the program.  As discussed previously, the approval of 
the NCP by the Federal Aviation Administration (FAA) does not commit the FAA or 
the Columbus Regional Airport Authority (CRAA) to the costs or the implementation 
schedule listed in this document.  This information is provided here as a planning 
tool to assist the implementation of the NCP. 

Implementation of the new recommended land use measures LU-20 and LU-21 is at 
the discretion of the CRAA and subject to available funding from both the FAA and 
CRAA.  Implementation of the remaining land use measures (LU-18, LU-19, and 
LU-22) is solely at the discretion of local governments and other local agencies. 
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Table 4-1  
NOISE COMPATIBILITY PROGRAM RECOMMENDATIONS 
Rickenbacker International Airport 

Measure 
Responsible 

Party Cost to Airport 
Cost to Local 
Governments 

Cost to 
Users Implementation  

Noise Abatement Recommendations 
NA-1 Straight-out departures 
of itinerant aircraft from 
Runways 23L/R until reaching 
3,000 feet MSL before turning 
on course.  (This is a 
modification of NA-1 to reflect 
the current point at which 
aircraft are released to make 
turns) 

CRAA, FAA None None None This measure is 
currently 
implemented. 

NA-2 Formalize civil noise 
abatement procedures which 
include: right turns to a 070 
degree heading after departing 
to the northeast and observing 
a preferential reverse flow 
runway use for civil jet aircraft. 

CRAA, FAA None None None This measure is 
currently 
implemented. 

NA-3 Formalize military noise 
abatement procedures which 
include: right turns to a 070 
degree heading after departing 
to the northeast, preferential 
southwest flow for touch-and-
go operations, and observing 
preferential reverse flow 
runway use. 

CRAA, FAA, 
Ohio Air 
National 
Guard 

None None None This measure is 
currently 
implemented. 
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Table 4-1, Continued 
NOISE COMPATIBILITY PROGRAM RECOMMENDATIONS 
Rickenbacker International Airport 

Measure 
Responsible 

Party Cost to Airport 
Cost to Local 
Governments 

Cost to 
Users Implementation 

Land Use Recommendations 
NA-4 Implement periodic noise 
monitoring procedures within 
the Airport environs.  (This 
measure is being withdrawn 
and replaced with 
recommended measure IM-6) 

n/a n/a n/a n/a This measure is 
being withdrawn. 

LU-1 Implement compatible 
use rezoning in the Village of 
Groveport; Franklin County; 
Harrison, Madison, and Scioto 
Townships in Pickaway County; 
and property annexed by the 
City of Columbus.  (This 
measure is being withdrawn 
and replaced with 
recommended measures LU-18 
and LU-19)  

n/a n/a n/a n/a This measure is 
being withdrawn. 
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Table 4-1, Continued 
NOISE COMPATIBILITY PROGRAM RECOMMENDATIONS 
Rickenbacker International Airport 

Measure 
Responsible 

Party Cost to Airport 
Cost to Local 
Governments 

Cost to 
Users Implementation 

LU-2 Adopt noise overlay 
zoning, within the 60 DNL 
noise contour, in the Village of 
Groveport, Franklin County, 
the City of Columbus, and 
Harrison and Scioto Townships 
in Pickaway County, and if 
property within the proposed 
noise overlay boundary is 
annexed by Canal Winchester, 
it is recommended that Canal 
Winchester also adopt noise 
overlay zoning.  (This measure 
is being withdrawn and 
replaced with recommended 
measures LU-18 and LU-19) 

n/a n/a n/a n/a This measure is 
being withdrawn.   

LU-3 Adopt height and hazard 
zoning.  (This measure was 
withdrawn prior to this NCP 
update) 

n/a n/a n/a n/a This measure has 
been withdrawn. 
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Table 4-1, Continued 
NOISE COMPATIBILITY PROGRAM RECOMMENDATIONS 
Rickenbacker International Airport 

Implementation 
Measure 

Responsible 
Party Cost to Airport 

Cost to Local 
Governments 

Cost to 
Users Schedule Target 

LU-4 Adopt floodplain zoning 
in Harrison and Scioto 
Townships, Pickaway County.  
(This measure was completed 
and is therefore being 
withdrawn) 

n/a n/a n/a n/a This measure has 
been completed and 
is being withdrawn. 

LU-5 Amend the subdivision 
regulations of the Village of 
Groveport, and Franklin and 
Pickaway Counties by adopting 
measures requiring the 
dedication of avigation 
easements and the recording 
on plats a notice of potentially 
high aircraft noise levels for 
any new subdivisions within a 
noise overlay zone.  The 
Subdivision Code of the 
Columbus City Codes, 1959 
may be used as the model 
ordinance and the 60 DNL 
noise contour as the delimiter 
for implementation.  (This 
measure is being withdrawn 
and replaced with 
recommended measures LU-
18, LU-19, LU-20 and LU-21) 

n/a n/a n/a n/a This measure is 
being withdrawn. 
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Table 4-1, Continued 
NOISE COMPATIBILITY PROGRAM RECOMMENDATIONS 
Rickenbacker International Airport 

Implementation 
Measure 

Responsible 
Party Cost to Airport 

Cost to Local 
Governments 

Cost to 
Users Schedule Target 

LU-6 The villages of 
Groveport, Canal Winchester, 
and Lockbourne, and the City 
of Columbus should adopt 
relevant parts of the Part 150 
Study as an element of their 
comprehensive plans.  The land 
use regulatory jurisdictions of 
Franklin and Pickaway Counties 
should incorporate the Part 150 
recommendations as planning 
guidelines if comprehensive 
plans are adopted in the 
future.  (This measure is being 
withdrawn and replaced with 
recommended measures LU-18 
and LU-19) 

n/a n/a n/a n/a This measure is 
being withdrawn. 

 



RICKENBACKER INTERNATIONAL AIRPORT 
FAR PART 150 NOISE COMPATIBILITY STUDY FINAL 

Landrum & Brown Chapter 4 – Noise Compatibility Plan 
December 2006 Page 4-8 

Table 4-1, Continued 
NOISE COMPATIBILITY PROGRAM RECOMMENDATIONS 
Rickenbacker International Airport 

Measure 
Responsible 

Party Cost to Airport 
Cost to Local 
Governments 

Cost to 
Users Implementation 

LU-7 Encourage the adoption 
of policies in the villages of 
Groveport and Canal 
Winchester, and the City of 
Columbus in Franklin County; 
and Village of Ashville and 
Harrison Township in Pickaway 
County to discourage the 
extension of public water and 
sewer systems into noise-
impacted unincorporated areas 
of Franklin and Pickaway 
Counties, unless those areas 
are zoned for commercial or 
industrial use and hook-ups for 
new residential developments 
are prohibited.  (This measure 
is being withdrawn and 
replaced with recommended 
measures LU-18 and LU-19) 

n/a n/a n/a n/a This measure is 
being withdrawn. 
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Table 4-1, Continued 
NOISE COMPATIBILITY PROGRAM RECOMMENDATIONS 
Rickenbacker International Airport 

Measure 
Responsible 

Party Cost to Airport 
Cost to Local 
Governments 

Cost to 
Users Implementation 

LU-8 Establish and adopt 
guidelines for discretionary 
project review for all 
jurisdictions within the 60 DNL 
noise contour (the Village of 
Groveport; Hamilton and 
Madison Townships, Franklin 
County; Harrison, Madison, 
and Scioto Townships, 
Pickaway County; and the City 
of Columbus).  (This measure 
is being withdrawn and 
replaced with recommended 
measures LU-18 and LU-19) 

n/a n/a n/a n/a This measure is 
being withdrawn. 
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Table 4-1, Continued 
NOISE COMPATIBILITY PROGRAM RECOMMENDATIONS 
Rickenbacker International Airport 

Measure 
Responsible 

Party Cost to Airport 
Cost to Local 
Governments 

Cost to 
Users Implementation 

LU-9 Guaranteed purchase of 
homes within the 65 DNL noise 
contour.  Implementation of 
this approved 1989 measure 
has been completed with the 
exception of one homeowner 
who declined participation in 
the program.  This measure 
should be continued for this 
one property with or without 
the development of an air 
cargo hub.  (This measure is 
being withdrawn and replaced 
with recommended measures 
LU-20 and LU-21) 

n/a n/a n/a n/a This measure is 
being withdrawn. 
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Table 4-1, Continued 
NOISE COMPATIBILITY PROGRAM RECOMMENDATIONS 
Rickenbacker International Airport 

Measure 
Responsible 

Party Cost to Airport 
Cost to Local 
Governments 

Cost to 
Users Implementation 

LU-10 Guaranteed purchase of 
undeveloped land within the 70 
DNL noise contour.  (This 
measure is being withdrawn and 
replaced with recommended 
measures LU-20 and LU-21) 

n/a n/a n/a n/a This measure is 
being withdrawn. 

LU-11 Revoke previously 
approved measure, designed to 
obtain FAA authorization and 
funding to allow the purchase of 
avigation easements over 
existing residential buildings 
northeast and southwest of the 
Airport, as changes in the noise 
contours have resulted in no 
structures currently being 
eligible to participate in the FAA 
avigation easement program.  
Structures in these areas were 
deemed eligible to participate in 
this program in 1989 based on 
the NCP noise contours.  In lieu 
of this measure, the 
Rickenbacker Port Authority will 
investigate establishing a local 
program, dependent upon 
funding availability.  (This 
measure was withdrawn prior to 
this NCP update) 

n/a n/a n/a n/a This measure was in 
the 1998 NCP. 
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Table 4-1, Continued 
NOISE COMPATIBILITY PROGRAM RECOMMENDATIONS 
Rickenbacker International Airport 

Measure 
Responsible 

Party Cost to Airport 
Cost to Local 
Governments 

Cost to 
Users Implementation 

LU-12 Guaranteed purchase or 
avigation easement purchase 
of selected homes in the 
forecasted 1992 70 DNL noise 
contour.  (This measure was 
completed and is therefore 
being withdrawn) 

n/a n/a n/a n/a This measure is 
being withdrawn. 

LU-13 Purchase development 
rights on specific parcels of 
undeveloped land within the 
1992 65 DNL noise contours.  
(This measure was withdrawn 
prior to this NCP update) 

n/a n/a n/a n/a This measure is 
being withdrawn. 

LU-14 
Soundproofing/relocation of 
schools (Groveport Elementary 
and Groveport-Madison 
Freshman School).  (This 
measure was completed and is 
therefore being withdrawn) 

n/a n/a n/a n/a This measure is 
being withdrawn. 
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Table 4-1, Continued 
NOISE COMPATIBILITY PROGRAM RECOMMENDATIONS 
Rickenbacker International Airport 

Measure 
Responsible 

Party Cost to Airport 
Cost to Local 
Governments 

Cost to 
Users Implementation 

LU-15 Encourage all 
jurisdictions within the 60 DNL 
noise contour to create a series 
of interrelated land use 
controls designed to prevent 
the development of 
incompatible land uses.  The 
City of Columbus zoning, 
subdivision, and building code 
regulations may be used as the 
model ordinance. (This 
measure is being withdrawn 
and replaced with 
recommended measures LU-18 
and LU-19) 

n/a n/a n/a n/a This measure is 
being withdrawn. 
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Table 4-1, Continued 
NOISE COMPATIBILITY PROGRAM RECOMMENDATIONS 
Rickenbacker International Airport 

Measure 
Responsible 

Party Cost to Airport 
Cost to Local 
Governments 

Cost to 
Users Implementation 

LU-16 Encourage the City of 
Columbus to amend the 
“Purpose” paragraphs of the 
zoning, subdivision, and building 
codes of the Columbus City 
Codes, 1959, to include 
Rickenbacker International 
Airport.  (Zoning Code:  Section 
3384.01, Airport Environs 
Overlay; Subdivision Code:  
Section 3123.22, Airport 
Environs Subchapter; and 
Building Code:  Section 4191.01, 
Airport Environs.)  (This measure 
is being withdrawn and replaced 
with recommended measures LU-
18 and LU-19) 

n/a n/a n/a n/a This measure is being 
withdrawn. 

LU-17 Develop a program for 
the guaranteed purchase of 22 
homes within the 65 DNL noise 
contour, contingent upon the 
development of an air cargo hub. 
(This measure is being 
withdrawn and replaced with 
recommended measures LU-20 
and LU-21) 

n/a n/a n/a n/a This measure is being 
withdrawn. 
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 Table 4-1, Continued 
NOISE COMPATIBILITY PROGRAM RECOMMENDATIONS 
Rickenbacker International Airport 

Measure 
Responsible 

Party Cost to Airport 
Cost to Local 
Governments 

Cost to 
Users Implementation 

LU-18 Develop an Airport 
Land Use Management District 
(ALUMD) based on the Future 
Noise Exposure Map/Noise 
Compatibility Plan noise 
contour, natural geographic 
and jurisdictional boundaries. 

Villages of 
Groveport and 
Canal 
Winchester; 
Franklin 
County 
Planning and 
Zoning; 
Pickaway 
County; 
Township 
Trustees of 
Madison and 
Hamilton 
Townships in 
Franklin 
County, and of 
Madison, 
Harrison, and 
Scioto 
Townships in 
Pickaway 
County, City 
of Columbus, 
CRAA. 

$15,000 Minimal None This program may be 
offered upon FAA 
approval and the 
availability of FAA 
and CRAA funding. 

 



RICKENBACKER INTERNATIONAL AIRPORT 
FAR PART 150 NOISE COMPATIBILITY STUDY FINAL 

Landrum & Brown Chapter 4 – Noise Compatibility Plan 
December 2006 Page 4-16 

Table 4-1, Continued 
NOISE COMPATIBILITY PROGRAM RECOMMENDATIONS 
Rickenbacker International Airport 

Measure 
Responsible 

Party Cost to Airport 
Cost to Local 
Governments 

Cost to 
Users Implementation 

LU-19 Implement land use 
controls to discourage 
residential development and 
encourage airport compatible 
development within the Airport 
Land Use Management District 
(ALUMD). 

Villages of 
Groveport 
and Canal 
Winchester; 
Franklin 
County 
Planning and 
Zoning; 
Pickaway 
County; 
Township 
Trustees of 
Madison and 
Hamilton 
Townships in 
Franklin 
County, and 
of Madison, 
Harrison, and 
Scioto 
Townships in 
Pickaway 
County, City 
of Columbus, 
CRAA. 

$25,000 to 
$35,000 annually 

Minimal None This program may be 
offered upon FAA 
approval and the 
availability of FAA 
and CRAA funding. 
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Table 4-1, Continued 
NOISE COMPATIBILITY PROGRAM RECOMMENDATIONS 
Rickenbacker International Airport 

Measure 
Responsible 

Party Cost to Airport 
Cost to Local 
Governments 

Cost to 
Users Implementation 

LU-20 Offer acquisition to 
undeveloped properties within 
the 65 DNL noise contour of 
the Future (2011) Noise 
Exposure Map/Noise 
Compatibility Program. 

CRAA (subject 
to the 
availability of 
FAA and local 
matching 
funding). 

Assuming a 100% 
participation rate, 
at $50,000 to 
$75,000 per acre1, 
the total purchase 
price would be 
between 
$29,450,000 and 
$44,175,000. 

None None This program may be 
offered upon FAA 
approval and the 
availability of FAA 
and CRAA funding.  

LU-21 For those properties 
that are offered but unwilling 
to be acquired through LU-20, 
offer avigation easements for 
undeveloped properties within 
the 65 DNL noise contour of 
the Future (2011) Noise 
Exposure Map/Noise 
Compatibility Program. 

CRAA (subject 
to the 
availability of 
FAA and local 
matching 
funding). 

Assuming a 100% 
participation rate, 
at $5,000 to 
$7,500 per acre, 
the total purchase 
price would be 
between 
$2,945,000 and 
$4,418,000. 

None None This program may be 
offered upon FAA 
approval and the 
availability of FAA 
and CRAA funding. 

                                                 
1  Based upon recent property transactions within the area of LCK 
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Table 4-1, Continued 
NOISE COMPATIBILITY PROGRAM RECOMMENDATIONS 
Rickenbacker International Airport 

Measure 
Responsible 

Party Cost to Airport 
Cost to Local 
Governments 

Cost to 
Users Implementation 

LU-22 Seek the cooperation of 
the Board of Realtors to 
participate in a voluntary fair 
disclosure program for 
property located within the 
Airport Land Use Management 
District (ALUMD). 

Columbus 
Area Board of 
Realtors and 
Homebuilders 
Association. 

Approximately 
$10,000 for 

outside consulting 
assistance 

None None This program may be 
offered upon FAA 
approval and the 
availability of FAA 
and CRAA funding. 

IM-1 Establish a Noise 
Abatement Committee (NAC) 

CRAA $5,000 to $15,000 
annually 

(depending on 
frequency and type 

of meetings) 

None None Previously 
implemented but no 
longer active.  Could 
be reestablished if 
determined to be 
necessary. 

IM-2 Provide for noise 
monitoring and noise contour 
updates if operating levels 
increase by 17 percent.  (This 
measure is being withdrawn 
and replaced with currently 
approved measure IM-4.) 

n/a n/a n/a n/a This measure is 
being withdrawn. 

IM-3 Establish/continue a 
noise complaint response 
program 

CRAA None2 None None 2007 and continuing 

                                                 
2  The CRAA has a noise complaint system located at Port Columbus International Airport (CMH).  This system handles complaints at all 

three airports managed by the CRAA (CMH, LCK, and Bolton Field (TZR)).  Therefore, no additional funding is necessary. 
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Table 4-1, Continued 
NOISE COMPATIBILITY PROGRAM RECOMMENDATIONS 
Rickenbacker International Airport 

Measure 
Responsible 

Party Cost to Airport 
Cost to Local 
Governments 

Cost to 
Users Implementation 

Implementation Recommendations 
IM-4 Periodic review and 
update of Noise Exposure Maps 
and Noise Compatibility 
Program 

CRAA, FAA NEMs ($100,000) 
NCPs ($300,000) 

None None Update NEMS in 
2009 and NCP in 
2011/2012, unless 
required earlier by 
changed conditions.  

IM-5 Develop a public 
information program to 
communicate information 
about the Noise Compatibility 
Program  

CRAA $75,000 one time 
cost and $25,000 
annually 

None None 2007 and continuing 
however 
improvements can 
take place after 
obtaining FAA and 
CRAA funding. 

IM-6 Provide for upgrades/ 
enhancement of the Columbus 
Regional Airport Authority’s 
(CRAA) Airport Noise & Flight 
Track Monitoring System for 
Rickenbacker International 
Airport (LCK) 

CRAA Multilateration 
system: $200,000 
to $300,000.  
ATCT voice 
recording system: 
$25,000 to 
$50,000.  Three 
permanent noise 
monitors: $50,000 
to $60,000.  One 
temporary noise 
monitor: $10,000 
to $15,000. 

None None This program may be 
offered upon FAA 
approval and the 
availability of FAA 
and CRAA funding. 
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NOISE COMPATIBILITY PROGRAM MEASURE:  NA-1 EXHIBIT: N/A  

Description:  Straight-out departures of itinerant aircraft from Runways 23L/R until 
reaching 3,000 feet MSL before turning on course. 
 
Background and Intent:  Approved Measure NA-1 originally recommended air traffic 
procedures which held aircraft on runway heading until reaching 3,800 feet mean sea level 
(MSL) (approximately 3,000 feet above ground level (AGL)) before turning on course.  This 
measure was designed to minimize the impacts on the surrounding communities by focusing 
the noise in a specific corridor over the river and floodplain areas.  However, the measure 
was implemented with turns occurring at 3,000 feet MSL due to the airspace structure of 
the entire area.  Discussions with the Port Columbus International Airport (CMH) Air Traffic 
Control Tower (ATCT) were conducted to determine if it was feasible to raise the altitude to 
3,800 feet MSL as was originally intended.  The result was that while it may be feasible, the 
impact on the airspace would require a redesign of the Columbus area system and maybe 
the sector to the south of Columbus.  For those reasons, it was determined that the 
3,000-foot MSL turn point was the most appropriate option. 
 
Relationship to 1998 NCP:  Updates and modifies approved Measure NA-1 of 1998 
Part 150 Noise Compatibility Program (NCP). 
 
Land Use Compatibility Improvement:  n/a 
 
Responsible Implementing Parties:  n/a 
 
Implementation Steps, Costs, and Phasing: 

Steps:  The description of this measure is being modified to make it consistent with what 
has actually been implemented.  Therefore, no action or steps are required. 

Costs:  No additional costs. 

Schedule:  The program has been initiated and will continue without interruption. 
 
Effects on Other Programs/Measures:  The measure is not expected to impact upon 
other measures or existing programs. 
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NOISE COMPATIBILITY PROGRAM MEASURE:  NA-2 EXHIBIT: N/A  

Description:  Formalize civil noise abatement procedures which include: right turns to a 
070 degree heading after departing to the northeast and observing a preferential reverse 
flow runway use for civil jet aircraft. 
 
Background and Intent:  Approved Measure NA-2 implemented air traffic procedures 
which turned aircraft to the right as soon as practicable when departing to the northeast.  
This measure was designed to minimize the noise impacts on the surrounding communities 
and to ensure safe and efficient use of the airspace with Port Columbus International Airport 
(CMH).  This 070-degree heading will further reduce the noise impacts to the surrounding 
communities while maintaining safe and efficient use of the airspace.  The preferential 
reverse flow runway use during nighttime hours3 is recommended for continuation in the 
updated Noise Compatibility Program (NCP). 
 
Relationship to 1998 NCP:  Continues approved Measure NA-2 of 1998 Part 150 NCP. 
 
Land Use Compatibility Improvement:  n/a 
 
Responsible Implementing Parties:  n/a 
 
Implementation Steps, Costs, and Phasing: 

Steps:    No additional steps. 

Costs:  No additional costs. 

Schedule:  The program has been initiated and will continue without interruption. 
 
Effects on Other Programs/Measures:  The measure is not expected to impact upon 
other measures or existing programs. 

 

                                                 
3 Nighttime hours, as defined by the Rickenbacker Port Authority, are between 11:00 p.m. and 

7:00 a.m. local time. 
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NOISE COMPATIBILITY PROGRAM MEASURE:  NA-3 EXHIBIT: N/A  

Description:  Formalize military noise abatement procedures which include: right turns to a 
070 degree heading after departing to the northeast, preferential southwest flow for touch-
and-go operations, and observing preferential reverse flow runway use. 
 
Background and Intent:  Approved Measure NA-3 implemented air traffic procedures 
which turned aircraft to the right as soon as practicable when departing to the northeast.  
This measure was designed to minimize the noise impacts on the surrounding communities 
and to ensure safe and efficient use of the airspace with Port Columbus International Airport 
(CMH).  This 070-degree heading will further reduce the noise impacts to the surrounding 
communities while maintaining safe and efficient use of the airspace.  The preferential 
reverse flow runway use during nighttime hours4 and the preferential southwest flow for 
touch-and-go operations is recommended for continuation in the updated Noise 
Compatibility Program (NCP). 
 
Relationship to 1998 NCP:  Continues approved Measure NA-3 of 1998 Part 150 NCP. 
 
Land Use Compatibility Improvement:   n/a 
 
Responsible Implementing Parties:  Port Columbus and Rickenbacker International 
Airport’s Air Traffic Control Towers. 
 
Implementation Steps, Costs, and Phasing: 

Steps:    No additional steps. 

Costs:  No additional costs. 

Schedule:  The program has been initiated and will continue without interruption. 
 
Effects on Other Programs/Measures:  The measure is not expected to impact upon 
other measures or existing programs. 

 

                                                 
4 Nighttime hours, as defined by the Rickenbacker Port Authority, are between 11:00 p.m. and 

7:00 a.m. local time. 
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NOISE COMPATIBILITY PROGRAM MEASURE:  NA-4 EXHIBIT: N/A  

Description:  Implement periodic noise monitoring procedures. (This measure is being 
withdrawn and replaced with recommended measure IM-6) 
 
Background and Intent:  The original intent of implementing a periodic noise monitoring 
system was to serve five purposes:  to measure the noise events in the vicinity of the 
airport, to determine the effectiveness of the Noise Compatibility Program (NCP), to 
document patterns of runway usage, to detect and identify unusual aircraft noise events, 
and to provide an objective basis for refinement of the NCP.  Noise monitoring could also 
measure single-event noise levels at selected locations; measure cumulative noise levels at 
the same locations; separate aircraft noise events from other community noise; record the 
data required to identify the source of individual noise events; determine runway use; and 
to store, manage, and report data on noise levels and runway use.  Such a noise monitoring 
system would compute noise exposure only at the locations of the microphones; it would 
not be used to prepare noise contours.  It could, however, be used to compare the 
measured noise levels with the computed noise levels at the monitored locations.  This 
measure is being withdrawn and the original intent will now be incorporated into 
recommended measure IM-6.  
 
Relationship to 1998 NCP:  Withdraws approved Measure NA-4 of 1998 Part 150 NCP. 
 
Land Use Compatibility Improvement:   n/a 
 
Responsible Implementing Parties:  n/a 
 
Implementation Steps, Costs, and Phasing: 

Steps:    n/a 

Costs:  n/a 

Schedule:  n/a 
 
Effects on Other Programs/Measures:  The withdrawal of this measure is not expected 
to adversely affect any other mitigation program measures. 
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NOISE COMPATIBILITY PROGRAM MEASURE:  LU-1 EXHIBIT:  N/A 

Description:  Implement compatible use rezoning in the Village of Groveport; Franklin 
County; Harrison, Madison, and Scioto Townships in Pickaway County; and property 
annexed by the City of Columbus. (This measure is being withdrawn and replaced 
with recommended measures LU-18 and LU-19) 
 
Background and Intent:   This measure would be most easily implemented in areas where 
the land is undeveloped and located adjacent to airport property or within the 70+ 
Day-Night Average Sound Level (DNL) noise contour.  The primary areas of rezoning would 
include land surrounding the airfield to the north/northeast, southeast, and 
south/southwest.  The rezoning of these areas should be consistent with each jurisdiction’s 
comprehensive plan or zoning resolution (ordinance). 
 
The zoning classification of the parcels identified for compatible use rezoning is identified by 
jurisdiction as follows: 
 

• Franklin County (Madison Township) Farm Residence (FR) 

• Village of Groveport Planned Low Density Residential (PR-6) 

• Harrison Township (Pickaway County Farm Residential (FR-1) 

• Madison Township (Pickaway County) Farm Residence (FR) 

• Scioto Township (Pickaway County) Agricultural Estate District (AE) 

This measure would also include any property which is annexed by the City of Columbus in 
the future.  Implementation of this measure would assure future land use compatibility in 
the airport area. 
 
This measure was never fully implemented due in part to the changing definition of the 
boundary for which it was to be implemented and the reluctance on part of the local 
jurisdictions to implement the measure.  Therefore, this measure is being withdrawn and 
replaced with recommended Measures LU-18 and LU-19. 
 
Land Use Compatibility Improvement:  n/a 
 
Responsible Implementing Parties:  n/a 
 
Implementation Steps, Costs, and Phasing: 

Steps:   n/a 

Costs:  n/a 

Schedule:  n/a 
 
Effects on Other Programs/Measures:   The withdrawal of this measure is not expected 
to adversely affect any other mitigation program measures. 
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NOISE COMPATIBILITY PROGRAM MEASURE:  LU-2 EXHIBIT:  N/A 

Description:  Adopt noise overlay zoning, within the 60 Day-Night Average Sound Level 
(DNL) noise contour, in the Village of Groveport, Franklin County, the City of Columbus, and 
Harrison and Scioto Townships in Pickaway County, and if property within the proposed 
noise overlay boundary is annexed by Canal Winchester, it is recommended that Canal 
Winchester also adopt noise overlay zoning.  (This measure is being withdrawn and 
replaced with recommended measures LU-18 and LU-19) 
 
Background and Intent:  This is a withdrawal of approved Measure LU-2 which 
recommended the implementation of noise overlay zoning.  Overlay zoning recognizes the 
underlying land use while at the same time regulating specific uses within the zone.  An 
overlay zone placed over existing zoning will add, modify, or eliminate one or more 
conditions while not affecting the conditions of the existing zone.  Overlay zones are used in 
specific cases for specific reasons such as to stipulate requirements for sound attenuation in 
new residential construction.  Measure LU-2 of the 1989 Noise Compatibility Program (NCP) 
recommended the implementation of overlay zoning in the Village of Groveport, Franklin 
County, and Harrison Township, Pickaway County.  The Village of Groveport updated its 
zoning ordinance to include an airport noise overlay zone out to the 60 DNL in 2001.  
Franklin County’s zoning ordinance was amended and adopted in 1996 with an AEO-Airport 
Noise Overlay Zone which encompasses the 65 DNL noise contour.  The implementation of 
noise overlay zoning was not initiated in Harrison Township or any of the other jurisdictions. 

Measure LU-2, was modified for the 1998 NCP update to recommend noise overlay zoning 
for all jurisdictions within the 60 DNL of the 2002 noise contour.  In addition to the Village 
of Groveport and Franklin County, the 60 DNL contour also penetrates the Scioto Township 
jurisdictional boundary located southwest of the airfield.  In keeping with the approved 
measures of the 1989 NCP, the City of Columbus and Scioto Township were also included in 
the recommendation to adopt noise overlay zoning within the 60 DNL noise contour.  
However, no further action by these jurisdictions occurred. 
 
Land Use Compatibility Improvement:  n/a 
 
Responsible Implementing Parties:  n/a. 
 
Implementation Steps, Costs, and Phasing: 

Steps:  n/a 

Costs:  n/a 

Schedule:  n/a 
 
Effects on Other Programs/Measures:   The withdrawal of this measure is not expected 
to adversely affect any other mitigation program measures. 
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NOISE COMPATIBILITY PROGRAM MEASURE:  LU-3 EXHIBIT:  N/A 

Description:  Adopt height and hazard zoning.  (This measure was withdrawn prior to 
this NCP update) 
 
Background and Intent:  This measure was withdrawn prior to the approval of the 1989 
Noise Compatibility Program (NCP).  The 1989 Part 150 Study recommended the adoption 
of height and hazard zoning to prevent encroachments into the Code of Federal Regulations 
(CFR) Part 77 approach and control surfaces around the airport, pursuant to the model 
regulations in the Federal Aviation Administration (FAA) Advisory Circular 150/5190-4A.  
This is not a Part 150 measure.  The Village of Groveport adopted an “airport hazard 
boundary overlay” along with their airport environs boundary overlay in 2001. 
 
Land Use Compatibility Improvement: n/a. 
 
Responsible Implementing Parties:  n/a. 
 
Implementation Steps, Costs, and Phasing: 

Steps:  n/a 

Costs:  n/a 

Schedule:  n/a 
 
Effects on Other Programs/Measures:  The withdrawal of this measure is not expected 
to adversely affect any other mitigation program measures. 
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NOISE COMPATIBILITY PROGRAM MEASURE:  LU-4 EXHIBIT:  N/A 

Description:  Adopt floodplain zoning in Harrison and Scioto Townships, Pickaway County.  
(This measure was completed and is therefore being withdrawn) 
 
Background and Intent:  The 1989 Part 150 Study recommended the adoption of 
floodplain zoning to help in ensuring noise compatibility around the airport to the extent 
that housing development in the Scioto River floodplain would be discouraged by the 
regulations.  These recommendations have been implemented and therefore, this measure 
is being withdrawn. 
 
Land Use Compatibility Improvement:  n/a 
 
Responsible Implementing Parties:  n/a 
 
Implementation Steps, Costs, and Phasing: 

Steps:  n/a 

Costs:  n/a 

Schedule:  n/a 
 
Effects on Other Programs/Measures:  The withdrawal of this measure is not expected 
to adversely affect any other mitigation program measures. 
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NOISE COMPATIBILITY PROGRAM MEASURE:  LU-5 EXHIBIT:  N/A 

Description:   Amend the subdivision regulations of the Village of Groveport, and Franklin 
and Pickaway Counties by adopting measures requiring the dedication of avigation 
easements and the recording on plats a notice of potentially high aircraft noise levels for 
any new subdivisions within a noise overlay zone.  The Subdivision Code of the Columbus 
City Codes, 1959 may be used as the model ordinance and the 60 Day-Night Average 
Sound Level (DNL) noise contour as the delimiter for implementation. (This measure is 
being withdrawn and replaced with recommended measures LU-18, LU-19, LU-20 
and LU-21) 
 
Background and Intent:  This is a withdrawal of Measure LU-5 which recommended 
amending the subdivision regulations in the Village of Groveport, Franklin County, and 
Pickaway County.  Pickaway County’s subdivision regulations were last amended in March, 
1985, and last printed in 1994.  The provisions for an avigation easement and notice of 
aircraft noise have not been incorporated into the Pickaway County regulations.  The Village 
of Groveport updated its subdivision regulations after the 1998 Noise Compatibility Program 
(NCP) was prepared.  The requirement of an easement and notice within the 60 DNL noise 
contour could protect the airport from future litigation by new purchasers of property. 
 
Land Use Compatibility Improvement:  n/a 
 
Responsible Implementing Parties:  n/a 
 
Implementation Steps, Costs, and Phasing: 

Steps:  n/a 

Costs:  n/a 

Schedule:  n/a 
 
Effects on Other Programs/Measures:  The withdrawal of this measure is not expected 
to adversely affect any other mitigation program measures. 
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NOISE COMPATIBILITY PROGRAM MEASURE:  LU-6 EXHIBIT:  N/A 

Description:  The villages of Groveport, Canal Winchester, and Lockbourne, and the City of 
Columbus should adopt relevant parts of the Part 150 Study as an element of their 
comprehensive plans.  The land use regulatory jurisdictions of Franklin and Pickaway 
Counties should incorporate the Part 150 recommendations as planning guidelines if 
comprehensive plans are adopted in the future. (This measure is being withdrawn and 
replaced with recommended measures LU-18 and LU-19) 
 
Background and Intent:  This is a withdrawal of Measure LU-6 which recommended that 
the jurisdictions surrounding Rickenbacker International Airport (LCK) incorporate relevant 
parts of the 1989 Part 150 Study as part of their comprehensive plans or adopt the study’s 
recommendations as land use regulation planning guidelines.  None of the surrounding 
jurisdictions incorporated the 1989 Part 150 Study as part of their comprehensive plans.  
After the 1998 Noise Compatibility Program (NCP) was prepared, the Village of Groveport 
and the City of Columbus incorporated portions of this measure through their respective 
Airport Noise Overlay Zone’s (AEO). 
 
Land Use Compatibility Improvement:  n/a 
 
Responsible Implementing Parties:  n/a 
 
Implementation Steps, Costs, and Phasing: 

Steps:  n/a   

Costs:  n/a 

Schedule: n/a 
 
Effects on Other Programs/Measures:  The withdrawal of this measure is not expected 
to adversely affect any other mitigation program measures.  
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NOISE COMPATIBILITY PROGRAM MEASURE:  LU-7 EXHIBIT:  N/A 

Description:  Encourage the adoption of policies in the villages of Groveport and Canal 
Winchester, and the City of Columbus in Franklin County; and Village of Ashville and 
Harrison Township in Pickaway County to discourage the extension of public water and 
sewer systems into noise-impacted unincorporated areas of Franklin and Pickaway Counties, 
unless those areas are zoned for commercial or industrial use and hook-ups for new 
residential developments are prohibited.  (This measure is being withdrawn and 
replaced with recommended measures LU-18 and LU-19) 
 
Background and Intent:  This is a withdrawal of Measure LU-7 which recommended 
policies for discouraging the extension of public water and sewer systems.  Capital 
improvement programming policies regarding utility extensions to discourage residential 
growth or density have not been adopted by any of the surrounding jurisdictions.   
 
Land Use Compatibility Improvement:  n/a 
 
Responsible Implementing Parties:  n/a 
 
Implementation Steps, Costs, and Phasing: 

Steps:  n/a 

Costs:  n/a 

Schedule: n/a 
 
Effects on Other Programs/Measures:  The withdrawal of this measure is not expected 
to adversely affect any other mitigation program measures. 
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NOISE COMPATIBILITY PROGRAM MEASURE:  LU-8 EXHIBIT:  N/A 

Description:  Establish and adopt guidelines for discretionary project review for all 
jurisdictions within the 60 Day-Night Average Sound Level (DNL) noise contour (the Village 
of Groveport; Hamilton and Madison Townships, Franklin County; Harrison, Madison, and 
Scioto Townships, Pickaway County; and the City of Columbus).  (This measure is being 
withdrawn and replaced with recommended measures LU-18 and LU-19) 
 
Background and Intent:  This is a withdrawal of Measure LU-8 which recommended 
cooperative planning efforts with the airport through discretionary review.  This has been 
implemented in the Village of Groveport.  It was recommended that it be continued with 
Franklin County; Harrison, Madison, and Scioto townships in Pickaway County; and the City 
of Columbus, as property surrounding the airport is annexed by the city.  However, none of 
the other communities have incorporated this into their planning process. 
 
Land Use Compatibility Improvement:  n/a 
 
Responsible Implementing Parties:  n/a 
 
Implementation Steps, Costs, and Phasing: 

Steps:    n/a 

Costs:  n/a 

Schedule: n/a 
 
Effects on Other Programs/Measures:  The withdrawal of this measure is not expected 
to adversely affect any other mitigation program measures. 
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NOISE COMPATIBILITY PROGRAM MEASURE:  LU-9 EXHIBIT:  N/A 

Description:  Guaranteed purchase of homes within the 65 Day-Night Average Sound Level 
(DNL) noise contour.  Implementation of this approved 1989 measure had been completed 
with the exception of one homeowner who declined participation in the program.  Since the 
preparation of the 1998 Noise Compatibility Program (NCP), this property has been sold and 
no longer is being used for residential purposes.  (This measure is being withdrawn and 
replaced with recommended measures LU-20 and LU-21) 
 
Background and Intent:  As Measure LU-9 was originally proposed in the 1989 NCP, the 
guaranteed purchase of homes was offered within the 70+ DNL noise contour.  As the 1989 
NCP was being submitted to the Federal Aviation Administration (FAA) for review the air 
cargo carrier, Flying Tigers, pulled out of LCK.  This action caused the forecasted noise 
contours to shrink, moving homes out of the 70+ DNL noise contour to the 65 to 70 DNL 
noise contour.  Commitments for guaranteed purchase had already been made to the 
owners of noise-impacted homes and even though these homes would now be impacted by 
noise levels between 65 and 70 DNL instead of 70 to 75 DNL, the FAA honored its 
commitments and proceeded with the guaranteed purchase of homes. 

To mitigate the impacts of forecasted operations in the 1998 Part 150 Study Update 
Measure LU-9 was continued.  The one unmitigated home remaining within the 65 DNL 
noise contour was offered participation in the 1989 program but the homeowner declined to 
participate at that time.  This home was purchased for the Alum Creek Drive 
Extension/Rickenbacker Parkway project and no longer is used for residential purposes.  
Therefore, this measure is complete and will be withdrawn. 
 
Land Use Compatibility Improvement:  n/a 
 
Responsible Implementing Parties:  n/a 
 
Implementation Steps, Costs, and Phasing: 

Steps:  n/a 

Costs:  n/a 

Schedule:  n/a 
 
Effects on Other Programs/Measures:  The withdrawal of this measure is not expected 
to adversely affect any other mitigation program measures. 
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NOISE COMPATIBILITY PROGRAM MEASURE:  LU-10 EXHIBIT:  N/A 

Description:  Guaranteed purchase of undeveloped land within the 70 Day-Night Average 
Sound Level (DNL) noise contour. (This measure is being withdrawn and replaced 
with recommended measures LU-20 and LU-21) 
 
Background and Intent:  This is a withdrawal of Measure LU-10 that recommended the 
purchase of undeveloped land within the 70 DNL contour from the 1998 Noise Compatibility 
Program (NCP).  Only those properties on which there is not an avigation easement or those 
properties currently zoned for incompatible development would be eligible for participation 
in this program.  Currently, the Columbus Regional Airport Authority (CRAA) owns all of the 
land within the 70 DNL contour.  This program is being redefined and extended to the 65 
DNL of the Future (2011) Noise Exposure Map (NEM)/NCP as part of measures LU-20 and 
LU-21. 
 
Land Use Compatibility Improvement:  n/a 
 
Responsible Implementing Parties:  n/a 
 
Implementation Steps, Costs, and Phasing: 

Steps:  n/a 

Costs:  n/a 

Schedule: n/a 
 
Effects on Other Programs/Measures:  The withdrawal of this measure is not expected 
to adversely affect any other mitigation program measures. 
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NOISE COMPATIBILITY PROGRAM MEASURE:  LU-11 EXHIBIT:  N/A 

Description:  Revoke previously approved measure, designed to obtain FAA authorization 
and funding to allow the purchase of avigation easements over existing residential buildings 
northeast and southwest of the Airport, as changes in the noise contours have resulted in 
no structures currently being eligible to participate in the FAA avigation easement program.  
Structures in these areas were deemed eligible to participate in this program in 1989 based 
on the Noise Compatibility Program (NCP) noise contours.  (This measure was 
withdrawn prior to this NCP update) 
 
Background and Intent:  This measure was revoked as part of the 1998 NCP.  Due to 
public comments, the Rickenbacker Port Authority explored the option of continuing this 
program outside of the Part 150 process and with local funds, but ultimately was 
unsuccessful.  Avigation easements are being recommended as part of Measure LU-19 as a 
second option for those property owners of undeveloped land that do not wish to sell their 
land outright. 
 
Land Use Compatibility Improvement:  n/a 
 
Responsible Implementing Parties:  n/a 
 
Implementation Steps, Costs, and Phasing: 

Steps:  n/a 

Costs:  n/a 

Schedule:  n/a 
 
Effects on Other Programs/Measures:  The withdrawal of this measure is not expected 
to adversely affect any other mitigation program measures. 
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NOISE COMPATIBILITY PROGRAM MEASURE:  LU-12 EXHIBIT:  N/A 

Description:  Guaranteed purchase or avigation easement purchase of selected homes in 
the forecasted 1992 70 Day-Night Average Sound Level (DNL) noise contour.  (This 
measure was completed and is therefore being withdrawn) 
 
Background and Intent: Five homes were impacted by noise exceeding 70 DNL based on 
the 1992 Noise Compatibility Program (NCP).  Four of these homes were located southwest 
of the airport on Harrisburg-Fairfield Road (Duvall Road) and one home was on the 
northeast side on Pontius Road.  The 1989 NCP Measure LU-12 recommended the purchase 
of these five homes.  Since the preparation of the 1989 NCP, these five homes have been 
sold and demolished.  As a result, this measure is now complete and being withdrawn from 
this NCP.   
 
Land Use Compatibility Improvement:  n/a 
 
Responsible Implementing Parties:  n/a 
 
Implementation Steps, Costs, and Phasing: 

Steps:  n/a 

Costs:  n/a 

Schedule:  n/a 
 
Effects on Other Programs/Measures:  The withdrawal of this measure is not expected 
to adversely affect any other mitigation program measures. 
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NOISE COMPATIBILITY PROGRAM MEASURE:  LU-13 EXHIBIT:  N/A 

Description:  Purchase development rights on specific parcels of undeveloped land within 
the 1992 65 Day-Night Sound Level (DNL) noise contours.  (This measure was 
withdrawn prior to this Noise Compatibility Program (NCP) update) 
 
Background and Intent: The 1989 Part 150 Study recommended the purchase of 
development rights based on the 1992 Noise Compatibility Program (NCP).  These 
properties included undeveloped land in three areas around the airport:  southwest of the 
airport within the 75 DNL noise contour; east of US Highway 23 between the 70-75 DNL 
noise contours; and southwest of the airport, east of US Highway 23 between the 
65-70 DNL noise contours. 

The analysis of the 1998 Part 150 Study Update revisited the purchase of development 
rights and concluded that the approval and implementation of this measure would not result 
in any further land use compatibility beyond that which would be achieved with the other 
recommended Part 150 measures.  The purchase of development rights is most 
appropriately considered in Noise Compatibility Programning when there is insufficient legal 
justification to use zoning to prevent incompatible uses or where there is strong local 
opposition to the use of zoning.  The principal disadvantage of acquiring development rights 
is the high cost.  Purchasing development rights can cost nearly as much as fee simple 
acquisition but gives the buyer only a very limited interest in the property. 

Measures to amend local zoning regulations (LU-18 and LU-19) and measures to implement 
a guaranteed purchase/easement program (LU-20 and LU-21) were presented at meetings 
of the Planning Advisory Committee (PAC) during the conduct of this study.  These 
measures were positively received by the committee members.  Therefore, the purchase of 
development rights was not recommended for inclusion in this Part 150 Study Update. 
 
Land Use Compatibility Improvement:  n/a 
 
Responsible Implementing Parties:  n/a 
 
Implementation Steps, Costs, and Phasing: 

Steps:  n/a 

Costs:  n/a 

Schedule:  n/a 
 
Effects on Other Programs/Measures:  The withdrawal of this measure is not expected 
to adversely affect any other mitigation program measures. 
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NOISE COMPATIBILITY PROGRAM MEASURE:  LU-14 EXHIBIT:  N/A 

Description:  Soundproofing/relocation of schools (Groveport Elementary and Groveport-
Madison Freshman School).  (This measure was completed and is therefore being 
withdrawn) 
 
Background and Intent:  These schools received sound insulation prior to the completion 
of the 1998 Noise Compatibility Study. 
 
Land Use Compatibility Improvement:  n/a 
 
Responsible Implementing Parties:  n/a 
 
Implementation Steps, Costs, and Phasing: 

Steps:  n/a 

Costs:  n/a 

Schedule:  n/a 
 
Effects on Other Programs/Measures:  The withdrawal of this measure is not expected 
to adversely affect any other mitigation program measures. 
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NOISE COMPATIBILITY PROGRAM MEASURE:  LU-15 EXHIBIT:  N/A 

Description:  Encourage all jurisdictions within the 60 Day-Night Sound Level (DNL) noise 
contour to create a series of interrelated land use controls designed to prevent the 
development of incompatible land uses.  The City of Columbus zoning, subdivision, and 
building code regulations may be used as the model ordinance.  (This measure is being 
withdrawn and replaced with recommended measures LU-18 and LU-19) 
 
Background and Intent: This measure was intended to clarify and unify the planning 
efforts that related to noise compatibility for the communities surrounding the airport.  
However, since this measure was approved, the Columbus Regional Airport Authority 
(CRAA) was formed and now manages Rickenbacker International Airport (LCK).  In 
addition, none of the recommendations were implemented due in part to the changing 
nature of the noise contours.  Therefore, this measure is being withdrawn and replaced with 
Measures LU-18 and LU-19, which together provide the same unifying effort, but do so in a 
static zone that is easier for the jurisdictions to incorporate into their planning documents.  
 
Land Use Compatibility Improvement:  n/a 
 
Responsible Implementing Parties:  n/a 
 
Implementation Steps, Costs, and Phasing: 

Steps:  n/a 

Costs:  n/a 

Schedule: n/a 
 
Effects on Other Programs/Measures:  The withdrawal of this measure is not expected 
to adversely affect any other mitigation program measures. 
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NOISE COMPATIBILITY PROGRAM MEASURE:  LU-16 EXHIBIT:  N/A 

Description:  Encourage the City of Columbus to amend the “Purpose” paragraphs of the 
zoning, subdivision, and building codes of the Columbus City Codes, 1959, to include 
Rickenbacker International Airport.  (Zoning Code:  Section 3384.01, Airport Environs 
Overlay; Subdivision Code:  Section 3123.22, Airport Environs Subchapter; and Building 
Code:  Section 4191.01, Airport Environs.).  (This measure is being withdrawn and 
replaced with recommended measures LU-18 and LU-19) 
 
Background and Intent: The Airport Environs Overlay District(AEO), Subdivision 
Regulations, and Building Code enforced by the City of Columbus regulate development and 
land use to ensure compatibility between the three airports (Port Columbus, Bolton Field, 
and Ohio State University) located within the city and the surrounding noise-sensitive land 
uses.  With the continued annexation of unincorporated land surrounding Rickenbacker 
International Airport (LCK) by the City of Columbus, the city should amend its Columbus 
City Codes, 1959, to officially recognize LCK as one of the airports which may create noise 
impacts on adjacent and surrounding land uses which are within the city’s jurisdiction and 
control. 

Section 3310.09 (Zoning of annexed territory.) of the Columbus City Codes, 1959 states 
that, “Any territory which lies within an Ldn Contour of 65 or greater when annexed to the 
City shall also become part of the Airport Environs Overlay and subject to the regulations 
therefore. (sic) (Ord. 244933--95).”  The Planning Division of the city’s Department of Trade 
and Development believes that the language of this section of the City Codes would include 
land in the vicinity of LCK even though the airport is not referenced by name.  In addition, 
the language of Sections 3384.01, 3384.03, 3123.22, and 4191.01 of the Columbus City 
Codes, 1959 references “any future airport and surrounding land uses.” 

Therefore, it is not necessary for this change to occur for the AEO to apply to lands near 
Rickenbacker.  Measures LU-18 and LU-19, if implemented, would render this measure 
unnecessary as it will create a specific zone for consideration of such actions. 
 
Land Use Compatibility Improvement:  n/a 
 
Responsible Implementing Parties:  n/a 
 
Implementation Steps, Costs, and Phasing: 

Steps:  n/a 

Costs:  n/a 

Schedule:  n/a 
 
Effects on Other Programs/Measures:  The withdrawal of this measure is not expected 
to adversely affect any other mitigation program measures. 
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NOISE COMPATIBILITY PROGRAM MEASURE:  LU-17 EXHIBIT:  N/A 

Description:  Develop a program for the guaranteed purchase of 22 homes within the 
65 Day-Night Sound Level (DNL) noise contour, contingent upon the development of an air 
cargo hub.  (This measure is being withdrawn and replaced with recommended 
measures LU-20 and LU-21) 
 
Background and Intent:  This measure was developed in the 1998 Noise Compatibility 
Program (NCP) to be implemented in the event that an air cargo hub would relocate to 
Rickenbacker International Airport (LCK).  At that time, a number of air cargo hubs were 
being relocated/created and LCK was a strong candidate given the size and layout of the 
airfield and the proximity of the airport in the Midwest.  However, an air cargo hub did not 
relocate to LCK and this measure was never implemented.  Given the state of the cargo 
industry, it is unlikely that any major cargo hubs will be relocating in the next five years.  
Therefore, this measure is being withdrawn.  The NCP includes measures (IM-4) for periodic 
updates and triggered updates of the Noise Exposure Maps (NEMs) and the NCP if 
necessary.  With these measures in place, any significant change in the operating 
environment would be studied and new recommendations developed if appropriate. 
 
Land Use Compatibility Improvement:  n/a 
 
Responsible Implementing Parties:  n/a 
 
Implementation Steps, Costs, and Phasing: 

Steps:  n/a 

Costs:  n/a 

Schedule:  n/a 
 
Effects on Other Programs/Measures:  The withdrawal of this measure is not expected 
to adversely affect any other mitigation program measures. 
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NOISE COMPATIBILITY PROGRAM MEASURE:  LU-18 EXHIBIT:  4-1 

Description:  Develop an Airport Land Use Management District (ALUMD) based on the 
most recent Future 60 Day-Night Average Sound Level (DNL) Noise Exposure Map/Noise 
Compatibility Program noise contour, natural geographic and jurisdictional boundaries. 
 
Background and Intent:  This measure would develop a uniform area with defined 
boundaries within which land use controls can be recommended.  These land use controls 
may include noise overlay zoning, updates to subdivision regulations and building codes, 
and formal fair disclosure policies. 
 
The Rickenbacker International Airport (LCK) is a major economic generator to that area.  
As such, land development patterns are influenced by the airport.  This measure would 
identify a boundary, within which the airport has some influence either economically, from 
aircraft overflights, or restrictions on use of land or height of structures.  All jurisdictions 
within the ALUMD should be contacted and coordinated with to incorporate this boundary 
into their planning documents.   
 
The Columbus Regional Airport Authority (CRAA) recognizes the difficulty in accomplishing 
this goal given the number of jurisdictions and the various zoning regulations that exist.  To 
that end, it is recommended that the assistance of the Mid-Ohio Regional Planning Agency 
(MORPC) or some similar organization be used to help coordinate and facilitate this process. 
 
The CRAA has participated in a number of multi-jurisdictional planning efforts in the LCK 
area.  Some of these include Route 23 Corridor Committee (& South Bloomfield 
Transportation Study), State Route 317 Access Management/Corridor Study Committee 
(prepared by MORPC), Rickenbacker Area Road Network Development Assessment 
(prepared by MORPC and funded by CRAA), Ebright Road Overpass at US 33 & Bixby Road 
Interchange at US 33, Village of Groveport Planning and Zoning Meetings, and City of 
Columbus South Central Accord.  
 
Land Use Compatibility Improvement:  This measure would establish a static boundary 
around the airport within which consistent land use planning for compatibility purposes can 
be conducted. 
 
Responsible Implementing Parties:  Franklin County Planning and Zoning; Pickaway 
County; City of Columbus; Village of Groveport; Village of Canal Winchester; the Township 
Trustees of Hamilton and Madison townships in Franklin County and of Harrison, Madison, 
and Scioto townships in Pickaway County; the CRAA, and MORPC. 
 
Implementation Steps, Costs, and Phasing: 

Steps:     

• Secure Federal Aviation Administration (FAA) funding and CRAA budget approval. 

• Contract with MORPC (or similar agency) to assist with definition and initial contacts with 
jurisdictions. 

• Identify the boundary of the ALUMD  

• Request that local jurisdictions incorporate the ALUMD into their current land use 
planning documents. 
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NOISE COMPATIBILITY PROGRAM MEASURE:  LU-18 Exhibit:  4-1 
Continued 

Costs:   The costs of implementing this measure will include contracting with MORPC (or 
similar agency) to coordinate and facilitate the implementation of this measure.  There will 
also be administrative costs of the CRAA and local jurisdictions.  Total cost estimated at 
approximately $25,000. 

Schedule:  This measure would only be implemented after FAA approval and obtaining FAA 
and CRAA funding. 
 
Effects on Other Programs/Measures:   This measure would enable measure LU-21 and 
any other future measures that would recommend land use control strategies within the 
airport area. 
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NOISE COMPATIBILITY PROGRAM MEASURE:  LU-19 EXHIBIT:  4-1 

Description:  Implement land use controls to discourage residential development and 
encourage airport compatible development within the Airport Land Use Management District 
(ALUMD). 

 
Background and Intent:  Since the area surrounding the airport is comprised of several 
local government entities the ALUMD would define a uniform boundary in which similar land 
use controls would take place.   

In the same manner as the City of Columbus and the Village of Groveport, jurisdictions 
located within the ALUMD should create a noise overlay zoning district to regulate land use 
and development in noise-sensitive areas, enact subdivision regulations within the noise 
overlay district requiring notification and dedication of an avigation easement, and amend 
the local building code to regulate development within the noise overlay zone by use of 
specific construction methods and establish uniform insulation standards where noise-
sensitive activities are affected by aircraft noise. 

City of Columbus Ordinance 1136-94 created a new chapter of the City Zoning Code 
(Chapter 3384, Airport Environs Overlay) for an AEO-Airport Environs Overlay District to 
regulate development and land use to ensure compatibility near airports located within the 
city and the surrounding noise-sensitive land uses.  In conjunction with the noise overlay 
district, the city’s subdivision regulations and building codes were amended to provide 
effective land use controls within the area of the overlay district.  It would be reasonable for 
the Village of Canal Winchester; Franklin County; Madison and Hamilton townships in 
Franklin County; Pickaway County; and Madison, Harrison, and Scioto townships in 
Pickaway County to develop the same type of interrelated system of land use controls which 
could prevent the development of incompatible land uses within the communities 
surrounding Rickenbacker International Airport (LCK).   

The language of the amendments to zoning ordinances, subdivision regulations, and 
building codes could be modeled after the language in the Columbus City Codes, 1959: 
Zoning Code - Chapter 3384.01 (Airport Environs Overlay), Subdivision Code – 
Sections 3123.25 (Plat Notice) and 3123.27 (Avigation Easement), and Building Code - 
Chapter 4191.01 (Airport Environs).  The City of Columbus regulations are being suggested 
as the model for Measure LU-21 because the regulatory language is applicable to the type of 
land use controls needed by all jurisdictions surrounding the airport.  Additionally, these 
regulations are “local” to the area and the State of Ohio. 

The Columbus Codes use the 65 Day-Night Average Sound Level (DNL) noise contour for 
the implementation of the noise overlay zone, subdivision regulations, and building code.  It 
is recommended that, while using the City Codes as a model, the ALUMD be used as the 
delimiter for implementation of this measure to aid in the preservation of compatible land 
around the airport.   

The Columbus Regional Airport Authority (CRAA) recognizes the difficulty in accomplishing 
this goal given the number of jurisdictions and the various zoning regulations that exist.  To 
that end, it is recommended that the assistance of the Mid-Ohio Regional Planning Agency 
(MORPC) or some similar organization be used to help coordinate and facilitate this process. 
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NOISE COMPATIBILITY PROGRAM MEASURE:  LU-19 EXHIBIT:  4-1, 
Continued 
 

Land Use Compatibility Improvement:  This measure would establish consistent land 
use controls within the ALUMD that would encourage uniform land development patterns 
that are compatible with airport operations. 
 
Responsible Implementing Parties:  Franklin County Planning and Zoning; Pickaway 
County; City of Columbus; Village of Groveport; Village of Canal Winchester; and the 
Township Trustees of Hamilton and Madison townships in Franklin County and of Harrison, 
Madison, Scioto townships in Pickaway County, and the CRAA.  
 
Implementation Steps, Costs, and Phasing: 

Steps:     

• Secure Federal Aviation Administration (FAA) funding and CRAA budget approval. 

• Contract with MORPC (or similar agency) to assist with definition of model regulations. 

• Work with local jurisdictions to incorporate the recommendations within the ALUMD into 
their current land use planning documents. 

Costs:   The costs of implementing this measure will include contracting with MORPC (or 
similar agency) to coordinate and facilitate the implementation of this measure.  There will 
also be administrative costs of the CRAA and local jurisdictions.  Total cost estimated at 
approximately $25,000 to $35,000 annually. 

Schedule:  This measure would only be implemented after FAA approval and obtaining FAA 
and CRAA funding. 
 
Effects on Other Programs/Measures:   This measure is dependent upon measure LU-18 
which defines the boundary of the ALUMD. 
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NOISE COMPATIBILITY PROGRAM MEASURE:  LU-20 EXHIBIT:  4-2 

Description:  Offer acquisition5 to eligible undeveloped properties within the 65 Day-Night 
Average Sound Level (DNL) noise contour of the Future (2011) Noise Exposure Map 
(NEM)/Noise Compatibility Program (NCP). 
 
Background and Intent:  The Columbus Regional Airport Authority’s (CRAA) first priority 
will be to support the implementation of land use restrictions as described in measures LU-
18 and LU-19 as a way to remove non-compatible land uses near the airport.  However, if 
those measures are unsuccessful in removing non-compatible land uses, then this measure 
may be utilized.  This measure replaces previously approved measures that identified land 
to be acquired for noise compatibility purposes.  The purchase of undeveloped land would 
eliminate the possibility of new homes being built within the 65 DNL noise contour and 
would allow the airport to promote the development of compatible land uses in the future.  
The purchase of undeveloped land within the 65 DNL noise contour also buffers the airport 
from existing land uses and lessens the possibility of encroaching incompatible 
development.  The 65 DNL noise contour of the Future (2011) NEM/NCP would be used as a 
guide for program participation and eligibility.  In addition, eligibility would be extended to 
only those properties that are currently zoned for incompatible land use (such as Farm-
Residential) and there is not an existing avigation easement. 
 
Land Use Compatibility Improvement:  This measure would prevent the development of 
homes or other incompatible land uses from being developed within the 65 DNL noise 
contour. 
 
Responsible Implementing Parties:  The Columbus Regional Airport Authority (CRAA) 
(subject to the availability of the Federal Aviation Administration (FAA) and CRAA funding) 
 
Implementation Steps, Costs, and Phasing: 

Steps:  The CRAA would make offers to purchase eligible undeveloped land within the 
65 DNL noise contour and then submit a grant application to the FAA for reimbursement of 
funds.   

Costs:  There are approximately 589 undeveloped acres that would be eligible based on 
zoning within the 65 DNL noise contour of the Future (2011) NEM/NCP.  Assuming a 
100 percent participation rate, at $50,000 to $75,000 per acre,6 the total purchase price 
would be between $29,450,000 and $44,175,000.   

Schedule:  This measure could be offered upon the approval of the FAA and subject to the 
availability of funding by both the FAA and CRAA.  
 
Effects on Other Programs/Measures:   This measure replaces previous measures that 
recommended acquisition programs. 

                                                 
5  The acquisition program is defined as the fee simple purchase of undeveloped land using a 

combination of FAA and CRAA funds.  When the CRAA receives federal funding a purchase offer is 
extended to eligible property owners and the owner decides whether or not to sell.  Participation in 
this program is voluntary on the part of the property owner.  FAA-approval of the acquisition 
program does not guarantee that FAA funding will be available or sufficient to acquire all property 
identified as eligible.   

6  Based upon recent property transactions within the area of LCK 
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NOISE COMPATIBILITY PROGRAM MEASURE:  LU-21 EXHIBIT:  4-2 

Description:  For those undeveloped properties that are offered but unwilling to be 
acquired through LU-20, offer avigation easements to restrict the development of 
incompatible land uses within the 65 Day-Night Average Sound Level (DNL) noise contour of 
the Future (2011) Noise Exposure Map (NEM)/Noise Compatibility Program (NCP). 
 
Background and Intent:  This program would be offered to those property owners that 
refuse the purchase offer from measure LU-20.  The purchase of an avigation easement 
notifies the current and any future property owners of the presence of the airport and that 
noise, dust, and vibration are likely to occur.  This notification provides the Columbus 
Regional Airport Authority (CRAA) with some level of protection from future property owners 
filing a lawsuit or requesting compensation due to airport activity.  In exchange for this 
easement, the property owner is compensated for the potential impacts.  This notification 
would be placed on the deed for the property and would prevent the development of 
incompatible land uses for as long as Rickenbacker International Airport (LCK) is a 
functioning airport.  A sample easement is located in Appendix F. 
 
Land Use Compatibility Improvement:  The purchase of an avigation easement limits 
incompatible land uses from being developed on property within the 65 DNL. 
 
Responsible Implementing Parties:  CRAA (subject to the availability of Federal Aviation 
Administration (FAA) and CRAA funding) 
 
Implementation Steps, Costs, and Phasing: 

Steps:    The CRAA attempts to implement Measure LU-20 (acquisition) for the properties 
identified.  For those properties where acquisition is not successful, an easement would be 
pursued. 

Costs:   There are approximately 589 undeveloped acres that would be eligible based on 
zoning within the 65 DNL noise contour of the Future (2011) NEM/NCP.  Assuming an 
estimated cost per avigation easement per acre of $5,000 to $7,500 the total cost would be 
$2,945,000 to $4,418,000.   

Schedule:  This measure would only be implemented after FAA approval and obtaining FAA 
and CRAA funding.   
 
Effects on Other Programs/Measures:    This measure is only to be implemented if a 
property owner refuses a purchase offer as recommended in measure LU-20. 
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 NOISE COMPATIBILITY PROGRAM MEASURE:  LU-22  

Description:  Seek cooperation from the Board of Realtors to participate in a voluntary fair 
disclosure program for the property located within the Airport Land Use Management 
District (ALUMD). 
 
Background and Intent:  Fair disclosure regulations are intended to ensure that 
prospective buyers of property are informed that the property is or will be exposed to 
potentially disruptive aircraft noise.   

Proposed State Legislation (House Bill 133) was written for the 122nd Ohio General 
Assembly (1997-1998).  This Bill, introduced by Representatives Thomas, Corbin, and 
Terwilleger, included a fair disclosure element.  The Bill proposed that the Aviation 
Administrator for the State of Ohio Department of Transportation would publish a notice in a 
newspaper of general circulation in each affected political subdivision, indicating that an 
airport zone had been identified, and indicating where the public could inspect the airport 
zone delineation.  The Administrator would also notify each landowner of record of land 
located in the airport zone.  This notification would be sent by certified mail to the 
landowner at the address indicated in the most recent tax duplicate.  Any person who 
received written notice that a parcel of real property that the person owns is included in an 
airport zone shall not sell or transfer any interest in that real property unless the person 
first provides written notice to the purchaser or grantee that the real property is included in 
an airport zone.  House Bill 133 never received any further action, and was never moved 
forward.  Currently there is no state law that addresses the issue of fair disclosure. 

Since the regulatory approach did not succeed, it may be possible to achieve fair disclosure 
through voluntary programs.  Assistance should be sought from local groups in the housing 
industry such as the Board of Realtors and the Homebuilders Association and their ethics 
committees, and local lending institutions.  The Columbus Regional Airport Authority (CRAA) 
should also periodically place advertisements in the real estate sections of the newspapers. 

Since owners of property located within the ALUMD are subject to the regulations imposed 
by the ALUMD, it follows that prospective buyers of real property or lessees of residential 
property located within the ALUMD should receive fair disclosure regarding the location of 
the property with respect to the ALUMD.  A model of a Fair Disclosure Statement is included 
in Appendix F. 
 
Land Use Compatibility Improvement:  This measure would notify potential home 
owners of the airport and the noise associated with aircraft operations. 
 
Responsible Implementing Parties:  Columbus Area Board of Realtors and Homebuilders 
Association 
 
Implementation Steps, Costs, and Phasing: 

Steps:     

• CRAA contacts local Board of Realtors/Homebuilders Association. 

• Develop model Fair Disclosure Statement. 

• Fair Disclosure Statement is implemented by the Board of Realtors. 

Costs:   Approximately $10,000 for outside consulting assistance. 

Schedule:  This measure would only be implemented after FAA approval and obtaining FAA 
and CRAA funding. 
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NOISE COMPATIBILITY PROGRAM MEASURE:  LU-22  
Continued 
 
Effects on Other Programs/Measures:   This measure is dependent upon measure LU-18 
which defines the boundary of the ALUMD. 
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NOISE COMPATIBILITY IMPLEMENTATION MEASURE:  IM-1  

Description:  Establish a Noise Abatement Committee (NAC).  
 
Background and Intent:  Since the approval of the 1989 Noise Compatibility Program 
(NCP), the Port Authority (now the Columbus Regional Airport Authority (CRAA)) established 
a NAC as a continuation of the Planning Advisory Committee (PAC) convened for the 1989 
Part 150 Study.  This NAC also served as the “Liaison Committee” called for in the Noise 
Reduction Agreement between the former Port Authority and the Village of Groveport.  The 
purpose of this committee was to maintain regular communication and exchange of ideas 
between the airport and surrounding communities, to enhance community understanding of 
the constraints on airport users and operators, to serve as a vehicle for disseminating 
information to the community, and to assist with implementation of land use measures.  
The committee was advisory in nature and chaired by the Director of Aviation or his 
designee.  At this point the committee is no longer active.  There has been no request by 
the community to restart the committee. 
 
Land Use Compatibility Improvement:  The committee is intended to communicate the 
nature of land use compatibility to the community, assist with implementation of land use 
measures, and to assist in describing the airport’s NCP.   
 
Responsible Implementing Parties:  CRAA 
 
Implementation Steps, Costs, and Phasing: 

Steps:  At this point the committee is no longer active, however if it is determined the 
committee is needed, the following steps would be taken.  

• Identify organizations and communities desired for participation  

• Request each organization/community to identify/assign a participant (continuation of 
membership by interested current members of the Part 150 PAC would be encouraged) 

• Establish agenda and committee goals 

• Begin meetings 

Costs:  Administrative costs for printing, staff support, report production, meeting facilities 
and refreshments, and potentially special speaker costs.  Total cost estimated at 
approximately $5,000 to $15,000 annually depending on frequency and type of meetings.   

Schedule:  Meetings as necessary, with continuing participation by all members during 
interim periods. 
 
Effects on Other Programs/Measures:  None 
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NOISE COMPATIBILITY IMPLEMENTATION MEASURE:  IM-2 

Description:  Provide for noise monitoring and noise contour updates if operating levels 
increase by 17 percent.  (This measure is being withdrawn and replaced with 
recommended measure IM-4) 
 
Background and Intent:   The original intent of this measure was to provide for noise 
monitoring and modeling at Rickenbacker International Airport (LCK) when operating 
conditions changed significantly.  The Federal Aviation Administration (FAA) uses a 
17 percent increase rule for determining what constitutes a potentially significant increase in 
operations.  This measure is being withdrawn and incorporated into recommended measure 
IM-4. 
 
Land Use Compatibility Improvement:  n/a 
 
Responsible Implementing Parties:  n/a  
 
Implementation Steps, Costs, and Phasing:   

Steps:  n/a 

Costs:  n/a 

Schedule:  n/a 
 
Effects on Other Programs/Measures:  The withdrawal of this measure is not expected 
to adversely affect any other mitigation program measures. 
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NOISE COMPATIBILITY IMPLEMENTATION MEASURE:  IM-3 

Description:  Establish/continue a noise complaint response program. 
 
Background and Intent:  Since the 1989 Noise Compatibility Program (NCP), the Port 
Authority (now the Columbus Regional Airport Authority (CRAA)) established a program to 
maintain and respond to noise complaints.  The CRAA has a noise complaint system located 
at Port Columbus International Airport (CMH).  This system handles complaints at all three 
airports managed by the CRAA (CMH, Rickenbacker International Airport (LCK), and Bolton 
Field (TZR)).  The current program includes a compilation of a noise complaint file, initial 
responses to those complaints, follow-up actions/evaluations of individual complaints where 
possible, and recurrent reports.  If the pattern of complaints should indicate that some of 
the recommended noise procedures are not being followed, the airport management would 
promptly investigate the matter and seek corrective action. 
 
Land Use Compatibility Improvement:  No specific improvement to land use 
compatibility, but improved communications between the airport and neighboring 
communities would identify and correct possible deviations from approved flight operating 
procedures that could be incompatible with surrounding land use.   
 
Responsible Implementing Parties:  CRAA  
 
Implementation Steps, Costs, and Phasing:   

Steps:  The CRAA should continue the effort in place since the approval of the 1998 NCP. 

Costs:  No additional costs.   

Schedule:  The program has been initiated and should continue without interruption. 
 
Effects on Other Programs/Measures:  This measure is not expected to have an impact 
upon other measures or existing programs. 
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NOISE COMPATIBILITY IMPLEMENTATION MEASURE:  IM-4 

Description:  Periodic review and update of Noise Exposure Maps (NEM) and Noise 
Compatibility Program (NCP) 
 
Background and Intent:  The NEMs are likely to become outdated and will need to be 
updated periodically.  The NEMs should be updated every two to three years to consider 
changes in operating levels and patterns, as well as updates of the noise modeling software.  
In addition, the NEMs should be updated in accordance with the Federal Aviation 
Administration’s (FAA’s) guidelines for determining what constitutes a potentially significant 
increase in operations (17 percent increase in operations).  The NCP should be updated 
every five years or as necessary to reflect larger changes in the nature of aircraft noise 
surrounding the airport.  Should any development, such as runway realignments or 
significant modifications to ground facilities, enlarge the area of incompatible use exposed 
to aircraft noise above 65 Day-Night Average Sound Level (DNL), the NCP should be 
updated prior to the implementation of those improvements.  A full update may not be 
required, but rather, a targeted assessment of the changes occasioned by specific 
development projects may suffice to bring the NCP to conformity and to qualify additional 
areas for NCP programs, if appropriate.   
 
Land Use Compatibility Improvement:  No specific improvement to land use 
compatibility; the measure provides for continuing planning and care in assuring the 
greatest compatibility between the airport and its environs. 
 
Responsible Implementing Parties:  Columbus Regional Airport Authority (CRAA) 
 
Implementation Steps, Costs, and Phasing: 

Steps:  

• Evaluate the need of NEM or NCP update based on conditions. 

• If appropriate, retain a qualified planning consultant to conduct the update(s). 

• Complete and publish the results, modifying or expanding NCP programmatic boundaries 
as appropriate at the time of update. 

Costs:   Each update of the NEMs could be accomplished for approximately $100,000.  The 
NCP could be updated at a cost of $300,000 or less, assuming moderate facility changes.  
Substantial changes could increase the costs of NCP update significantly.  Both updates are 
eligible for funding through FAA AIP grant monies at 95 percent participation. 

Schedule:  NEM update in 2011/2012, with NCP update as needed. 
 
Effects on Other Programs/Measures:  Reviews all other programs and measures to 
assure their incorporation into the description of the noise condition at the airport. 
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NOISE COMPATIBILITY IMPLEMENTATION MEASURE:  IM-5 

Description:  Develop a public information program to communicate information about the 
Noise Compatibility Program (NCP).  
(implemented, but in need of enhancements/refreshing) 
 
Background and Intent:  A public information program is used by the Columbus Regional 
Airport Authority (CRAA) to increase the public’s awareness of the airport’s NCP and 
cooperative efforts with neighboring jurisdictions in implementing compatible land use 
controls, the status of the land use management program implementation, and to respond 
to any questions or concerns from the community.  However, during the Planning Advisory 
Committee (PAC) meetings it was made apparent that the community would like more 
information and information distributed in a wider variety of formats.  This Part 150 Update 
is recommending enhancements and a refreshing of this program to meet the community’s 
request.  Specific enhancements include developing a noise information website specifically 
for Rickenbacker International Airport (LCK), which would contain an on-line noise complaint 
form, notification on runway closures or changes in operating procedures, and providing 
more information on current noise levels and ongoing noise studies.  In addition, the CRAA 
would undertake a renewed effort to communicate to the users and pilots at LCK regarding 
noise-sensitive areas and the importance of the noise abatement procedures. 
 
Land Use Compatibility Improvement:  No specific improvement to land use 
compatibility, but improved communications between the airport and neighboring 
communities would reduce the unexpected nature of changes and would explain the 
expected length of time changes might be in effect.   
 
Responsible Implementing Parties:  CRAA  
 
Implementation Steps, Costs, and Phasing:   

Steps:  

• Enhance website 

- Contract with a website development firm to assist the CRAA. 
- Create materials to be published on the website. 
- Integrate noise complaint function into the current noise complaint system. 
- Go live with website. 
- Advertise availability of the website to the general public. 

• Renew pilot and public communication program 

- Create and distribute materials to pilots and public concerning LCK noise abatement 
program. 

- Periodically review effectiveness of communication. 

Costs:  Website Development: approximately $50,000 one time cost. 

Pilot and Public Information Program: approximately $25,000 annually 

Schedule:  This measure is currently ongoing; however the improvements can take place 
after obtaining Federal Aviation Administration (FAA) and CRAA funding. 
 
Effects on Other Programs/Measures:  Enhances all other NCP measures by 
communicating the desired actions of the NCP to the users and maintains communication 
with the public. 
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NOISE COMPATIBILITY IMPLEMENTATION MEASURE:  IM-6 

Description:  Provide for upgrades/ enhancement of the Columbus Regional Airport 
Authority’s (CRAA) Airport Noise & Flight Track Monitoring System for Rickenbacker 
International Airport (LCK).  
 

Background and Intent:   The Columbus Regional Airport Authority has an Airport Noise & 
Flight Track Monitoring System, which is located at Port Columbus International Airport 
(CMH).  This system provides aircraft flight tracks and noise monitor data (where noise 
monitors are located) for all three airports managed by the CRAA (CMH, LCK, and Bolton 
Field (TZR)).  Since the CRAA took responsibility for LCK, two permanent noise monitors 
were purchased (with local funds) and placed in the field.  The system provides data that 
can be used by the CRAA noise office to monitor flight events, noise levels, and to assist in 
responding to noise complaints.  However, due to the nature of the operations at LCK, a 
number of enhancements to the Airport Noise & Flight Track Monitoring System would 
improve the ability of the CRAA to collect and analyze data for LCK.   
 

These enhancements include: 
 

-  The installation of a multilateration tracking system to increase the ability of the 
system to identify aircraft types, specifically military aircraft. 

 

-  Air Traffic Control Tower (ATCT) voice recording system to collect communication 
between pilots and the ATCT.  This system would improve the CRAA noise office’s 
ability to respond to noise complaints regarding aircraft not utilizing the current noise 
abatement procedures. 

 

-  The purchase and installation of three additional permanent noise monitors to be 
located around the airport. 

- The purchase and use of one temporary noise monitor to be used by CRAA staff in 
responding to requests for short-term noise monitoring. 

- Other system enhancements as technology improves. 
 
Land Use Compatibility Improvement:   Improvements to the system would enable the 
Airport’s Noise Office to better respond to the needs of the community. 
 
Responsible Implementing Parties:   CRAA 
 
Implementation Steps, Costs, and Phasing:   

Steps: 

• Develop system enhancement specifications and budget. 

• Seek to obtain Federal Aviation Administration (FAA) participation in funding of the 
enhancements. 

• Implement upgrades and incorporate new data into existing studies. 

Costs:  Multilateration system: $200,000 to $300,000.  ATCT voice recording system: 
$25,000 to $50,000.  Three permanent noise monitors: $50,000 to $60,000.  One 
temporary noise monitor: $10,000 to $15,000. 

Schedule: Could be implemented immediately upon FAA approval and funding by FAA and 
CRAA. 
 
Effects on Other Programs/Measures:  This measure will provide additional noise and 
operations data that can be used in IM-5. 
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4.1   NOISE COMPATIBILITY PROGRAM MAP 

The noise abatement measures included in the NCP and presented in this chapter 
are currently implemented.  There are no recommendations included in this NCP 
update that would change the pattern of aircraft noise at LCK.  The information 
depicted on Exhibit 4-3, Future (2011) NEM/NCP Noise Contour, constitutes 
the official NEM for the year 2011. 

Table 4-2 compares Existing (2006) conditions and the Future (2011) NEM/NCP 
impacts upon housing and noise-sensitive facilities.  There are no homes or noise-
sensitive facilities within the Future (2011) NEM/NCP noise exposure contour. 

Table 4-2 
COMPARISON OF EXISTING (2006) BASELINE AND FUTURE (2011) 
NEM/NCP HOUSING, POPULATION AND NOISE-SENSITIVE FACILITIES 
INCOMPATIBILITIES 
Rickenbacker International Airport 

Total Population (All 
Residential Units) Total Dwelling Units 

Noise-Sensitive 
Facilities (churches, 

schools, libraries, 
hospitals, nursing 

homes) 

Condition 

65-
70  

DNL 

70-
75 

DNL 

75+ 
DNL Total 

65-
70  

DNL 

70-
75 

DNL 

75+ 
DNL Total 

65-
70  

DNL 

70-
75 

DNL 

75+ 
DNL Total 

Existing (2006) 
Baseline 

0 0 0 0 0 0 0 0 0 0 0 0 

Future (2011) 
NEM/NCP 

0 0 0 0 0 0 0 0 0 0 0 0 

Source: Landrum & Brown, 2006 [contour: lck2011baseline-rev3.dxf] 

4.2   NOISE COMPATIBILITY PROGRAM COSTS 

The CRAA, supplemented by eligible funding from the FAA, will incur the direct 
costs associated with the recommended NCP measures.  Costs for completion of the 
program have been estimated in 2006 dollars and are presented in Table 4-3.  
These costs are divided into annual or one-time expenditures, with CRAA carrying 
the vast majority of responsibility for the costs of the program measures.  The 
CRAA-funded mitigation actions recommended for implementation are eligible, 
however, for Federal matching funds amounting to approximately 95 percent of the 
total program cost.  The costs of each individual measure are detailed earlier in this 
chapter. 

Annual costs consist of the administrative expenses to implement a measure or to 
operate aircraft according to the recommended measures.  One-time costs include 
the expenditures to implement major mitigation programs such as voluntary 
acquisition.  The total estimated cost for all NCP recommendations is between 
$29,955,000 and $45,155,000.  This assumes a 100 percent participation in LU-20, 
which recommends the purchase of undeveloped parcels within the 65 DNL noise 
contour of the Future (2011) NEM/NCP.  A 100 percent participation rate in LU-20 
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would make LU-21 unnecessary; therefore LU-21 is not factored into the total 
estimated implementation cost. 

Table 4-3 
NCP IMPLEMENTATION COSTS 
Rickenbacker International Airport 

Type of Measure Direct Cost to CRAA 
Direct Cost to 

Local Government 
Direct Cost to 

Users 

Noise Abatement None None None 

Land Use 
Management 

$29,490,000 to 
$44,240,0001 

Minimal None 

Implementation $465,000 to $915,000 None None 

TOTAL: 
$29,955,000 to 

$45,155,000 
Minimal None 

1.  Total cost assumes 100 percent participation in LU-20, which would cause implementation of 
LU-21 to be unnecessary; therefore the cost of LU-21 is not factored into the total 
implementation cost listed above. 

Notes: The CRAA-funded mitigation actions recommended for implementation are eligible for 
Federal matching funds amounting to approximately 95 percent of the total program cost.   

Source:  Landrum & Brown, 2006 

4.3   IMPLEMENTATION SCHEDULE 

As shown in Table 4-1, the recommended noise abatement measures will require 
FAA approval to become part of the NCP.  No noise abatement air traffic measures 
are recommended as a part of the NCP because of the lack of FAA funding and 
staffing to conduct the required National Environmental Policy Act of 1969 (NEPA) 
approvals.  Because this is an update to the 1998 Part 150 Noise Compatibility 
Study, there are several previously approved noise abatement measures that have 
either been continued or withdrawn and  incorporated into new measures.  The 
existing noise abatement measures (NA-1 through NA-3) are from the previously 
approved 1989 Part 150 NCP and can continue uninterrupted.  The existing land 
use mitigation measures (LU-1 through LU-17) have been withdrawn and 
incorporated into the new land use measures (LU-18 through LU-22).  Land use 
mitigation measures LU-18 through LU-21 require FAA approval of the NCP prior to 
being funded.  Should the CRAA wish to proceed, implementation could begin in 
2007 and continue for a number of years depending on the number of property 
owners participating and the availability of local and Federal funds.  The CRAA’s 
first priority will be to support the implementation of land use restrictions as 
described in measures LU-18 and LU-19 as a way to remove non-compatible land 
uses near the airport.  However, if those measures are unsuccessful in removing 
non-compatible land uses, then measures LU-20 and LU-21 may be utilized. 

Implementation measures IM-1 through IM-5 are continuations of previous 
measures and can be implemented immediately.  Implementation measure IM-6 is 
new and therefore requires FAA approval of the NCP.  It is anticipated that the FAA 
will issue a Record of Approval of this NCP sometime during the second quarter of 
2007.
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APPENDIX A 
FAA POLICIES, GUIDANCE, AND 

REGULATIONS 

A.1   NOISE CONTROL POLICIES AND GUIDANCE 

The Federal Aviation Administration (FAA) has promulgated a series of regulations 
based on directions from Congress as provided in a series of authorizing statutes.  
Four separate Federal Aviation Regulations (FAR) have been developed to 
specifically address permissible aircraft noise levels, operating procedures and 
studies of aircraft noise levels.  These regulations apply to activity within the U.S.  
Additionally, the International Civil Aviation Organization (ICAO) has developed and 
accepted similar regulations which control the noise levels generated by aircraft 
operating in international airspace. 

A.1.1   FEDERAL AVIATION REGULATION (FAR) PART 36 

FAR Part 36 sets forth noise levels that are permitted for aircraft of various weights, 
engine number, and date of certification.  Originally released in 1974 as a result of 
Congress’ modification of the Federal Aviation Act of 1958 through the Noise 
Control Act of 1972, aircraft were divided into three classes, based on the amount 
of noise they produced at three specific noise measurement locations during 
certification testing.  These classes (or stages) were: 

Stage 1 – the oldest and loudest aircraft, typically of the first generation of jets, 
designed before 1974, and having measured noise levels that exceed the standards 
set for the other classes of aircraft.  This group included many of the first 
generation of jet aircraft used in passenger and cargo service, including the B-707, 
early B-727 and B-737 aircraft, and early DC-8s.  Under FAR Part 91, all such 
aircraft weighing more than 75,000 pounds were removed from the U.S. operating 
fleet by 1985, unless modified to meet Stage 2 noise standards.   

Stage 2 – aircraft that were type certified before November 15, 1975 that met 
noise levels defined by the FAA at takeoff, sideline, and approach measurement 
locations.  The permissible amount of noise increased with the weight of the aircraft 
above 75,000 pounds and the number of engines.  This category included many of 
the second-generation jet aircraft such as the B-727, B-737-200, and DC-9 that 
were extensively used in passenger and cargo service.  Under FAR Part 91, all such 
aircraft weighing more than 75,000 pounds were removed from the U.S. operating 
fleet by 2000, unless modified to meet Stage 3 noise standards.   

Stage 3 – aircraft that meet the most stringent noise level requirements at takeoff, 
sideline, and approach measurement locations for their weight and engine number.  
This category includes the great majority of active business jet aircraft and all 
aircraft in passenger and cargo service that weigh more than 75,000 pounds.  
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Although discussions have taken place on establishing more restrictive noise levels, 
no action had been taken by the end of 2005  to establish a phase out schedule for 
Stage 3 aircraft. 

Stage 4 – all jet and transport-category airplanes with a maximum take-off weight 
of 12,500 pounds or more for which application of a new type design is submitted 
on or after Jan. 1, 2006. 

The FAA’s final FAR Part 36 Stage 4 noise levels are a cumulative 10 EPNdB 
(effective perceived noise level in decibels) less than the current Stage 3 limits. 
They are based on the work of the ICAO’s committee on aviation environmental 
protection, in which the FAA and the International Business Aviation Council are 
active members. 

All business jets currently manufactured meet Stage 3 limits (by law), and nearly 
all would qualify to be recertified to meet Stage 4.  Although the proposal doesn’t 
contain a Stage 4 retrofit requirement and the FAA said it has no plans to impose 
such a requirement, one of the committee’s recommendations called for a phase-
out of Stage 3 airplanes with a maximum take-off weight of more than 
75,000 pounds by 2020. 

A.1.2   FAR PART 91 

FAR Part 91, as applied to noise, established schedules for phasing louder 
equipment out of the operating fleet of aircraft weighing more than 75,000 pounds.  
The schedules called for all Stage 1 aircraft over 75,000 pounds to be removed 
from the fleet by 1982, with the exception of two engine aircraft in small city 
service, which were allowed to continue in service until 1985.  The schedule for the 
retirement of Stage 2 aircraft called for the removal of all such aircraft by the end 
of 1999, with interim retirement dates of 1994, 1996, and 1998 for the removal of 
portions of the Stage 2 fleet. 

No retirement schedules have been imposed for aircraft weighing less than 
75,000 pounds. 

A.1.3   FAR PART 150 

FAR Part 150 sets forth the standards under which a Part 150 Noise Compatibility 
Study is conducted.  The background and requirements for such studies are 
presented in Chapter One, Background, of this document.  Notably, the preparation 
of a Noise Compatibility Program (NCP) under FAR Part 150 is a voluntary action by 
an airport proprietor.  The process of preparing the plan is intended to 
open/enhance lines of communication between the airport, its neighbors and users.  
It is the only mechanism to provide for the mitigation of aircraft noise impacts on 
noise-sensitive surrounding areas that is not directly tied to airfield development or 
airspace utilization conducted subject to the rules for preparation of an 
Environmental Impact Statement (EIS) or Environmental Assessment (EA). 
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Through Fiscal Year 2003, airports receiving Federal Airport Improvement Program 
(AIP) grant monies as a result of approved Part 150 NCPs, completed since 1982, 
have received grants totaling more than $3.5 billion for the implementation of Part 
150 NCP recommendations.  Additionally, another $2.7 billion has been committed 
to noise mitigation actions funded by Passenger Facility Charges (PFCs) authorized 
for collection for as many as 49 years into the future at different airports. 

A.1.4   FAR PART 161 

FAR Part 161 was published in 1991, subsequent to passage of the Airport Capacity 
and Noise Act of 1990 (ACNA).  That act established the requirement and schedule 
for the phase out of Stage 2 aircraft over 75,000 pounds.  In return for that action, 
Congress severely restricted the ability of local communities to impose actions that 
would restrict the aircraft access to any airport.  Different levels of requirements 
were established for voluntary restrictions, restrictions on Stage 2 aircraft, and 
restrictions on Stage 3 aircraft.  These requirements are applicable to all aircraft 
except propeller-driven aircraft weighing less than 12,500 pounds, supersonic 
aircraft, and Stage 1 aircraft. 

A.1.4.1   Restrictive Agreements 

Subpart B of FAR Part 161 sets notification requirements for the implementation of 
Stage 3 restrictions through agreements between airport operators and all affected 
airport users.  (Presumably, this same procedure would be followed for 
implementing agreements for Stage 2 restrictions.)  Before going into effect, notice 
of these proposed agreements must be published in local newspapers of area wide 
circulation, posted prominently at the airport, and sent directly to all regular airport 
users; the FAA; Federal, state, and local agencies with land use control authority; 
community groups and business organizations; and any aircraft operators that are 
known to be interested in providing service to the airport (new entrants).  After this 
notification period, the agreement can be implemented if all current users and any 
new entrants proposing to serve the airport within 180 days sign on to the 
proposed restriction.  

Stage 2 Restrictions 

Subpart C of FAR Part 161 sets forth the requirements for establishing restrictions 
on Stage 2 aircraft operations.  It requires a study of the proposed restriction that 
must include: 

1. an analysis of the costs and benefits of the proposed restriction; 

2. a description of the alternative restrictions; 

3. a description of the non-restrictive alternatives that were considered and a 
comparison of the costs and benefits of those alternatives to the costs and 
benefits of the proposed restriction. 
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It further requires that the study use the noise methodology and land use 
compatibility criteria established in FAR Part 150.1  The study must also use 
currently accepted economic methodology.  Where restrictions on Stage 2 aircraft 
weighing less that 75,000 pounds are involved, the study must include separate 
detail on how the restriction would apply to aircraft in this class. 

After completing the study, the airport operator must publish a notice of the 
proposed restriction and an opportunity for public comment in a newspaper of 
general circulation in the area, post a notice prominently in the airport; and notify 
the FAA, local governments, all airport tenants whose operations might be affected 
by the proposed restrictions, and community groups and business organizations.2  
The FAA must publish an announcement of the proposed restriction in the Federal 
Register.3   

The required study and public notice must be completed at least 180 days before 
the airport operator implements the proposed restriction.4  There is no specific 
provision in ANCA or Part 161 for FAA action on the airport's proposed Stage 2 
restriction.  In practice, the FAA has reviewed Stage 2 Part 161 Studies for 
completeness.  No specific deadlines for this review process are set in Part 161.  

Stage 3 Restrictions 

Subpart D of FAR Part 161 establishes the requirements that an airport operator 
must follow in order to implement a noise or access restriction on Stage 3 aircraft.  
The required analysis must include the same elements required for a proposed 
restriction on Stage 2 aircraft.  In addition, the required Part 161 Study must 
demonstrate "by substantial evidence that the statutory conditions are met."  These 
six conditions, specified in ANCA are:  

• Condition 1:  The restriction is reasonable, non-arbitrary, and non-
discriminatory. 

• Condition 2:  The restriction does not create an undue burden on interstate 
or foreign commerce. 

• Condition 3:  The proposed restriction maintains safe and efficient use of the 
navigable airspace. 

• Condition 4:  The proposed restriction does not conflict with any existing 
Federal statute or regulation. 

• Condition 5:  The applicant has provided adequate opportunity for public 
comment on the proposed restriction. 

• Condition 6:  The proposed restriction does not create an undue burden on 
the national aviation system.5    

                                                 
1 14 CFR Part 161, Secs. 161.9, 161.11, and 161.205(b). 
2 14 CFR Part 161, Sec. 161.203(b). 
3 14 CFR Part 161, Sec. 161.203(e). 
4 14 CFR Part 161, Sec. 161.203(a). 
5 14 CFR Part 161, Sec. 161.305(e). 
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The applicant must also prepare an EA or documentation supporting a categorical 
exclusion.6 

After submission by an airport operator of a complete Part 161 application package, 
the FAA has 30 days to review it for completeness.  Notice of the proposed 
restriction must be published by the FAA in the Federal Register.  After reviewing 
the application and public comments, the FAA must issue a decision approving or 
disapproving the proposed restriction within 180 days after receipt of a complete 
application.  This decision is a final decision of the FAA Administrator for purposes 
of judicial review.7 

A.1.4.2   Consequences of Failing to Comply with Part 161 

Subpart F describes the consequences of an airport operator's failure to comply 
with Part 161.  The sanction provided for in Subpart F is the termination of the 
airport's eligibility to receive airport grant funds and to collect PFCs.8  Most of 
Subpart F describes the process for notifying airport operators of apparent 
violations, dispute resolution, and implementation of the required sanctions. 

A.1.5   ICAO RULES 

The Convention on International Civil Aviation (also known as the Chicago 
Convention), was signed on December 7, 1944 by 52 states.  Pending ratification of 
the Chicago Convention by 26 states, the Provisional International Civil Aviation 
Organization (PICAO) was established.  It functioned from June 6, 1945 until 
April 4, 1947.  By March 5, 1947 the 26th ratification was received.  ICAO came 
into being on April 4, 1947.  In October of the same year, ICAO became a 
specialized agency of the United Nations and is now 185 nations strong. 

During 2000 and 2001, ICAO’s Committee on Aviation Environmental 
Protection (CAEP) has evaluated the introduction of a new noise standard.  In 
September 2001, the ICAO Council met and agreed to the following: 

• Established a new Stage 4 standard that is ten decibels (dB) quieter than 
Stage 3 for aircraft newly-certified after 2006.   

• If a member state decides to permit noise restrictions on any Stage 3 
aircraft, the ICAO Assembly recommends that such restriction: 

- Be based on the noise performance of the aircraft (the European Union 
has imposed a restriction based on engine by-pass ratio);  

- Be tailored to the noise problem of the airport concerned in accordance 
with the balanced approach; 

- Be partial in nature, whenever possible, rather than the complete 
withdrawal of operations at an airport; 

                                                 
6 14 CRF Part 161, Sec. 161.305(c). 
7 14 CFR Part 161, Sec. 161.313(b)(2). 
8 14 CFR Part 161, Sec. 161.501. 
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- Take into account possible consequences for air transport services for 
which there are no suitable alternatives, such as long-haul service; 

- Consider the special circumstances of operators from developing countries 
in order to avoid undue economic hardship on them and by granting them 
exemptions; 

- Introduce such restrictions gradually over time, where possible, in order 
to take into account the economic impact on affected operators;  

- Give operators a reasonable period of advance notice; 

- Take into account the economic and environmental impact on civil 
aviation in terms of recent events; and  

- Inform ICAO and other states of all such restrictions imposed. 

The balanced approach to noise management endorsed by the ICAO Assembly 
consists of “identifying the noise problem at an airport and then analyzing the 
various measures available to reduce noise through the exploration of four principal 
elements with the goal of addressing the noise problem in the most cost-effective 
manner.”  The four principal elements of the balanced approach are: 

• Reduction of noise at the source 

• Land-use planning and management 

• Noise abatement operational procedures 

• Operating restrictions 

A.2   NOISE RESEARCH AND DEVELOPMENT ACTIVITY 

The National Aeronautics and Space Administration (NASA) has been charged with 
providing pre-competitive research endeavors in long-term, high-risk, high-payoff 
technologies and to “provide revolutionary advancements that protect U.S. 
leadership for future generations.  The impact of NASA’s research on our national 
transportation system, our national security, the environment, and our economy 
demonstrates a clear government role in support of the public good.”9 

To that end, NASA has conducted the Advanced Subsonic Transport (AST) program 
which has now transformed into the Quiet Aircraft Technology (QAT) program.  To 
help conduct research, NASA has created the Technical Working Group made up of 
NASA and FAA experts, industry leaders, and academia. 

The goal of the QAT Program is to develop technology that, when implemented, 
reduces the impact of aircraft noise to benefit airport neighbors, the aviation 
industry, and travelers.  NASA’s goals for the QAT program include a balanced 
approach to noise reduction through determining “Community Noise Impact,” 
“Airframe System Noise Reduction,” and “Engine System Noise Reduction.”   

                                                 
9 Excerpt from  NASA’s  Aeronautics & Space Transportation Technology : Three Pillars for Success, 

Message from the Administrator, Daniel S. Goldin, March 1997 
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Noise Reduction Goal: Reduce the perceived noise levels of future aircraft by a 
factor of two (10 dB) from today’s subsonic aircraft within 10 years, and by a factor 
of four (20 dB) within 25 years relative to 1997 “best in fleet” (757, 777 aircraft). 

A.3   LAND USE POLICIES AND GOVERNANCE 

This section discusses the role of land use controls, who is responsible for 
implementing those controls, and the FAA Mitigation Policy. 

A.3.1   THE ROLE OF LAND USE CONTROLS IN PART 150 PLANS 

The FAR Part 150 Program was established under the Aviation Safety and Noise 
Abatement Act of 1979 (ASNA) and allows airport operators to voluntarily submit 
noise exposure maps (NEMs) and NCPs to the FAA for review and approval.  An NCP 
sets forth the measures that an airport operator “has taken” or “has proposed” for 
the reduction of existing incompatible land uses and the prevention of additional 
incompatible land uses within the area covered by NEMs.  Typically recommended 
noise abatement measures fall into three categories: 

1. Operational measures – these measures are applied at the airfield or to 
aircraft operations and include changes in runway use or changes in flight-
track location. 

2. Preventive measures – land use control measures to prevent the new noise-
sensitive land uses from occurring in the existing and future airport noise 
contours; such measures include compatible land use zoning or noise overlay 
zoning within off-airport noise exposure areas. 

3. Corrective (Remedial) measures – mitigation measures applied to existing 
incompatible land uses; such measures include acquisition or sound 
insulation of noise-sensitive property.  (Noise-sensitive property is defined as 
houses, schools, churches, nursing homes, hospitals, and libraries.) 

The FAA adopted land use compatibility guidelines relating types of land use to 
airport sound levels when it promulgated FAR Part 150 in 1985.  These guidelines, 
reproduced here as Table A-1, Land Use Compatibility Guidelines – FAR 
Part 150, show the compatibility parameters for residential, public (schools, 
churches, nursing homes, hospitals, libraries), commercial, manufacturing and 
production, and recreational land uses.   
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Table A-1 
LAND USE COMPATIBILITY GUIDELINES - FAR PART 150 

 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 lodgings Y N1 N1 N N N 

Mobile home parks Y N N N N N 

Transient lodgings Y N1 N1 N1 N N 

PUBLIC USE       

Schools, hospitals, nursing homes Y 25 30 N N N 

Churches, auditoriums, and concert halls Y 25 30 N N N 

Governmental services Y Y 25 30 N N 

Transportation Y Y Y2 Y3 Y4 N4 

Parking Y Y Y2 Y3 Y4 N 

COMMERCIAL USE       

Offices, business and professional Y Y 25 30 N N 

Wholesale and retail -- building materials, 
   hardware, and farm equipment Y Y Y2 Y3 Y4 N 

Retail trade, general Y Y 25 30 N N 

Utilities Y Y Y2 Y3 Y4 N 

Communication Y Y 25 30 N N 

MANUFACTURING AND PRODUCTION       

Manufacturing, general Y Y Y2 Y3 Y4 N 

Photographic and optical Y Y 25 30 N N 

Agriculture (except livestock) and forestry Y Y6 Y7 Y8 Y8 Y8 

Livestock farming and breeding Y Y6 Y7 N N N 

Mining and fishing, resource production 
   and extraction Y Y Y Y Y Y 

RECREATIONAL       

Outdoor sports arenas and spectator sports Y Y Y5 N5 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 
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Table A-1, Continued 
LAND USE COMPATIBILITY GUIDELINES - FAR PART 150 

The designations contained in this table do not constitute a Federal determination that any use of land 
covered by the program is acceptable under Federal, State, or local law.  The responsibility for 
determining the acceptable and permissible land uses and the relationship between specific properties 
and specific noise contours rests with the local authorities.  FAA determinations under Part 150 are not 
intended to substitute federally determined land uses for those determined to be appropriate by local 
authorities in response to locally determined needs and values in achieving noise compatible land 
uses. 

Key To Table A-1 

Y (Yes) Land use and related structures compatible without restrictions. 

N (No) Land use and related structures are not compatible and should be prohibited.  

NLR Noise Level Reduction (outdoor to indoor) to be achieved through incorporation of noise 
attenuation into the design and construction of the structure 

25, 30, 35 Land use and related structures generally compatible; measures to achieve a NLR of 
25, 30, or 35 dB must be incorporated into design and construction of structure.  

Notes for Table A-1 

1. Where the community determines that residential or school uses must be allowed, measures to 
achieve outdoor-to-indoor Noise Level Reduction (NLR) of at least 25 dB and 30 dB should be 
incorporated into building codes and be considered in individual approvals.  Normal residential 
construction can be expected to provide a NLR of 20 dB, thus, the reduction requirements are 
often stated as five, 10, or 15 dB over standard construction and normally assume mechanical 
ventilation and closed windows year round.  However, the use of NLR criteria will not eliminate 
outdoor noise problems. 

2. Measures to achieve NLR of 25 dB must be incorporated into the design and construction of 
portions of these buildings where the public is received, office areas, noise-sensitive areas, or 
where the normal noise level is low. 

3. Measures to achieve NLR of 30 dB must be incorporated into the design and construction of 
portions of these buildings where the public is received, office areas, noise-sensitive areas, or 
where the normal noise level is low.  

4. Measures to achieve NLR of 35 dB must be incorporated into the design and construction of 
portions of these buildings where the public is received, office areas, noise-sensitive areas, or 
where the normal noise level is low.  

5. Land use compatible provided special sound reinforcement systems are installed.  

6. Residential buildings require a NLR of 25 dB.  

7. Residential buildings require a NLR of 30 dB. 

8. Residential buildings not permitted.  

Source:  FAR Part 150 Airport Noise Compatibility Planning, Appendix A, Table 1. 
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The Part 150 guidelines are the basis for defining areas potentially eligible for 
Federal funding through the AIP.  The Airport Improvement Handbook states, 
“Noise compatibility projects usually must be located in areas where noise 
measured in day-night average sound level (DNL) is 65 (dB) or greater.”10  Federal 
funding is available at noise levels below 65 DNL if the airport operator (Sponsor) 
determines that incompatible land uses exist below 65 DNL and the FAA concurs 
with the Sponsor’s determination. 

As shown in Table A-1, all land uses within areas below 65 DNL are considered to 
be compatible with airport operations.  Residential land uses are generally 
incompatible with noise levels above 65 DNL.  In some areas, residential land use 
may be permitted in the 65 to 70 DNL with appropriate sound insulation measures 
implemented.  This is done at the discretion of local communities.  Schools and 
other public use facilities located between 65 and 75 DNL are generally 
incompatible without sound insulation.  Above 75 DNL, schools, hospitals, nursing 
homes, and churches are considered incompatible land uses.  The information 
presented in Table 1 is meant to act as a guideline.  According to FAR Part 150, 
“Adjustments or modifications of the descriptions of the land-use categories may be 
desirable after consideration of specific local conditions.”11   

Therefore, specific land use controls are implemented at the discretion of local 
governments.  An airport Sponsor typically does not have the authority to 
implement local land use controls. 

Land use management measures used for Part 150 purposes include both 
preventive and corrective techniques.  Preventive land use management techniques 
seek to prevent the introduction of additional noise-sensitive land uses within 
existing and future airport noise contours.  Preventive measures include two 
categories – regulatory and policy: 

Regulatory 

• Compatible Use Zoning: commercial, industrial, or farmland zoning 

• Zoning Changes, Residential Density: large-lot zoning, planned development, 
multi-family zoning 

• Noise Overlay Zoning: special regulations within high-noise areas 

• Transfer of Development Rights: zoning framework to authorize private sale 
of development rights to encourage sparse development in high-noise areas 

• Environmental Zoning: environmental protection zoning to support airport 
land use compatibility 

• Subdivision Regulation Changes: require dedication of noise and avigation 
easements, plat notes 

                                                 
10 FAA Order 5100.38A, Chapter 7, paragraph 710.b. 
11 FAR Part 150, Part B Noise Exposure Map Development, Section A150.101 Noise contours and land 

usages, paragraph (c). 
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• Building Code Changes: require soundproofing in new construction 

• Dedicated Noise and Avigation Easements: require for development permits 

• Fair Disclosure Regulations: require seller to notify buyer of aircraft noise 

Policy 

• Comprehensive Planning: policies supporting land use compatibility.  Can 
involve specific land use plans and policies to guide rezoning, variances, 
conditional uses, public projects 

• Capital Improvement Programming: public investments which support airport 
land use compatibility 

Corrective land use management techniques seek to remedy existing and projected 
future unavoidable noise impacts in existing areas of incompatible land use.  
Corrective land use management techniques can also be classified in one of two 
general categories:  modify use and maintain use.  Corrective measures include: 

Modify Existing Use 

• Guaranteed Purchase (Fee Simple): outright purchase of property with the 
intent of removing incompatible use by demolition of structure 

• Development Rights Purchase: purchase of rights to develop property 

• Land Banking: acquisition of vacant land for long-term airport facility needs 

• Redevelopment: acquisition and redevelopment of property 

Maintain Existing Use 

• Purchase Assurance: airport Sponsor acts as buyer of last resort, sound 
insulates house, sells property, retains easement 

• Sales Assistance: airport Sponsor sound insulates house, guarantees that the 
property owner will receive the appraised value, or some increment thereof, 
regardless of final sales value that is negotiated with a buyer, retains 
easement 

• Sound Attenuation: sound insulation of homes, noise-sensitive public 
facilities, retains easement 

• Noise and Avigation Easement Purchase: purchase of easement only 
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A.3.2   FAA FINAL POLICY ON PART 150 NOISE MITIGATION 
MEASURES 

The FAA issued a final policy to establish a distinction between remedial and 
preventive noise mitigation measures proposed by airport operators and submitted 
for approval by the FAA under noise compatibility planning regulations.  In the 
notice of final policy12 effective October 1, 1998, the FAA stated the following: 

• As of October 1, 1998, the FAA will approve under 14 CFR Part 150 only 
remedial noise mitigation measures for existing incompatible development 
and only preventive noise mitigation measures in areas of potential new 
incompatible development. 

• The FAA will not approve remedial noise mitigation measures for new 
incompatible development that occurs in the vicinity of airports. 

• The use of AIP funds will be affected to the extent that such use depends on 
approval under Part 150.   

The Airport Noise Compatibility Planning Program (14 CFR Part 150) was 
established under the Aviation Safety and Noise Abatement Act of 1979 (49 U.S.C. 
47501 through 47509, hereinafter referred to as ASNA).  The Part 150 program 
allows airport operators to submit NEMs and NCPs to the FAA voluntarily.  
According to the ASNA, an NCP sets forth the measures that an airport operator has 
taken or has proposed for the reduction of existing incompatible land uses and the 
prevention of additional incompatible land uses within the area covered by NEMs. 

The ASNA embodies strong concepts of local initiative and flexibility.  The 
submission of NEMs and NCPs is left to the discretion of local airport operators.  
Airport operators also may choose to submit NEMs without preparing and 
submitting an NCP.  The types of measures that airport operators may include in an 
NCP are not limited by the ASNA, allowing airport operators substantial latitude to 
submit a broad array of measures--including innovative measures--that respond to 
local needs and circumstances. 

The criteria for approval or disapproval of measures submitted in a Part 150 
program are set forth in the ASNA.  The ASNA directs the Federal approval of an 
NCP, except for measures relating to flight procedures:  (1) if the program 
measures do not create an undue burden on interstate or foreign commerce; (2) if 
the program measures are reasonably consistent with the goal of reducing existing 
incompatible land uses and preventing the introduction of additional incompatible 
land uses; and (3) if the program provides for its revision if necessitated by the 
submission of a revised NEM.  Failure to approve or disapprove an NCP within 
180 days, except for measures relating to flight procedures, is deemed to be an 
approval under the ASNA.  Finally, the ASNA sets forth criteria under which grants 
may be made to carry out noise compatibility projects, consistent with ASNA’s 
overall deference to local initiative and flexibility.   

                                                 
12  FAA Notice of Final Policy, October 1, 1998. 
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The FAA is authorized, but not obligated, to fund projects via the AIP to carry out 
measures in an NCP that are not disapproved by the FAA.  Such projects also may 
be funded with local PFC revenue upon the FAA’s approval of an application filed by 
a public agency that owns or operates a commercial service airport, although the 
use of PFC revenue for such projects does not require an approved NCP under 
Part 150. 

In establishing the airport noise compatibility planning program, which became 
embodied in FAR Part 150, the ASNA did not change the legal authority of state and 
local governments to control the uses of land within their jurisdictions.  Public 
controls on the use of land are commonly exercised by zoning.  Zoning is a power 
reserved to the states under the U. S. Constitution.  It is an exercise of the police 
powers of the states that designates the uses permitted on each parcel of land.  
This power is usually delegated in states enabling legislation to local levels of 
government. 

Many local land use control authorities (cities, counties, etc.) have not adopted 
zoning ordinances or other controls to prevent incompatible development (primarily 
residential) within the noise impact areas of airports.  An airport noise impact area, 
identified within noise contours on an NEM, may extend over a number of different 
local jurisdictions that individually control land uses.   

While airport operators have included measures in NCPs submitted under Part 150 
to prevent the development of new incompatible land uses through zoning and 
other controls under the authorities of appropriate local jurisdictions, success in 
implementing these measures has been mixed.   

One or more of the factors hindering effective land use controls may be of sufficient 
importance to preclude some jurisdictions from following through on the land use 
recommendations of an airport’s Part 150 NCP.  When either an airport sponsor’s or 
a non-airport sponsor's jurisdiction allows additional incompatible development 
within the airport noise impact area, it can result in noise problems for the people 
who move into the area.  This can, in turn, result in noise problems for the airport 
operator in the form of inverse condemnation or noise nuisance lawsuits, public 
opposition to proposals by the airport operator to expand the airport's capacity, and 
local political pressure for airport operational and capacity limitations to reduce 
noise.  Some airport operators have taken the position that they will not provide 
any financial assistance to mitigate aviation noise for new incompatible 
development.  Other airport operators have determined that it is a practical 
necessity for them to include at least some new residential areas within their noise 
assistance programs to mitigate noise impacts that they were unable to prevent in 
the first place.  Over a relatively short period of time, the distinctions blur between 
what is "new" and what is "existing" residential development with respect to airport 
noise issues. 

Airport operators currently may include new incompatible land uses, as well as 
existing incompatible land uses, within their Part 150 NCPs and recommend that 
remedial noise mitigation measures--usually either property acquisition or noise 
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insulation--be applied to both situations.  These measures have been considered to 
qualify for approval by the FAA under 49 USC 47504 and 14 CFR Part 150.  The 
Part 150 approval enables noise mitigation measures to be considered for Federal 
funding under the AIP, although it does not guarantee that Federal funds will be 
provided.  

Final Policy 

Therefore, as of October 1, 1998, the FAA will approve remedial noise mitigation 
measures under Part 150 only for incompatible development which exists as of that 
date.  Incompatible development that potentially may occur on or after 
October 1, 1998, may only be addressed in Part 150 programs with preventive 
noise mitigation measures.  This policy will affect the use of AIP funds to the extent 
that such funding is dependent on approval under Part 150.  Approval of remedial 
noise mitigation measures for bypassed lots or additions to existing structures 
within noise impacted neighborhoods, additions to existing noise impacted schools 
or other community facilities required by demographic changes within their service 
areas, and formerly noise compatible uses that have been rendered incompatible as 
a result of airport expansion or changes in airport operations, and other reasonable 
exceptions to this policy on similar grounds must be justified by airport operators in 
submittals to the FAA and will be considered by the FAA on a case-by-case basis.  
This policy does not affect AIP funding for noise mitigation projects that do not 
require Part 150 approval, that can be funded with PFC revenue, or that are 
included in FAA-approved environmental documents for airport development. 
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APPENDIX B 
FIELD NOISE MEASUREMENTS AND NOISE 

COMPLAINTS 
This appendix provides the results of temporary noise monitoring conducted to 
provide information to the development of noise contour modeling and the 
complaints about aircraft noise documented by the airport’s management staff. 

B.1   NOISE MEASUREMENTS 

A noise measurement program was conducted during the week of June 27, 2005, 
following Federal Aviation Regulations (FAR) Part 150 Guidelines.  This field 
measurement program was intended to provide numerous measurements of 
individual aircraft overflight events.  The measurements were compared with pre-
existing database information related to aircraft noise level and performance 
characteristics.  The information collected during the measurement program 
included acoustical output, as measured at known locations, as well as flight 
trajectory data (the aircraft's three-dimensional location), relative to the noise 
measurement site. 

Measurements made for short periods are unique to that one period, and may not 
represent the average of the events that would occur at that location over a longer 
period of time.  The relationship between field measurements and computer-
modeled average noise levels is comparable to that between a book and its cover.  
While the cover (single-event measurements) may indicate something of the 
character of a book and receive inordinate attention based on its color or graphics, 
the total story (average noise level) is in all the words that constitute the story.  It 
is on the total story that the critic makes his assessment.  In other words, the 
modeling process simulates overall average annual conditions (the book) while field 
measurements (the cover) reflect only a small part of the whole story. 

Aircraft noise measurements concentrated on the collection of a variety of single 
overflight noise information, with emphasis on the noise generated by aircraft 
during arrival and departure north and south of the airport.  Measurements 
occurred during all times that the airport was operating.  

B.2   NOISE MEASUREMENT SITES 

Noise monitoring sites were chosen at 33 locations based on their proximity to the 
airport, the flow of aircraft operations during the measurement program, and areas 
of historic noise concerns.  Exhibit B-1 illustrates the locations of the noise 
measurement sites.  General sites were selected on the basis of ambient noise level 
(or more specifically, the absence of loud ambient noise), locations of flight tracks 
derived from preliminary early analysis of the Total Airport Management Informa-
tion System (TAMIS) information, locations of noise complaints received by the 
airport, and the locations of concentrations of residential use in overflown areas. 



RICKENBACKER INTERNATIONAL AIRPORT 
FAR PART 150 NOISE COMPATIBILITY STUDY FINAL 

Landrum & Brown Appendix B – Field Noise Measurements and Noise Complaints 
December 2006 Page B-2 

 

 

 

 

 

 

 

 

 
 
 

THIS PAGE INTENTIONALLY LEFT BLANK 





RICKENBACKER INTERNATIONAL AIRPORT 
FAR PART 150 NOISE COMPATIBILITY STUDY  FINAL 

 
 
 
 
 
 
 
 
 
 
 
 
 
 

THIS PAGE INTENTIONALLY LEFT BLANK 

Landrum & Brown  
December 2006  



RICKENBACKER INTERNATIONAL AIRPORT 
FAR PART 150 NOISE COMPATIBILITY STUDY FINAL 

Landrum & Brown Appendix B – Field Noise Measurements and Noise Complaints 
December 2006 Page B-5 

Specific locations were suggested by airport staff and members of the public, as 
well as through application of consultant experience.  Specific selection criteria 
included the following: 

• Emphasis on areas of numerous aircraft noise events according to earlier 
evaluations. 

• Representative sampling of all major types of operations and aircraft using 
the Rickenbacker International Airport (LCK). 

• Screening of each site for local noise sources or unusual terrain 
characteristics, which could affect measurements. 

• Location in or near areas from which complaints about aircraft noise were 
received, or where there are concentrations of people exposed to numerous 
aircraft overflights. 

While there is no end to the number of locations available for monitoring, the 
selected sites fulfill the above criteria and provide a representative sampling of the 
varying aircraft noise conditions in the vicinity of the airport.  Information collected 
during the noise measurement program included single-event peak decibel (dB) 
levels (Lmax), Sound Exposure Levels (SEL), event duration, time of occurrence 
and aircraft type.1 

B.3   ACOUSTICAL MEASUREMENTS 

This section provides a technical description of the acoustical measurements that 
were performed for the LCK Part 150 Study.  Described here are the 
instrumentation that was employed, calibration procedures followed, and related 
data collection items and procedures. 

B.3.1   INSTRUMENTATION 

Two types of acoustical instrumentation and analysis equipment were used in order 
to obtain acoustical data to compare with standard data associated with aircraft 
noise.  The major instrumentation that was used is listed in Table B-1. 

                                                 
1 Lmax refers to the maximum A-weighted noise level recorded for a single noise event.  SEL is a 

logarithmic expression of the all the sound energy for a single noise event compressed into one 
second.  Durations are expressed in seconds and the identification of aircraft types was done 
visually from the ground as the aircraft passed over head and through a review of TAMIS data. 
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Table B-1 
ACOUSTICAL MEASUREMENT INSTRUMENTATION 
Rickenbacker International Airport 

NUMBER INSTRUMENT TYPE 
2 Larson Davis 814 Type 1 Integrating Sound Level Meter/Real-Time Analyzer 
1 Larson Davis 820 Sound Level Meter 
2 Larson Davis ½” microphone type PRM902 w/Windscreens 
1 Larson Davis ½” microphone type 40AE w/Windscreen 

3 
Type 1 Precision Microphone Calibrator, 94 or 114 db output, 1kHz, ½” 
opening 

Source: Landrum & Brown, 2006. 

B.3.2   MEASUREMENT PROCEDURES 

Aircraft noise levels were recorded using the equipment indicated in the above table 
for each of the 33 sites.  TAMIS data was obtained from the Columbus Regional 
Airport Authority (CRAA) to compare to measured events.  The noise-monitoring 
program was designed to provide a sampling of single events throughout the study 
area.  It was not designed to record cumulative noise levels.  All of the monitors 
were calibrated before measurements began and were attended while active to 
ensure that only aircraft noise events were recorded.  The monitoring procedure 
called for the operator to enable the noise monitor when a noise event first became 
audible and continue monitoring that event until the noise level receded back to 
ambient levels, usually lasting a duration of 20 to 50 seconds.  After the event, the 
operator recorded the average noise level (Lavg), the SEL, the event duration, and 
the Lmax.  Other information, such as aircraft type and operational characteristics, 
was also annotated, as available. 

The LCK program provided for the collection of a large number of single-event 
measurements at a variety of locations throughout the community at distances 
ranging from several hundred feet to several miles between the aircraft and the 
monitoring site.  This information allowed, when correlated with the TAMIS records 
and operating schedules, the determination of applicable noise curves and 
performance characteristics within the Integrated Noise Model (INM) database for 
the most significant aircraft and operators.  The measured data generally reflected 
the noise levels within the INM database for those aircraft operated by the jet 
operators at the airport.  Based on an analysis of flight profiles and measured noise 
levels no modification of any noise curves or standard operational data was 
conducted. 

B.3.3   WEATHER INFORMATION 

The measurements were recorded during both clear and overcast sky conditions.  
The average temperature ranged from a low of 68 to a high of 91.  The winds were 
light and generally came from the southwest.  
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B.3.4   OBSERVED OPERATING CONDITIONS 

The noise measurement program observed a variety of operating conditions at LCK.  
Due to the wind/weather conditions and the nighttime runway use program, arrivals 
were observed on all runway ends while departures were limited to Runway 23L 
and Runway 23R.  Midday operations mainly consisted of training exercises 
performed by the Ohio Air National Guard’s 121st Air Refueling Wing.  General 
aviation operations were also observed during this time period.  During the evening 
hours the airport had a relatively small number of operations.  The operations that 
did occur during this time period were general aviation and cargo operations.  The 
late evening and overnight hours were the busiest observed during the 
measurement period.  Starting at approximately 9:00 p.m., a bank of AirNet 
arrivals occurred with a bank of AirNet departures following around 10:00 p.m.  
Operations observed after 11:00 p.m. were a mix of arrivals and departures 
operating in contra-flow, consistent with the nighttime runway use program.  The 
contra-flow procedures call for aircraft to arrive from the south on Runway 5R and 
Runway 5L and depart to the south on Runways 23L and 23R between 11:00 p.m. 
and 7:00 a.m.  This procedure was observed during the measurement period 
including AirNet’s early morning arrival (4:00 a.m. – 5:00 a.m.) and departure 
(5:00 a.m. – 6:00 a.m.) banks. 

B.3.5   MEASUREMENT RESULTS SUMMARY 

The noise measurement program revealed a wide range of noise exposure levels 
from aircraft activity in the airport environs.  The measured noise levels from 
departing aircraft tended to produce SEL and peak dB levels several dB higher than 
those of arriving aircraft.  This difference is caused by two characteristics of the 
separate operations.  First, exposure to noise above the background levels from 
arriving aircraft is typically shorter than from departing aircraft, resulting in less 
cumulative energy to be factored into the SEL exposure level.  Second, the power 
settings used during approach are less than those necessary to climb during the 
takeoff, resulting in several dB less noise than measured at similar locations during 
departure.   

An evaluation of the SEL and Lmax)levels measured at the various locations 
indicates that the SEL always runs several dB louder than the Lmax.  When the 
Lmax is low, the SEL may be as much as 10 to 15 dB higher than the peak level, 
but when the Lmax is high, the SEL is typically only 6 to 12 dB louder.  Again, this 
characteristic is the result of longer exposure to noise levels above background 
levels during takeoff events.  Table B-2, at the end of this appendix, provides a 
synopsis of the measurements.  For reference during the following discussion, 
Exhibit B-1 shows the noise monitoring sites. 

Immediately to the north of the airport, a number of measurements were taken in 
the residential areas of the Village of Groveport.  Measurements recorded closer to 
the airport resulted in Lmax noise levels ranging from the lower 50s to 96 dB.  
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Table B-2 
TEMPORARY NOISE MONITORING RESULTS 
Rickenbacker International Airport 

SITE 
NO. 

LOCATION 
DATE 

MONITORED 
TYPE OF 
EVENTS 

HOURS 
MONITORED 

SEL RANGE 
(DB) 

PEAK 
AIRCRAFT 

MAX RANGE 
(DB) 

TM1 
4999 Johnanne Dr., 

Groveport 
06/28/05 

Arrivals & 
Touch-and-Gos 

12:00 p.m. - 
1:00 p.m. 

60.3 – 91.9 KC135 52.0 – 84.8 

TM2 Heritage Park 06/28/05 Arrivals 1:10 p.m. – 
2:10 p.m. 

60.9 – 73.5 KC135 52.0 – 66.4 

TM3 
Degenhart Park, 

Groveport 
06/28/05 Arrivals 7:30 p.m. – 

8:40 p.m. 
60.6 – 83.9 Lear35 53.6 – 76.6 

TM4 Ashville Pike 06/28/05 
Departures 

(1 Arr.) 
11:10 p.m. - 
11:55 p.m. 

74.6 – 84.7 C208 67.7 - 79.3 

TM5 Bulen Pierce Road 06/29/05 
Departures 

(3 Arr.) 
4:50 a.m. – 
5:55 a.m. 

60.4 – 85.6 CVLP 58.8 - 76.2 

TM6 
Freshman School 

(Main St), Groveport 
06/29/05 Arrivals 12:10 p.m. – 

1:00 p.m. 
72.7 – 90.8 KC135 68.6 – 82.8 

TM7 Shepherd & Bulen Pierce 06/29/05 Arrivals 4:00 a.m. – 
4:50 a.m. 

63.4 – 78.7 C208 54.0 – 77.1 

TM8 
7400 Groveport Rd. 

Groveport Service Bldg 
06/29/05 Arrivals 1:45 p.m. – 

2:45 p.m. 
67.7 - 85.2 KC135 60.3 – 76.7 

TM9 814 Main St., Groveport 06/29/05 Arrivals 9:00 p.m. - 
10:15 p.m. 

63.3 – 102.3 B742 52.6 – 96.4 

TM10 
5691 Readers, 

Canal Winchester 
06/29/05 Arrivals 10:45 p.m. - 

11:45 p.m. 
58.5 – 66.9 Lear35 52.6 – 66.2 

TM11 
Delane & 

Elm Street 06/30/05 Arrivals 12:45 p.m. – 
1:45 p.m. 

69.2 – 89.0 F16 55.6 – 82.6 

TM12 Canal & College Street 06/28/05 Arrivals 9:15 p.m. – 
10:15 p.m. 

60.1 – 84.6 KC135 54.3 - 75.3 

TM13 
Harrison Twp School, 

Duvall Road 
06/28/05 Departures 

7:00 p.m. – 
8:00 p.m. 

62.4 – 90.0 DC10 48.2 - 80.1 

TM14 US Route 23 06/28/05 1 Departure 
8:05 p.m. – 
9:05 p.m. 

85.5 DC8 76.3 

TM15 Bulen Pierce Road 06/28/05 
Departures 

(4 Arr.) 
10:20 p.m. – 
11:20 p.m. 

73.2 – 99.9 B727 61.2 - 89.5 

TM16 Bulen Pierce Road 06/28/05 
Departures 

(1 Arr.) 
11:25 p.m. – 
12:00 a.m. 

73.3 – 89.6 Lear35 62.3 – 82.3 

TM17 Ashville Pike 06/29/05 Arrivals 
4:00 a.m. – 
4:45 a.m. 

64.2 – 90.7 C208 55.3 - 79.5 

TM18 US Route 23 06/29/05 Departures 
4:55 a.m. – 
5:55 a.m. 

72.4 - 88.7 Lear35 60.0 – 74.5 

TM19 Harbinger Drive 06/29/05 Arrivals 9:00 p.m. - 
10:10 p.m. 

56.8 - 86.4 B742 45.7 - 75.8 

TM20 
Church of Christ in 

Christian Union, Canal & 
Center Street 

06/29/05 Arrivals 10:10 p.m. - 
11:10 p.m. 

63.4 – 76.9 C208 54.6 – 69.4 

TM21 Tallman & Shadow Run 06/28/05 Arrivals 9:10 p.m. - 
10:00 p.m. 

69.7 – 89.9 Lear35 58.0 – 80.1 

TM22 Bulen Pierce Road 06/28/05 Departures 
8:40 p.m. - 
10:05 p.m. 

53.9 – 83.2 Lear35 42.6 – 73.5 

TM23 Duvall Road 06/28/05 Departures 
12:10 p.m. – 

1:10 p.m. 
53.9 – 84.1 KC135 42.6 – 80.5 

TM24 London – Lancaster Rd. 06/28/05 Departures 
1:30 p.m. – 
2:20 p.m. 

52.9 – 71.6 KC135 42.7 – 60.6 

TM25 Duvall Road 06/28/05 Departures 
7:05 p.m. – 
8:30 p.m. 

46.9 – 58.4 C208 57.3 – 62.6 

TM26 Shepherd Road 06/28/05 
Departures 

(2 Arr.) 
10:15 p.m. – 
11:20 p.m. 

67.1 – 88.9 B727 55.9 – 77.9 
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TABLE B-2, Continued 
TEMPORARY NOISE MONITORING RESULTS 
Rickenbacker International Airport 

 

SEL: Sound Exposure Level Lmax: Maximum Noise Level  
DBA : A-Weighted Decibels 

Source: Landrum & Brown, 2005.  

The loudest aircraft observed at these sites were a Boeing 747, KC135 and Lear 35.  
Farther west in Madison Township, the Lmax noise levels ranged from 52 to 91 dB, 
mainly consisting of touch-and-go operations performed by KC135 aircraft.   

To the south of the airport, measurement sites were selected in Pickaway County, 
and the Village of Lockbourne.  These sites captured both arrivals and departures.  
The Lmax noise levels at these sites ranged from 42 to 89 dB.  In almost all cases, 
the loudest aircraft observed at these sites were the Boeing 727, DC10 and 
Lear 35.  

Results from the noise measurement program were correlated against TAMIS data 
collected for the same time period.  The purpose of the correlation was to assist in 
the selection of the aircraft performance profiles included in the INM.  The 
departure profiles included in the INM are organized as a number (1-7) or “stage” 
which related to a specific departure weight for an individual aircraft.  Departure 
stage is typically assigned based on the distance to destination.  Stage lengths are 
defined as follows: 

 1 0 to 500 nautical miles 
 2 500 to 1000 nautical miles 
 3 1000 to 1500 nautical miles 
 4 1500 to 2500 nautical miles 
 5 2500 to 3500 nautical miles 
 6 3500 to 4500 nautical miles 
 7 over 4500 nautical miles 

SITE 
NO. 

LOCATION 
DATE 

MONITORED 
TYPE OF 
EVENTS 

HOURS 
MONITORED 

SEL RANGE 
(DB) 

PEAK 
AIRCRAFT 

MAX RANGE 
(DB) 

TM27 Ashville Pike 06/28/05 Departures 
11:30 p.m. - 
12:00 a.m. 

63.3 – 79.0 PA31 52.0 – 84.8 

TM28 Bulen Pierce Road 06/29/05 Arrivals 4:05 a.m. – 
5:10 a.m. 

42.4 – 75.9 Lear35 48.6 – 66.3 

TM29 Ashville Pike 06/29/05 Departures 5:15 a.m. – 
5:50 a.m. 

68.1 – 86.0 PA31 53.1 – 74.9 

TM30 
New Vision Baptist 

Church, Richardson Rd. 
06/29/05 

Arrivals & 
Departures 

12:25 a.m. - 
1:20 a.m. 

57.9 – 83.1 KC135 46.6 - 72.2 

TM31 
Miller & Lozier St., 

Lockbourne 
06/29/05 Departures 9:30 p.m. – 

10:26 p.m. 
55.7 – 79.3 Lear35 50.6 - 72.1 

TM32 Miller Rd. 06/30/05 Arrivals 3:45 a.m. – 
4:40 a.m. 

49.0 – 65.6 Lear35 42.2 – 54.8 

TM33 
Ole Tyme Freewill 

Baptist Church 
06/30/05 Departures 

4:50 a.m. – 
6:00 a.m. 

61.6 – 82.2 Lear35 51.7 - 70.5 
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The theory is that the longer the trip, the heavier the average takeoff weight is due 
to increased fuel requirements.  Historically, it has been easier to obtain trip length 
data than average weight data, so distance has been used as a surrogate for 
aircraft takeoff weight.   

Results from the correlation of noise levels and altitude distances found that the 
DC-8 and Boeing 727-200 may be heavier than what their distance-based stage 
length defined them to be.  Therefore, a higher stage length was assigned when 
modeling these aircraft to more accurately reflect their measured noise levels and 
departure profiles.  This is not uncommon for cargo aircraft.  For example, a flight 
from LCK to Louisville would typically be assigned the lowest weight profile based 
on the distance being less than 500 miles.  But, in the case of a cargo flight, the 
aircraft is likely to be considerably heavier due to maximizing payload. 

In addition to the comparison of INM databases, noise levels near the two 
permanent noise monitoring sites were collected.  The results of this assessment 
found the following: 

Noise Measurement Site 1: Groveport Freshman School 

− Correlation of noise levels from the permanent noise monitor was 
consistent with the noise levels collected during the temporary 
monitoring program (+/- 1 dB). 

Noise Measurement Site 2: Bulen Pierce Road 

− Correlation of noise levels from the permanent noise monitor was 
generally consistent with the noise levels collected during the 
temporary monitoring program (+/- 2 dB). 

− Based on these findings, the CRAA conducted a system check of this 
noise monitor and found no errors.  Therefore, it is concluded that the 
permanent noise monitor is operating correctly and that other 
environmental factors are likely to have resulted in the differences 
observed during the temporary noise measurement program. 

B.4   NOISE COMPLAINT HISTORY 

Prior to 2003, LCK was operated by the Rickenbacker Port Authority.  During this 
time period a dedicated noise complaint hotline did not exist, making it difficult for 
local residents to register noise complaints.  The largest number of noise complaints 
received prior to 2003 was 15, occurring in 1998.  In 2003, the Rickenbacker Port 
Authority merged with the Columbus Airport Authority, creating the CRAA, allowing 
the communities surrounding LCK access to the CRAA Noise Complaint Hotline.  
After the 2003 merger, noise complaints at LCK increased.  This increase is most 
likely attributed to the availability of the Noise Complaint Hotline that was 
previously not available to register noise complaints at LCK.  The airport received 
51, 23, and 42 noise complaints in 2003, 2004, and 2005 respectively.  The largest 
number of complaints occurred in the Groveport area, northeast of the airport.  



RICKENBACKER INTERNATIONAL AIRPORT 
FAR PART 150 NOISE COMPATIBILITY STUDY FINAL 

Landrum & Brown Appendix B – Field Noise Measurements and Noise Complaints 
December 2006 Page B-11 

People living in the Canal Winchester area, located to the northeast of the airport, 
registered the second highest number of complaints.  The remainder of the noise 
complaints were scattered across Columbus, the Village of Lockbourne, Ashville and 
Hilliard.  Exhibit B-2, Location of Noise Complaints (2004 through 2005), 
illustrates the geographic locations of the noise complaints from January 2004 
through December 2005.  

The noise complaint information provided by CRAA was used to assist in the 
identification of noise concerns and in the development of mitigation and noise 
abatement measures. 
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APPENDIX C 
NOISE MODELING METHODOLOGY 

This appendix sets forth the background material necessary for the reader to 
understand the principles of noise, as well as the preparation of noise exposure 
contours and the development of estimates of noise impacts associated with those 
contours.  The data is derived from a variety of sources including, but not limited 
to, records maintained by Columbus Regional Airport Authority (CRAA) airport 
management and the Federal Aviation Administration (FAA), and mapping available 
from Rickenbacker International Airport (LCK) and local planning agencies. 

Section C.1 and C.2 provides background information necessary to understand 
the properties of sound and noise, including how noise levels are measured and 
expressed mathematically. 

Section C.3 provides basic information on the noise metric and computer model 
used to compute noise and a statement relative to the comparability of baseline 
information and the years indicated on the official noise mapping for the airport. 

Section C.4 sets forth the detailed input data that was used to prepare noise 
exposure contours for 2006 and year 2011 baseline conditions as shown in 
Chapter 3, Baseline Noise Exposure.   

Section C.5 summarizes operating information related to the proposed Noise 
Compatibility Program (NCP) contours that are shown in Chapter 4, Noise 
Compatibility Plan. 

C.1   SOUND AND NOISE 

Sound is created by a vibrating source that induces vibrations in the air.  The 
vibration produces alternating bands of relatively dense and sparse particles of air, 
spreading outward from the source like ripples on a pond.  Sound waves dissipate 
with increasing distance from the source.  Sound waves can also be reflected, 
diffracted, refracted, or scattered.  When the source stops vibrating, the sound 
waves disappear almost instantly and the sound ceases.   

Sound conveys information to listeners.  It can be instructional, alarming, pleasant 
and relaxing, or annoying.  Identical sounds can be characterized by different 
people, or even by the same person at different times, as desirable or unwanted.  
Unwanted sound is commonly referred to as “noise.” 

Sound can be defined in terms of three components: 

1. Level (amplitude) 
2. Pitch (frequency) 
3. Duration (time pattern) 
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C.1.1   Sound Level 

The level of sound is measured by the difference between atmospheric pressure 
(without the sound) and the total pressure (with the sound).  Amplitude of sound is 
like the relative height of the ripples caused by the stone thrown into the water.  
Although physicists typically measure pressure using the linear Pascal scale, sound 
is measured using the logarithmic decibel (dB) scale.  This is because the range of 
sound pressures detectable by the human ear can vary from 1 to 100 trillion units.  
A logarithmic scale allows us to discuss and analyze noise using more manageable 
numbers.  The range of audible sound ranges from approximately 1 to 140 dB, 
although everyday sounds rarely rise above about 120 dB.  The human ear is 
extremely sensitive to sound pressure fluctuations.  A sound of 140 dB, which is 
sharply painful to humans, contains 100 trillion (1014) times more sound pressure 
than the least audible sound.   

By definition, a 10 dB increase in sound is equal to a tenfold (101) increase in the 
mean square sound pressure of the reference sound.  A 20 dB increase is a 
100-fold (102) increase in the mean square sound pressure of the reference sound.  
A 30 dB increase is a 1,000-fold (103) increase in mean square sound pressure.  

A logarithmic scale requires different mathematics than used with linear scales.  
The sound pressures of two separate sounds, expressed in dB, are not 
arithmetically additive.  For example, if a sound of 80 dB is added to another sound 
of 74 dB, the total is a 1 dB increase in the louder sound (81 dB), not the arithmetic 
sum of 154 dB (See Exhibit C-1).  If two equally loud noise events occur 
simultaneously, the sound pressure level from the combined events is 3 dB higher 
than the level produced by either event alone.  

Logarithmic averaging also yields results that are quite different from simple 
arithmetic.  Consider the example shown in Exhibit C-2.  Two sound levels of equal 
duration are averaged.  One has an Lmax of 100 dB, the other 50 dB.  Using 
conventional arithmetic, the average would be 75 dB.  The true result, using 
logarithmic math, is 97 dB.  This is because 100 dB has far more energy than 50 dB 
(100,000 times as much!) and is overwhelmingly dominant in computing the 
average of the two sounds. 

Human perceptions of changes in sound pressure are less sensitive than a sound 
level meter.  People typically perceive a tenfold increase in sound pressure, a 10 dB 
increase, as a doubling of loudness.  Conversely, a 10 dB decrease in sound 
pressure is normally perceived as half as loud.  In community settings most people 
perceive a 3 dB increase in sound pressure (a doubling of the sound pressure or 
energy) as just noticeable.  (In laboratory settings, people with good hearing are 
able to detect changes in sounds of as little as 1 dB.)  
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Exhibit C-1:   
EXAMPLE OF ADDITION OF TWO DECIBEL LEVELS 

Source:  Information on Levels.  EPA.  March 1974. 

C.1.2   Sound Frequency 

The pitch (or frequency) of sound can vary greatly from a low-pitched rumble to a 
shrill whistle.  If we consider the analogy of ripples in a pond, high frequency 
sounds are vibrations with tightly spaced ripples, while low rumbles are vibrations 
with widely spaced ripples.  The rate at which a source vibrates determines the 
frequency.  The rate of vibration is measured in units called “Hertz” -- the number 
of cycles, or waves, per second.  One’s ability to hear a sound depends greatly on 
the frequency composition.  Humans hear sounds best at frequencies between 
1,000 and 6,000 Hertz.  Sound at frequencies above 10,000 Hertz (high-pitched 
hissing) and below 100 Hertz (low rumble) are much more difficult to hear.   
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If we are attempting to measure sound in a way that approximates what our ears 
hear, we must give more weight to sounds at the frequencies we hear well and less 
weight to sounds at frequencies we do not hear well.  Acousticians have developed 
several weighting scales for measuring sound.  The A-weighted scale was developed 
to correlate with the judgments people make about the loudness of sounds.  The 
A-weighted decibel scale (dBA) is used in studies where audible sound is the focus 
of inquiry.  The U.S. Environmental Protection Agency (USEPA) has recommended 
the use of the A-weighted decibel scale in studies of environmental noise.1  Its use 
is required by the FAA in airport noise studies.2  For the purposes of this analysis, 
dBA was used as the noise metric and dB and dBA are used interchangeably. 

C.1.3   Duration of Sounds 

The duration of sounds – their patterns of loudness and pitch over time – can vary 
greatly.  Sounds can be classified as continuous like a waterfall, impulsive like a 
firecracker, or intermittent like aircraft overflights.  Intermittent sounds are 
produced for relatively short periods, with the instantaneous sound level during the 
event roughly appearing as a bell-shaped curve.  An aircraft event is characterized 
by the period during which it rises above the background sound level, reaches its 
peak, and then recedes below the background level.    

C.2   STANDARD NOISE DESCRIPTORS 

Given the multiple dimensions of sound, a variety of descriptors, or metrics, have 
been developed for describing sound and noise.  Some of the most commonly used 
metrics are discussed in this section.  They include:   

1. Maximum Level (Lmax) 
2. Time Above Level (TA) 
3. Sound Exposure Level (SEL) 
4. Equivalent Sound Level (Leq) 
5. Day/Night Average Sound Level (DNL)  

C.2.1   Maximum Level (Lmax) 

Lmax is simply the highest sound level recorded during an event or over a given 
period of time.  It provides a simple and understandable way to describe a sound 
event and compare it with other events.  In addition to describing the peak sound 
level, Lmax can be reported on an appropriate weighted decibel scale (A-weighted, 
for example) so that it can disclose information about the frequency range of the 
sound event in addition to the loudness.    

                                                 
1 Information on Levels of Environmental Noise Requisite to Protect Health and Welfare with an 

Adequate Margin of Safety.  U.S. Environmental Protection Agency, Office of Noise Abatement and 
Control.  1974, P. A-10. 

2 “Airport Noise Compatibility Planning.”  14 CFR Part 150, Sec. A150.3. 
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Lmax, however, fails to provide any information about the duration of the sound 
event.  This can be a critical shortcoming when comparing different sounds.  Even if 
they have identical Lmax values, sounds of greater duration contain more sound 
energy than sounds of shorter duration.  Research has demonstrated that for many 
kinds of sound effects, the total sound energy, not just the peak sound level, is a 
critical consideration. 

C.2.2   Time Above Level (TA) 

The “time above,” or TA, metric indicates the amount of time that sound at a 
particular location exceeds a given sound level threshold.  TA is often expressed in 
terms of the total time per day that the threshold is exceeded.  The TA metric 
explicitly provides information about the duration of sound events, although it 
conveys no information about the peak levels during the period of observation.  

C.2.3   Sound Exposure Level (SEL) 

The sound exposure level, or SEL metric, provides a way of describing the total 
sound energy of a single event.  In computing the SEL value, all sound energy 
occurring during the event, within 10 dB of the Lmax, is mathematically integrated 
over one second.  (Very little information is lost by discarding the sound below the 
10 dB cut-off, since the highest sound levels completely dominate the integration 
calculation.)  Consequently, the SEL is always greater than the Lmax for events 
with a duration greater than one second.  SELs for aircraft overflights typically 
range from five to 10 dB higher than the Lmax for the event. 

Exhibit C-3 shows graphs of instantaneous sound levels for three different events: 
an aircraft flyover, roadway noise, and a firecracker.  The Lmax and the duration of 
each event differ greatly.  The pop of the firecracker is quite loud, 102 dB but lasts 
less than a second.  The aircraft flyover has a considerably lower Lmax at 90 dB, 
but the event lasts for over a minute.  The Lmax from the roadway noise is even 
quieter at only 72 dB, but it lasts for 15 minutes.  By considering the loudness and 
the duration of these very different events simultaneously, the SEL metric reveals 
that the total sound energy of all three is identical.  This can be a critical finding for 
studies where total noise dosage is the focus of study.  As it happens, research has 
shown conclusively that noise dosage is crucial in understanding the effects of noise 
on animals and humans.  
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C.2.4   Equivalent Sound Level (Leq) 

The equivalent sound level (Leq) metric may be used to define cumulative noise 
dosage, or noise exposure, over a period of time.  In computing Leq, the total noise 
energy over a given period of time, during which numerous events may have 
occurred, is logarithmically averaged over the time period.  The Leq represents the 
steady sound level that is equivalent to the varying sound levels actually occurring 
during the period of observation.  For example, an 8-hour Leq of 67 dB indicates 
that the amount of sound energy in all the peaks and valleys that occurred in the 
8-hour period is equivalent to the energy in a continuous sound level of 67 dB.  Leq 
is typically computed for measurement periods of 1 hour, 8 hours, or 24 hours, 
although any time period can be specified. 

Exhibit C-4 shows the relationship of Leq to Lmax and SEL.  In this example, four 
noise events occur during one hour.  The SELs for each event range from 90dB to 
108 dB.  The Leq for this one-hour period would be 75 dB.  Note that this Leq value 
is derived from only four events during the one-hour period.  When converted to 
SELs, the sound events accounted for only four seconds during the hour; silence 
occurred during the remaining 3,596 seconds.  This again indicates the dominance 
of loud events in noise summation and averaging computations.     

Leq is a critical noise metric for many kinds of analysis where total noise dosage, or 
noise exposure, is under investigation.  As already noted, noise dosage is important 
in understanding the effects of noise on both animals and people.  Indeed, research 
has led to the formulation of the “equal energy rule.”  This rule states that it is the 
total acoustical energy to which people are exposed that explains the effects the 
noise will have on them.  That is, a very loud noise with a short duration will have 
the same effect as a lesser noise with a longer duration if they have the same total 
sound energy.  

C.2.5   Day/Night Average Sound Level (DNL) 

The DNL metric is really a variation of the 24-hour Leq metric.  Like Leq, the DNL 
metric describes the total noise exposure during a given period.  Unlike Leq, 
however, DNL, by definition, can only be applied to a 24-hour period.  In computing 
DNL, an extra weight of 10 dB is assigned to any sound levels occurring between 
the hours of 10:00 p.m. and 7:00 a.m.  This is intended to account for the greater 
annoyance that nighttime noise is presumed to cause for most people.  Recalling 
the logarithmic nature of the dB scale, this extra weight treats one nighttime noise 
event as equivalent to 10 daytime events of the same magnitude.   

As with Leq, DNL values are strongly influenced by the loud events.  For example, 
30 seconds of sound of 100 dB, followed by 23 hours, 59 minutes, and 30 seconds 
of silence would compute to a DNL value of 65 dB.  If the 30 seconds occurred at 
night, it would yield a DNL of 75 dB.   



RICKENBACKER INTERNATIONAL AIRPORT 
FAR PART 150 NOISE COMPATIBILITY STUDY FINAL 

Landrum & Brown Appendix C – Noise Modeling Methodology 
December 2006 Page C-12 

 

 

 

 

 

 

 

 

 
 
 

THIS PAGE INTENTIONALLY LEFT BLANK 





RICKENBACKER INTERNATIONAL AIRPORT 
FAR PART 150 NOISE COMPATIBILITY STUDY  FINAL 

 
 
 
 
 
 
 
 
 
 
 
 
 

THIS PAGE INTENTIONALLY LEFT BLANK 

Landrum & Brown  
December 2006  



RICKENBACKER INTERNATIONAL AIRPORT 
FAR PART 150 NOISE COMPATIBILITY STUDY FINAL 

Landrum & Brown Appendix C – Noise Modeling Methodology 
December 2006 Page C-15 

This example can be roughly equated to an airport noise environment.  Recall that 
an SEL is the mathematical compression of a noise event into one second.  Thus, 
30 SELs of 100 dB during a 24-hour period would equal DNL 65 dB, or DNL 75 dB if 
they occurred at night.  This situation could actually occur in places around a real 
airport.  If the area experienced 30 overflights during the day, each of which 
produced an SEL of 100 dB, it would be exposed to DNL 65 dB.  Recalling the 
relationship of SEL to the Lmax of an aircraft overflight, the Lmax recorded for each 
of those overflights (the peak level a person would actually hear) would typically 
range from 90 to 95 dB.     

C.2.5.1   Federal Requirements to Use DNL in Environmental Noise 
Studies 

DNL is the standard metric used for environmental noise analysis in the U.S.  This 
practice originated with the USEPA’s effort to comply with the Noise Control Act of 
1972.  The USEPA designated a task group to “consider the characterization of the 
impact of airport community noise and develop a community noise exposure 
measure.”3  The task group recommended using the DNL metric.  The USEPA 
accepted the recommendation in 1974, based on the following considerations: 

1. The measure is applicable to the evaluation of pervasive, long-term noise in 
various defined areas and under various conditions over long periods of time. 

2. The measure correlates well with known effects of the noise environment on 
individuals and the public. 

3. The measure is simple, practical, and accurate. 

4. Measurement equipment is commercially available. 

5. The metric at a given location is predictable, within an acceptable tolerance, 
from knowledge of the physical events producing the noise.4 

Soon thereafter, the Department of Housing and Urban Development (HUD), 
Department of Defense, and the Veterans Administration adopted the use of DNL.   

At about the same time, the Acoustical Society of America developed a standard 
(ANSI S3.23-1980) which established DNL as the preferred metric for outdoor 
environments.  This standard was reevaluated in 1990 and they reached the same 
conclusions regarding the use of DNL (ANSI S12.40-1990).   

                                                 
3  Information on Levels of Environmental Noise Requisite to Protect Health and Welfare with an 

Adequate Margin of Safety.  U.S. Environmental Protection Agency, Office of Noise Abatement and 
Control.  1974, P. A-10. 

4 Information on Levels of Environmental Noise Requisite to Protect Health and Welfare with an 
Adequate Margin of Safety.  U.S. Environmental Protection Agency, Office of Noise Abatement and 
Control.  1974, Pp. A-1–A-23. 
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In 1980, the Federal Interagency Committee on Urban Noise (FICUN) met to 
consolidate Federal guidance on incorporating noise considerations in local land use 
planning.  The committee selected DNL as the best noise metric for the purpose, 
thus endorsing the USEPA’s earlier work and making it applicable to all Federal 
agencies.5 

In response to the requirements of the Aviation Safety and Noise 
Abatement (ASNA) Act of 1979 and the recommendations of FICUN and USEPA, the 
FAA established DNL in 1981 as the single metric for use in airport noise and land 
use compatibility planning.  This decision was incorporated into the final rule 
implementing ASNA, Federal Aviation Regulation (FAR) Part 150, in 1985.   

In the early 1990s, Congress authorized the creation of a new interagency 
committee to study airport noise issues.  The Federal Interagency Committee on 
Noise (FICON) was formed with membership from the USEPA, the FAA, the U.S. Air 
Force, the U.S. Navy, HUD, the Department of Veterans Affairs (VA), and others.  
FICON concluded in its 1992 report that Federal agencies should “continue the use 
of the DNL metric as the principal means for describing long term noise exposure of 
civil and military aircraft operations.”6  FICON further concluded that there were no 
new sound descriptors of sufficient scientific standing to substitute for the DNL 
cumulative noise exposure metric.7 

In 1993, the FAA issued its Report to Congress on Effects of Airport Noise.  
Regarding DNL, the FAA stated, “Overall, the best measure of the social, economic, 
and health effects of airport noise on communities is the Day-Night Average Sound 
Level (DNL).”8 

C.3   GENERAL INFORMATION 

The same noise metrics and noise model was used to compute all noise contours 
and other evaluations prepared for the Part 150 Study Update for LCK.  

C.3.1   Noise Metrics 

The FAA has stipulated that noise exposure maps prepared for Part 150 studies will 
be based on the annual DNL.  This noise metric (measurement description) was 
developed under the auspices of the USEPA and embodies extensive information 
regarding the physical description of transportation noise as related to human 
annoyance in residential areas.  DNL is defined as the average A-weighted sound 
level during a 24-hour period with a 10 dB penalty applied to noise events that 
occur at night (10:00 p.m. to 6:59 a.m.).  Noise contours are lines connecting 
points of equal noise level; typically, for Part 150 studies, these levels are 65, 70, 
                                                 
5 Guidelines for Considering Noise in Land Use Planning and Control.  Federal Interagency 

Committee on Urban Noise (FICUN).  1980.  
6 Federal Agency Review of Selected Airport Noise Analysis Issues.  Federal Interagency Committee 

on Noise (FICON).  August 1992, Pp. 3-1. 
7 Federal Agency Review of Selected Airport Noise Analysis Issues, Technical Report, Volume 2.  

Federal Interagency Committee on Noise (Technical).  August 1992, Pp. 2-3. 
8 Report to Congress on Effects of Airport Noise.  Federal Aviation Administration.  1993, P. 1. 
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and 75 DNL.  Airports may choose to show noise impacts at levels lower than 
65 DNL.  Showing noise levels below 65 DNL does not change the FAA’s policy on 
eligibility for mitigation; rather it provides a broader picture of noise exposure in 
the community.  This information is useful in land use planning exercises.  For this 
Part 150 Study Update the 60 DNL is shown for land use planning purposes. 

C.3.2   Noise Model 

The noise levels were computed during this study using Version 6.1 of the 
Integrated Noise Model (INM).  The INM was developed under the guidance of the 
FAA and is the only model generally approved by the FAA for use in Part 150 
studies.  The noise pattern calculated by the INM for an airport is a function of 
several factors, including; the number of aircraft operations during the period 
evaluated, the types of aircraft flown, the time of day when they are flown, the way 
they are flown, how frequently each runway is used for landing and takeoff, and the 
routes of flight used to and from the runways.  Substantial variations in any one of 
these factors may, when extended over a long period of time, cause marked 
changes to the noise pattern. 

C.3.3   Comparability of Conditions 

Noise evaluations for the Existing (2006) Baseline condition are based on actual 
operating levels for the period of May 2004 through April 2005, with adjustments 
made for the opening of AirNet Systems Cargo operation in May 2005.  The total 
operations for this period (with adjustments) were 67,160.  An analysis of the first 
six months of activity for 2006, projected out for a full year, shows the operation 
levels to be approximately 67,880 annual operations.  Based on this analysis, the 
operating levels used to prepare the Existing (2006) Baseline are essentially the 
same as the actual operating levels in 2006 (<1%).  No significant changes in 
runway layout, runway use, fleet mix, or flight tracks has occurred, therefore the 
Existing (2006) Baseline condition is representative of 2006 operating conditions. 

C.4   BASELINE NOISE EXPOSURE PATTERNS 

Several types of operational information are required to produce baseline noise 
exposure patterns for the airport.  These include estimates of the numbers of actual 
operations by specific aircraft types at different periods of the day, flight path 
locations, runway and flight path utilization, and aircraft operating characteristics. 

C.4.1   Runway Definition 

There are two north/south parallel runways (05L/23R and 05R/23L) spaced 
approximately 1,000 feet apart.  The following provides the current runways and 
lengths at LCK: 
    Runway   Length (feet) 
     05L/23R        11,908 (with displaced thresholds) 
     05R/23L        12,102 
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C.4.2   Number of Operations 

The average daily numbers of aircraft arrivals and departures during the Existing 
(2006) Baseline period are presented in Table C-1 for the several categories of 
users that operate at LCK.  Table C-2, details the individual aircraft types by day 
or night operation.  The number of operations and their distribution during the day 
are derived from operations schedules and radar records collected for the airport.  
Tables C-3 and C-4 provide similar information for the 2011 Baseline.  The 
FAR Part 36 noise stage of each aircraft is also indicated.  A forecast update was 
prepared for the Part 150 Study Update.  The forecast was updated to account for 
the relocation of AirNet Systems Cargo from Port Columbus International Airport in 
May 2005.  The forecast is provided in Appendix J. 

Table C-1 
AVERAGE DAY OPERATIONS 
EXISTING (2006) BASELINE CONDITIONS 
Rickenbacker International Airport 

 ARRIVALS DEPARTURES TOTAL 

USER GROUP DAY NIGHT DAY NIGHT DAY NIGHT 
Charter Jets 1 0 1 0 2 0 
Cargo Jets 3 3 2 4 5 7 
AirNet 9 31 9 31 18 62 
Air Taxi 2 2 4 0 6 2 
General Aviation Jets 5 0 5 0 10 0 
General Aviation Props 13 1 13 1 26 2 
Military 21 1 22 0 43 1 
Total 54 38 56 36 110 74 

Day: 7:00 a.m. to 9:59 p.m. 

Night: 10:00 p.m. to 6:59 a.m. 

Source:  Landing Fee Reports, ATCT records, TAMIS data, Landrum & Brown, 2006. 
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Table C-2 
AVERAGE DAY OPERATIONS BY AIRCRAFT TYPE –  
EXISTING (2006) BASELINE 
Rickenbacker International Airport 

ARRIVALS DEPARTURES TOTAL 
USER GROUP 
& INM TYPE 

PART 
36 

STAGE AIRCRAFT TYPE DAY NIGHT DAY NIGHT DAY NIGHT 
Charter Jets 
737300 3 Boeing 737-300 1 0 1 0 2 0 
Subtotal   1 0 1 0 2 0 
Cargo Jets 
A300 3 Airbus 300 0 1 0 1 0 2 
727EM2 3 Boeing 727-200 0 1 0 1 0 2 
74720B 3 Boeing 747-20B 1 0 0 1 1 1 
DC870 3 DC8 0 1 0 1 0 2 
DC1010/MD11 3 DC-10-10 2 0 2 0 4 0 
Subtotal   3 3 2 4 5 7 
AirNet 
BEC58P NA Baron 58, Piper Navajo 2 14 3 13 5 27 
GASEPF NA Cessna 208 2 3 2 3 4 6 
LEAR35 NA Learjet 35 5 14 4 15 9 29 
Subtotal   9 31 9 31 18 62 
Air Taxi 
DHC6 NA Swearingen Merlin IV 1 0 1 0 2 0 
GASEPF NA Cessna 208 1 1 2 0 3 1 
HS748A NA Fokker 27 0 1 1 0 1 1 
Subtotal   2 2 4 0 6 2 
General Aviation Jets 
GV NA Business Jet 1 0 1 0 2 0 
MU3001 NA Business Jet 1 0 1 0 2 0 
CIT3 NA Business Jet 1 0 1 0 2 0 
LEAR25 NA Business Jet 1 0 1 0 2 0 
LEAR35 NA Business Jet 1 0 1 0 2 0 
Subtotal   5 0 5 0 10 0 
General Aviation Props 
CNA441 NA Turbo Prop 1 0 1 0 2 0 
BEC58P NA Turbo Prop 4 0 3 1 7 1 
DHC6 NA Turbo Prop 1 0 1 0 2 0 
GASEPF NA Single Engine Prop 4 0 4 0 8 0 
GASEPV NA Single Engine Prop 3 1 4 0 7 1 
Subtotal   13 1 13 1 26 2 
Military 
B212 NA Bell Helicopter  1 0 1 0 2 0 
C130 NA C-130  1 0 1 0 2 0 
SK70 NA Sikorsky Helicopter 1 0 1 0 2 0 
707320 NA KC135E 1 0 1 0 2 0 
KC135R NA KC135R 17 1 18 0 35 1 
Subtotal   21 1 22 0 43 1 
         Grand Total   54 38 56 36 110 74 

Source: Landing Fee Reports, ATCT records, TAMIS data, Landrum & Brown, 2006. 
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Table C-3 
AVERAGE DAY OPERATIONS – FUTURE (2011) BASELINE 
Rickenbacker International Airport 

 ARRIVALS DEPARTURES TOTAL 

USER GROUP DAY NIGHT DAY NIGHT DAY NIGHT 
Charter Jets 2 0 2 0 4 0 
Cargo Jets 3 4 2 5 5 9 
AirNet 9 31 9 31 18 62 
Air Taxi 2 2 4 0 6 2 
General Aviation Jets 5 0 5 0 10 0 
General Aviation Props 13 1 13 1 26 2 
Military 23 1 24 0 47 1 
Total 57 39 59 37 116 76 

Day: 7:00 a.m. to 9:59 p.m. 

Night: 10:00 p.m. to 6:59 a.m. 

Source:  Landing Fee Reports, ATCT records, TAMIS data, Landrum & Brown, 2006. 
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Table C-4 
AVERAGE DAY OPERATIONS BY AIRCRAFT TYPE -  
FUTURE (2011) BASELINE 
Rickenbacker International Airport 

ARRIVALS DEPARTURES TOTAL 
USER GROUP 
& INM TYPE 

PART 
36 

STAGE AIRCRAFT TYPE DAY NIGHT DAY NIGHT DAY NIGHT 
Charter Jets 
737300 3 Boeing 737-300 2 0 2 0 4 0 
Subtotal   2 0 2 0 4 0 
Cargo Jets 
A300 3 Airbus 300 0 1 0 1 0 2 
727EM2 3 Boeing 727-200 0 2 0 2 0 4 
74720B 3 Boeing 747-20B 1 0 0 1 1 1 
DC870 3 DC8 0 1 0 1 0 2 
DC1010/MD11 3 DC-10-10 2 0 2 0 4 0 
Subtotal   3 4 2 5 5 9 
AirNet 
BEC58P NA Baron 58, Piper Navajo 2 14 3 13 5 27 
GASEPF NA Cessna 208 2 3 2 3 4 6 
LEAR35 NA Learjet 35 5 14 4 15 9 29 
Subtotal   9 31 9 31 18 62 
Air Taxi 
DHC6 NA Swearingen Merlin IV 1 0 1 0 2 0 
GASEPF NA Cessna 208 1 1 2 0 3 1 
HS748A NA Fokker 27 0 1 1 0 1 1 
Subtotal   2 2 4 0 6 2 
General Aviation Jets 
GV NA Business Jet 1 0 1 0 2 0 
MU3001 NA Business Jet 1 0 1 0 2 0 
CIT3 NA Business Jet 1 0 1 0 2 0 
LEAR25 NA Business Jet 1 0 1 0 2 0 
LEAR35 NA Business Jet 1 0 1 0 2 0 
Subtotal   5 0 5 0 10 0 
General Aviation Props 
CNA441 NA Turbo Prop 1 0 1 0 2 0 
BEC58P NA Turbo Prop 4 0 3 1 7 1 
DHC6 NA Turbo Prop 1 0 1 0 2 0 
GASEPF NA Single Engine Prop 4 0 4 0 8 0 
GASEPV NA Single Engine Prop 3 1 4 0 7 1 
Subtotal   13 1 13 1 26 2 
Military 
B212 NA Bell Helicopter  1 0 1 0 2 0 
C130 NA C-130  1 0 1 0 2 0 
SK70 NA Sikorsky Helicopter 1 0 1 0 2 0 
707320 NA KC135E 1 0 1 0 2 0 
KC135R NA KC135R 19 1 20 0 39 1 
Subtotal   23 1 24 0 47 1 
         Grand Total   57 39 59 37 116 76 

Source: Landing Fee Reports, ATCT records, TAMIS data, Landrum & Brown, 2006. 
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C.4.3   Runway Utilization 

The usage of the runways at the airport is a principal element in the definition of 
the noise exposure pattern.  The more frequently jet aircraft use a runway end, 
particularly at night and for departures, the greater the noise exposure energy 
associated with that runway end.  The proportional use of the runway ends is based 
largely on the relationship of aircraft relative to their position to the terminal, as 
well as the average conditions of wind direction and velocity.  There are two 
currently approved noise abatement procedures affecting the runway use at LCK.  
The first procedure occurs between 11:00 p.m. and 7:00 a.m. when the airport 
operates in contra-flow. The contra-flow procedures call for aircraft to arrive from 
the south on Runways 05R and 05L and depart to the south on Runways 23L and 
23R.  The second noise abatement procedure calls for military touch-and-go 
operations to depart Runways 23L and 23R as often as wind, weather, and 
operational restrictions allow. 

Wind direction is the primary factor in determining the direction in which the airport 
operates.  Currently 65 percent of the operations operate in south flow 
(arrive/depart runways 23L and 23R) and 35 percent of the operations operate in 
north flow (arrive/depart runways 05L and 05R).  The distribution of aircraft 
between the two runways was based on runway utilization records derived from the 
automated Total Airport Management Information System (TAMIS) for the time 
period of May 2004 through April 2005.  The Standard Terminal Automation 
Replacement System (STARS) radar data that is collected by TAMIS provides 
definitive information relative to the runways used by specific aircraft or users, as 
well as the location of aircraft in flight in the airport environs.  This information was 
supplemented with TAMIS data from May through June 2005 to account for AirNet 
operations at LCK.  Table C-5 provides the runway utilization derived from the 
TAMIS for the Existing (2006) Baseline condition.  The same runway utilization was 
assumed to be used for the Future (2011) Baseline conditions. 
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Table C-5 
EXISTING (2006) BASELINE AND FUTURE (2011) BASELINE CONDITIONS 
DETAILED RUNWAY END UTILIZATION BY USER GROUP 
Rickenbacker International Airport 

    Runway 

User Group  05L 05R 23L 23R Total 
              

Charter Jets Takeoff       
  Daytime 15.1% 16.1% 41.4% 27.4% 100% 
  Nighttime 6.3% 18.8% 31.3% 43.6% 100% 
           Landing       
  Daytime 6.8% 32.6% 48.0% 12.6% 100% 
  Nighttime 0.0% 67.6% 24.3% 8.1% 100% 

Cargo Jets Takeoff           
  Daytime 5.9% 13.3% 50.3% 30.5% 100% 
  Nighttime 3.0% 8.2% 60.2% 28.6% 100% 
           Landing       
  Daytime 2.7% 38.0% 55.8% 3.5% 100% 
  Nighttime 2.9% 76.7% 19.5% 0.9% 100% 

AirNet Takeoff           
  Daytime 26.1% 10.4% 15.5% 48.0% 100% 

  Nighttime 15.1% 4.1% 20.2% 60.6% 100% 
           Landing       
  Daytime 30.7% 8.2% 14.1% 47.0% 100% 
  Nighttime 49.4% 17.2% 9.4% 24.0% 100% 

Takeoff           Air Taxi/ General 
Aviation Prop Daytime 14.5% 15.3% 36.5% 33.7% 100% 

  Nighttime 7.8% 7.4% 47.6% 37.2% 100% 
           Landing       
  Daytime 10.5% 29.6% 38.5% 21.4% 100% 
  Nighttime 12.1% 44.1% 27.7% 16.1% 100% 

General Aviation Takeoff           
Jet  Daytime 10.5% 20.3% 41.0% 28.2% 100% 

  Nighttime 7.5% 17.0% 34.0% 41.5% 100% 
           Landing       
  Daytime 7.4% 29.2% 40.4% 23.0% 100% 
  Nighttime 9.3% 65.1% 20.9% 4.7% 100% 

Military Takeoff           
  Daytime 10.9% 24.9% 47.8% 16.4% 100% 

  Nighttime 8.3% 33.3% 50.1% 8.3% 100% 
           Landing       
  Daytime 3.0% 27.5% 59.2% 10.3% 100% 
  Nighttime 2.8% 26.6% 58.7% 11.9% 100% 

Day: 7:00 a.m. to 9:59 p.m. 

Night: 10:00 p.m. to 6:59 a.m. 

Source:  TAMIS data, Landrum & Brown, 2006. 
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C.4.4   Flight Track Locations and Use 

To determine projected noise levels on the ground, it is necessary to determine not 
only how many aircraft are present, but also where these aircraft fly.  Therefore, 
flight route information is a key element of the INM input data.  Flight routes to and 
from an airport are generally a function of the geometry of the runways and the 
surrounding airspace structure in the vicinity of the airfield.   

The flight tracks used for computer modeling in this project were based on a seven-
week sample of actual radar flight tracks that was extracted from TAMIS data.  The 
sample consisted of the weeks of November 7, 2004 through November 13, 2004, 
January 30, 2005 through February 5, 2005, May 15, 2005 through June 9, 2005, 
and the week of July 25, 2005 through July 31, 2005. 

A flight track is the path over the ground that an aircraft flies to or from the airport.  
The flight tracks at LCK have been created and verified from the compilation of 
TAMIS data and interviews with air traffic controllers.   

The radar data gathered for the sample period was used to develop a series of 
consolidated flight tracks, which are representative of the corridors used by aircraft 
as they land at or depart from the airport.  Exhibits C-5 and C-6 depict the 
location of consolidated INM flight tracks representative of jet and prop aircraft 
operations, overlaid on a map of TAMIS jet and prop aircraft tracks during south 
flow traffic.  Exhibits C-7 and C-8 presents similar data for north flow.  Touch-
and-go operations are presented on Exhibit C-9.  Touch-and-go operations are 
training exercises conducted by the 121st Air Refueling Wing of the Ohio Air National 
Guard. 

Jet departures from Runways 23L and 23R follow a noise abatement procedure 
calling for aircraft to fly straight out on runway heading until reaching 3,000 feet 
Mean Sea Level (MSL).  This results in aircraft being at a higher altitude before 
turning over residential land uses in Pickaway County.  Currently, jet departures on 
Runways 05R and 05L follow a noise abatement procedure calling for a right turn 
on a 70 degree heading.  This results in the concentration of jet departure activity 
occurring over compatible land in Madison Township (Franklin County).  Prop 
departures in both north and south flow turn as soon as practicable to allow for jet 
aircraft to depart more quickly.  The arrival corridors for jet aircraft generally follow 
a straight in procedure on their final approach for approximately five nautical miles.  
Prop arrivals have earlier turns to the final than the jet aircraft due to 
maneuverability.  Touch-and-go training operations fly over areas in both Franklin 
and Pickaway Counties.   
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The tracks are composed of both backbone9 and sub-tracks that account for the 
dispersion of operations across a corridor of flight, rather than along a single 
constrained path.  This is most useful at airports where wide flight corridors are 
present, such as are used by departures at LCK.  The use of sub-tracks for the 
definition of baseline noise patterns allows a more definitive description of overall 
operating characteristics where TAMIS data is available.  Table C-6 and Table C-7 
provide the proportion of operations assigned to each of the flight tracks indicated 
on the exhibits for the Existing (2006) condition for arrivals and departures 
respectively.  Table C-8 and Table C-9 provide the proportions for the Future 
(2011) Baseline for arrivals and departures respectively. 

                                                 
9 The FAA's INM v6.1 uses a backbone and sub-track system to represent dispersed flight corridors.  

A backbone and sub-tracks are a set of flight tracks that represent a wide corridor, allowing the 
user to define a percentage of use for each sub-track.  The use of this tool results in more 
accurately modeled flight corridors. 



RICKENBACKER INTERNATIONAL AIRPORT 
FAR PART 150 NOISE COMPATIBILITY STUDY FINAL 

Landrum & Brown Appendix C – Noise Modeling Methodology 
December 2006 Page C-36 

Table C-6 
ARRIVAL FLIGHT TRACK UTILIZATION BY AIRCRAFT CATEGORY -  
EXISTING (2006) BASELINE 
Rickenbacker International Airport 

    DAYTIME NIGHTTIME 

Runway Track Jet Prop Jet Prop 

23L 23LA1 10.0% 3.4% 3.4% 0.0% 
23L 23LA2 8.4% 0.0% 0.0% 1.8% 
23L 23LA3 1.6% 3.9% 0.4% 1.9% 
23L 23LA4 7.9% 6.3% 1.4% 2.9% 
23L 23LA5 1.6% 3.5% 4.6% 1.6% 
23L 23LA6 1.7% 4.3% 1.4% 1.8% 
23L 23LA7 3.3% 5.0% 2.3% 2.9% 
23L 23LA8 0.0% 0.0% 0.3% 0.0% 
23R 23RA1 1.6% 0.8% 0.2% 0.0% 
23R 23RA2 3.6% 0.0% 0.0% 1.9% 
23R 23RA3 0.9% 2.1% 0.9% 2.3% 
23R 23RA4 5.3% 3.5% 3.5% 3.7% 
23R 23RA5 3.0% 5.9% 3.6% 2.3% 
23R 23RA6 4.0% 2.4% 3.5% 3.1% 
23R 23RA7 5.5% 13.6% 4.6% 6.8% 
23R 23RA8 3.0% 5.9% 3.1% 2.3% 
5L 5LA1 3.8% 2.6% 8.7% 14.1% 
5L 5LA2 3.9% 2.6% 9.6% 7.0% 
5L 5LA3 2.7% 1.3% 6.9% 10.2% 
5L 5LA4 2.4% 7.7% 11.0% 4.7% 
5L 5LA5 2.5% 6.4% 2.9% 6.3% 
5R 5RA1 5.0% 2.4% 13.3% 4.9% 
5R 5RA2 4.3% 7.4% 3.3% 6.2% 
5R 5RA3 6.6% 3.7% 2.4% 6.0% 
5R 5RA4 0.6% 2.1% 3.8% 1.6% 
5R 5RA5 6.8% 3.4% 4.8% 3.5% 

Total 100.0% 100.0% 100.0% 100.0% 

Day:  7:00 a.m. to 9:59 p.m. 

Night: 10:00 p.m. to 6:59 a.m. 

Source:  TAMIS data, Landrum & Brown, 2006. 
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Table C-7 
DEPARTURE FLIGHT TRACK UTILIZATION BY AIRCRAFT CATEGORY -  
EXISTING (2006) BASELINE 
Rickenbacker International Airport 

    DAYTIME NIGHTTIME 

Runway Track Jet Prop Jet Prop 

23L 23LD1 3.3% 0.6% 3.7% 5.1% 
23L 23LD2 0.0% 2.4% 2.1% 0.0% 
23L 23LD3 13.7% 4.6% 13.2% 6.3% 
23L 23LD4 4.8% 0.6% 0.0% 1.9% 
23L 23LD5 6.9% 2.2% 0.0% 1.3% 
23L 23LD6 6.0% 7.1% 9.5% 5.7% 
23L 23LD7 0.0% 11.0% 0.0% 0.0% 
23R 23RD1 4.7% 1.8% 11.2% 15.2% 
23R 23RD2 0.0% 7.4% 6.4% 0.0% 
23R 23RD3 11.2% 8.1% 15.7% 18.9% 
23R 23RD4 3.3% 0.5% 0.0% 5.7% 
23R 23RD5 4.6% 2.1% 0.0% 3.8% 
23R 23RD6 10.4% 9.1% 20.6% 17.0% 
23R 23RD7 0.0% 10.1% 0.0% 0.0% 
5L 5LD1 2.4% 2.0% 4.8% 5.7% 
5L 5LD2 3.5% 4.8% 3.6% 3.3% 
5L 5LD3 6.0% 2.2% 0.8% 1.4% 
5L 5LD4 3.4% 4.2% 1.7% 4.7% 
5L 5LD5 0.0% 5.7% 1.6% 0.0% 
5R 5RD1 1.5% 0.8% 1.3% 1.5% 
5R 5RD2 1.8% 3.7% 1.1% 0.9% 
5R 5RD3 9.6% 2.4% 1.3% 0.4% 
5R 5RD4 2.9% 3.2% 0.8% 1.3% 
5R 5RD5 0.0% 3.4% 0.4% 0.0% 

Total 100.0% 100.0% 100.0% 100.0% 

Day: 7:00 a.m. to 9:59 p.m. 

Night: 10:00 p.m. to 6:59 a.m. 

Source:  TAMIS data, Landrum & Brown, 2006. 
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Table C-8 
ARRIVAL FLIGHT TRACK UTILIZATION BY AIRCRAFT CATEGORY -  
FUTURE (2011) BASELINE 
Rickenbacker International Airport 

  DAYTIME NIGHTTIME 

Runway Track Jet Prop Jet Prop 

23L 23LA1 10.0% 3.0% 4.2% 0.0% 
23L 23LA2 12.0% 0.0% 0.0% 1.8% 
23L 23LA3 1.6% 3.4% 0.3% 1.9% 
23L 23LA4 5.4% 9.2% 1.3% 2.9% 
23L 23LA5 1.6% 3.1% 4.4% 1.6% 
23L 23LA6 1.1% 4.7% 1.3% 1.8% 
23L 23LA7 3.3% 4.4% 2.2% 2.9% 
23L 23LA8 0.0% 0.0% 0.3% 0.0% 
23R 23RA1 1.6% 0.7% 0.2% 0.0% 
23R 23RA2 4.6% 0.0% 0.0% 1.9% 
23R 23RA3 0.9% 1.9% 0.9% 2.3% 
23R 23RA4 3.9% 5.1% 3.4% 3.7% 
23R 23RA5 3.0% 5.2% 3.4% 2.3% 
23R 23RA6 3.6% 2.7% 3.4% 3.1% 
23R 23RA7 5.5% 12.1% 4.3% 6.8% 
23R 23RA8 3.0% 5.2% 2.9% 2.3% 
5L 5LA1 3.8% 2.3% 8.4% 14.1% 
5L 5LA2 3.8% 2.5% 9.1% 7.0% 
5L 5LA3 2.7% 1.8% 6.5% 10.2% 
5L 5LA4 2.4% 6.8% 10.4% 4.7% 
5L 5LA5 2.5% 5.7% 2.8% 6.3% 
5R 5RA1 5.0% 2.1% 15.4% 4.9% 
5R 5RA2 3.9% 7.2% 3.2% 6.2% 
5R 5RA3 7.1% 5.9% 2.3% 6.0% 
5R 5RA4 0.6% 1.8% 3.6% 1.6% 
5R 5RA5 7.1% 3.0% 5.7% 3.5% 

Total 100.0% 100.0% 100.0% 100.0% 

Day: 7:00 a.m. to 9:59 p.m. 

Night: 10:00 p.m. to 6:59 a.m. 

Source:  TAMIS data, Landrum & Brown, 2006. 
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Table C-9 
DEPARTURE FLIGHT TRACK UTILIZATION BY AIRCRAFT CATEGORY -  
FUTURE (2011) BASELINE 
Rickenbacker International Airport 

  DAYTIME NIGHTTIME 

Runway Track Jet Prop Jet Prop 

23L 23LD1 3.3% 0.6% 3.5% 5.1% 
23L 23LD2 0.0% 2.2% 2.0% 0.0% 
23L 23LD3 13.7% 4.3% 15.6% 6.3% 
23L 23LD4 4.8% 0.5% 0.0% 1.9% 
23L 23LD5 10.3% 2.1% 0.0% 1.3% 
23L 23LD6 2.6% 9.5% 9.1% 5.7% 
23L 23LD7 0.0% 10.2% 0.0% 0.0% 
23R 23RD1 4.7% 1.7% 10.6% 15.2% 
23R 23RD2 0.0% 6.9% 6.1% 0.0% 
23R 23RD3 11.2% 7.6% 16.3% 18.9% 
23R 23RD4 3.3% 0.5% 0.0% 5.7% 
23R 23RD5 6.9% 1.9% 0.0% 3.8% 
23R 23RD6 8.0% 10.5% 19.6% 17.0% 
23R 23RD7 0.0% 9.4% 0.0% 0.0% 
5L 5LD1 2.4% 1.9% 4.5% 5.7% 
5L 5LD2 3.3% 4.7% 3.4% 3.3% 
5L 5LD3 6.3% 2.6% 0.9% 1.4% 
5L 5LD4 3.8% 3.9% 1.7% 4.7% 
5L 5LD5 0.0% 5.3% 1.5% 0.0% 
5R 5RD1 1.5% 0.7% 1.2% 1.5% 
5R 5RD2 1.3% 3.9% 1.0% 0.9% 
5R 5RD3 9.4% 3.2% 1.5% 0.4% 
5R 5RD4 3.4% 2.9% 0.9% 1.3% 
5R 5RD5 0.0% 3.1% 0.4% 0.0% 

Total 100.0% 100.0% 100.0% 100.0% 

Day: 7:00 a.m. to 9:59 p.m. 

Night: 10:00 p.m. to 6:59 a.m. 

Source:  TAMIS data, Landrum & Brown, 2006. 
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C.4.5   Aircraft Weight and Trip Length 

Aircraft weight during departure is a factor in the dispersion of noise because it 
impacts the rate at which an aircraft is able to climb.  Generally, heavier aircraft, 
have a slower rate of climb and a wider dispersion of noise along their flight routes.  
Where specific aircraft weights are unknown, the INM uses the distance flown to the 
first stop as a surrogate for the weight, by assuming that the weight has a direct 
relationship with the fuel load necessary to reach the first destination.  The INM 
groups trip lengths into seven stage length categories, and assigns various aircraft 
weights associated with up to all seven categories.  These categories are: 

Category  Stage Length 
1  0-500 nautical miles 
2  500-1000 nautical miles 
3  1000-1500 nautical miles 
4  1500-2500 nautical miles 
5  2500-3500 nautical miles 
6  3500-4500 nautical miles 
7  4500+ nautical miles 

 
The trip lengths flown from Rickenbacker are based on the schedule of operations 
created for the existing conditions and the future scenarios.  Table C-10 and 
Table C-11 indicate the proportion of the operations that are assumed to fall within 
each of the seven trip length categories for both Existing (2006) and the Future 
(2011) operation levels.  Results from the correlation of noise levels and altitude 
distances from the noise measurements (see Appendix B) found that the DC-8 and 
Boeing 727-200 may be heavier than their distance-based stage length defined 
them to be.  Therefore, a higher stage length was assigned when modeling these 
aircraft to more accurately reflect their measured noise levels and departure 
profiles. 
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Table C-10 
DEPARTURE TRIP LENGTH DISTRIBUTION – EXISTING (2006) BASELINE 
CONDITIONS 
Rickenbacker International Airport 

STAGE 
LENGTH 

CHARTER 
CARGO 
JETS 

AIRNET 
AIR TAXI/ 
COMMUTER 

GENERAL 
AVIATION 

JET 

GENERAL 
AVIATION 

PROP 
MILITARY 

1 - 66% 100% 100% 100% 100% 100% 

2 100% - - - - - - 

3 - 17% - - - - - 

4 - 17% - - - - - 

5 - - - - - - - 

6 - - - - - - - 

7 - - - - - - - 

Source:  Landrum & Brown, 2006 

 
 
Table C-11 
DEPARTURE TRIP LENGTH DISTRIBUTION – FUTURE (2011) BASELINE  
Rickenbacker International Airport 

STAGE 
LENGTH 

CHARTER 
CARGO 
JETS 

AIRNET 
AIR TAXI/ 
COMMUTER 

GENERAL 
AVIATION 

JET 

GENERAL 
AVIATION 

PROP 
MILITARY 

1 50% 57% 100% 100% 100% 100% 100% 
2 50% - - - - - - 
3 - 29% - - - - - 
4 - 14% - - - - - 
5 - - - - - - - 
6 - - - - - - - 
7 - - - - - - - 

Source:  Landrum & Brown, 2006 

C.5   NOISE COMPATIBILITY PROGRAM INFORMATION 

The elements of the NCP set forth in Chapter Four do not include noise abatement 
elements that would change the input of the INM for the production of noise 
contours for current or future conditions.  Consequently, the Future (2011) Baseline 
noise exposure contours comprise the contours of both the future Noise Exposure 
Map and the NCP.  
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APPENDIX D 
LAND USE ASSESSMENT METHODOLOGY 

Identifying and evaluating land uses within the airport environs is an important step 
in the Part 150 process.  This evaluation is necessary to identify residential and 
other noise-sensitive land uses in the airport environs.  The land use assessment 
includes examining land use classifications and zoning patterns, surveying and 
mapping, local assessments of sound insulation requirements, capital improvement 
programs, growth risk assessment, and airport environs land use compatibility 
plans; applying the Federal Aviation Administration (FAA) Part 150 guidelines for 
land use compatibility, and policies on acquisition, easements, and disclosures; and 
airport overlay districts.  A Geographic Information System (GIS) land use database 
was also developed to facilitate the identification of land uses that are incompatible 
with airport operations.   

D.1   AIRPORT ENVIRONS 

The airport environs (Chapter Two, Affected Environment) refers to the regional 
area that may experience the broader effects from the noise of aircraft overflight as 
well as social or socioeconomic impacts.  Consequently, the boundary of the airport 
environs was formed by assessing both the location of flight tracks and the general 
area in which airport operations would have broad effects upon the community.  It 
is in this area that a general analysis of the effects of the airport was performed.  
The Detailed Study Area (DSA) was delineated by assessing both the location of 
flight tracks and the general area where noise levels would exceed 60 Day-Night 
Average Sound Level (DNL).  It is within the DSA that a more detailed analysis of 
land use and noise compatibility was performed and future land use mitigation 
measures were considered. 

D.1.1   LAND USE MAPPING  

Maps are used to identify existing land use conditions within the study area 
compared to areas impacted by noise thereby enabling decisions to be made that 
will eliminate or minimize noise impacts upon noise sensitive land uses  This section 
describes the methodology for collecting and analyzing land use data. 

D.1.2   LAND USE CLASSIFICATIONS 

Existing land use data was collected from the counties, municipalities, and 
townships within the airport environs, as well as from reports generated by the 
Mid-Ohio Regional Planning Commission (MORPC).  Land uses in the vicinity of the 
airport were categorized in terms of the general land use classifications presented in 
Federal Aviation Regulations (FAR) Part 150, which include residential (single and 
multi-family), commercial, public/institutional, and agriculture/open space.  These 
land uses were identified based on each county’s GIS database (where available), 
previous Part 150 studies, additional land use surveys provided by the Columbus 
Regional Airport Authority (CRAA) or local jurisdictions, and was supplemented as 
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necessary by field verification.  Table D-1 shows the generalized land use 
categories and examples of specific land uses that would be grouped into these 
general land use categories.  The existing land use pattern within the airport 
environs is shown in Exhibit 2-3, Existing Land Use in Chapter Two, Affected 
Environment. 

Table D-1 
GENERALIZED LAND USE CLASSIFICATIONS 
Rickenbacker International Airport 

Generalized Land Use 
Category Specific Land Use Examples 

Single-Family Residential Single-Family Homes 
  Mobile Home Parks 

Multi-Family Residential Multi-Family Homes 
  Apartments 

Commercial / Industrial Manufacturing 
  Warehousing 
  Mining / Quarry / Excavating 
  Food Service 
  Gas Stations 
  Retail 

Public / Institutional Schools 
  Libraries 
  Churches 
  Government Buildings 

Open Space 
Agricultural / Farming / 
Nurseries 

  Wooded 
  Parks / Recreation 

Exempt Transportation Facilities 
  Public Utilities 
  Parking 

 
 
D.1.2.1 Land Use Data Compilation 

Base mapping information, including roads, county and municipal boundaries, and 
land use were compiled using ArcView GIS, version 3.2.  ArcView is an analytical 
software program that allows manipulation and analysis of spatial data from a 
variety of sources.  The base map information was then compared to flight tracks 
and noise contours generated by the Integrated Noise Model (INM), version 6.1. 
Roads were obtained from the Franklin County GIS database and Census TIGER 
(Topologically Integrated Geographic Coding and Referencing System provided by 
the U.S. Census Bureau) files for Pickaway County.  

The 2000 U.S. Census data, at the block level, was combined with the GIS land use 
file to calculate the population and housing incompatibilities within the noise 
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contours.  Census data was augmented via field checking to arrive at final housing 
counts within the overall airport environs and household locations were mapped in a 
GIS layer file.  For each census block, the ratio of persons per household was 
determined and that ratio was applied to each dwelling unit.  The housing and 
population incompatibilities within each of the noise contours were determined by 
overlaying the noise contour layer with the GIS land use and housing structure 
layers.  The number of residential structures and population within each DNL noise 
contour level were then determined by an automated count.  

D.1.2.2 Noise-Sensitive Public Facilities 

Noise-sensitive public facilities include schools, churches, libraries, hospitals, and 
nursing homes.  The number and location of noise-sensitive public facilities within 
the airport environs were derived from a number of different sources.  Schools and 
churches initially were extracted from a national GIS data set made available by 
Environmental Systems Research Institute (ESRI).  Once compiled, the schools and 
churches were checked against the Yahoo® Internet Mapping Service.  Libraries 
originated from an on-line yellow pages directory.  No hospitals or nursing homes 
are located within the airport environs.  These facilities were then field-checked to 
verify their locations.  Table D-2 lists these noise-sensitive public facilities that are 
also identified on Exhibit D-1, Existing Noise-Sensitive Public Facilities.  
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Table D-2 
NOISE-SENSITIVE PUBLIC FACILITIES 
Rickenbacker International Airport 

Map ID Name 
Schools 

S1 Living Skills Center 
S2 Groveport Freshman School (Junior High) 
S3 Glendening Elementary School 
S4 Groveport Madison Middle School South 
S5 Hamilton South Elementary School 
S6 Groveport Madison High School 
S7 Hamilton Central Elementary School 
S8 Hamilton Township High School 
S9 Hamilton Township Middle School 
S10 Madison Christian Schools 
S11 Teays Valley High School 
S12 Teays Valley Middle School 
S13 Madison Elementary 
S14 Ashville Elementary School 
S15 Cedarwood Elementary School 
S16 Groveport Madison Middle School North 
S17 Canal Winchester High School 
S18 Canal Winchester Intermediate School 
S19 Canal Winchester Middle School 
S20 Asbury Elementary School 
S21 Sedalia Elementary School 
S22 Monterey Elementary School 
S23 Park Street Intermediate School 
S24 Kingston School 
S25 Harvest Preparatory School 
S26 Hayes Intermediate School 
S27 Clarfield Elementary School 
S28 Buckeye Middle School 
S29 Buckeye Woods Elementary School 
S31 Grove City High School 
S32 Beautiful Savior Lutheran School 
S33 JC Sommer Elementary School 
S34 Our Lady of Perpetual Help School 
S35 Richard Ave Elementary School 
S36 Brookpark Middle School 
S37 Highland Park Elementary School 
S38 Scioto Township Elementary School 
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Table D-2, Continued 
NOISE-SENSITIVE PUBLIC FACILITIES 
Rickenbacker International Airport 

Map ID Name 
Schools (continued) 

S39 New Beginnings Christian School 
S40 Stockbridge Elementary School 

Churches 
C1 Turnpoint Apostolic Church 
C2 Groveport Zion Lutheran Church 
C3 New Hope Assembly of God 
C5 Groveport Church of Christ 
C4 Groveport United Methodist 
C6 Groveport Church of God 
C7 Lockbourne Freewill Church 
C8 Little Bell United Baptist Church 
C9 Bride of Christ Church of God 
C10 Ole Time Freewill Baptist 
C11 Lords Fellowship Church 
C12 Lockbourne Church of Christ in Christian Union 
C13 Saint Matthew Lutheran Church 
C14 Lockbourne United Methodist 
C15 Lockbourne First Baptist Church 
C20 Church Abundant Life Pentecostal 
C21 Little Angel Church 
C22 Groveport Church of Christ 
C23 Shadeville Church of God 
C24 Caring Hands Deaf Church 
C25 Groveport Presbyterian Church 
C26 First Baptist Church-Groveport 
C27 Walnut Hill United Methodist 
C28 Madison Christian Church 
C29 Saint Mary's Church Groveport 
C30 Pickaway Church of Christ 
C31 Hopewell United Methodist Church 
C32 Saint Paul Lutheran Church 
C33 Ashville Church of Christ 
C34 Village United Methodist Church 
C35 First English Lutheran Church 
C36 Zion United Methodist Church 
C37 South Bloomfield Methodist Church 
C38 Cornerstone Freewill Baptist 
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Table D-2, Continued 
NOISE-SENSITIVE PUBLIC FACILITIES 
Rickenbacker International Airport 
 

Map ID Name 
Churches (continued) 

C39 First Baptist Church 
C40 Commercial Point United Methodist Church 
C41 Buckeye Christian Church 
C42 Rohr Road Baptist Church 
C43 Kingdom Life Christian Center 
C44 Little Bell Baptist Church 
C45 Reese Chapel Church of Christ 
C46 David Evangelical Lutheran Church 
C47 Heritage Baptist Church 
C48 Church of Jesus Christ of Latter Day Saints 
C49 Grace Bible Church 
C50 Eastside Church of Christ 
C51 Peace Lutheran Church 
C52 Gender Road Christian Church 
C53 Hope United Methodist Church 
C54 Church of Jesus Christ of Latter Day Saints 
C55 Rager Road Church of Christ 
C56 New Life Community Church 

Libraries 
L1 Wagnalls Memorial Foundation Library 
L2 Pickerington Public Library 
L3 Southeast Library 
L4 Columbus Metropolitan Library 
L5 Columbus Metro Library 
L6 South High Branch 
L7 South Bloomfield Village Library 

Source:  Landrum & Brown, 2006. 
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D.1.2.3  Existing Historic Sites 

Sites of historic significance near Rickenbacker International Airport (LCK) are 
identified through the National Register of Historic Places (NRHP).  “The National 
Register of Historic Places (NRHP) is the official list of properties recognized by the 
federal government as worthy of preservation for their local, state, or national 
significance in American history, architecture, archaeology, engineering, or culture.  
Although the National Register is a program of the National Park Service, it is 
administered at the state level by each respective state. In Ohio, the National 
Register program is administered by the Ohio Historic Preservation Office.”  A listing 
of sites in Ohio that are included in the NRHP is accessible online at: 
http://dbs.ohiohistory.org/hp/index.cfm.  Historic sites within the airport environs 
are listed in Table 2-1 and shown on Exhibit 2-5 in Chapter Two. 

D.2.2   PREVENTATIVE LOCAL LAND USE CONTROLS 

The following provides a brief discussion of the preventative local land use controls 
in place by the local jurisdictions.  It is the responsibility of the local jurisdictions to 
implement these land use controls.  

D.2.2.1 Zoning 

Zoning is one of the primary tools available to local communities to ensure land use 
compatibility.  Zoning ordinances and regulations are intended to promote public 
health, safety, and welfare by regulating the use of the land within a jurisdiction 
based on factors such as land use compatibility and existing and expected 
socioeconomic conditions.   

D.2.2.2 Subdivision Regulations 

Subdivision regulations apply in cases where a parcel of land is proposed to be 
divided into lots or tracts.  They are established to ensure the proper arrangement 
of streets, adequate and convenient open space, efficient movement of traffic, 
avoidance of congestion, sufficient and properly-located utilities, access for 
fire-fighting and rescue vehicles, and the orderly and efficient layout and use of 
land.  

Subdivision regulations can be used to enhance noise-compatible land development 
by requiring developers to plat and develop land so as to minimize noise impacts or 
reduce the noise sensitivity of new development.  The regulations can also be used 
to protect the airport proprietor from litigation for noise impacts at a later date.  
The most common requirement is the dedication of a noise or avigation easement 
to the local government by the land subdivider as a condition of development 
approval.  The easement authorizes overflights of the property, with the noise levels 
attendant to such operations.   
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D.2.2.3 Building Codes 

Building codes regulate the construction of buildings, ensuring that they are built to 
safe standards.  Sound insulation may be required in new homes, offices, and 
institutional buildings to mitigate the effects of high aircraft noise levels.  Building 
code requirements intended for energy efficiency also provide acoustical insulation 
benefits.  Caulking of joints, continuous sheathing, dead air spaces, ceiling and wall 
insulation, solid core doors, and double-pane windows can attenuate aircraft noise 
while conserving energy used for home heating and cooling.   

Not all sound insulation needs are met by typical energy-conserving building 
methods.  For example, field research has found that some modern and highly 
energy-efficient storm window designs are less efficient for sound insulation than 
some older designs that allow for larger dead air spaces.  Other sound insulation 
measures that may not be justifiable for energy efficiency are vent baffling and 
year-round, closed-window ventilation systems. 

Building codes apply to existing buildings only when remodeling or expansion is 
contemplated.  Amendments to building codes do not help to correct noise problems 
in developed areas.  In developed areas, sound insulation must be applied 
retroactively to existing structures. 

D.2.2.4 Capital Improvements Programs 

Capital improvements programs are multi-year plans, typically covering five or six 
years, which list major capital improvements planned to be undertaken during each 
year.  Most capital improvements have no direct bearing on noise compatibility; few 
municipal capital improvements are noise-sensitive.  The obvious exceptions to this 
are schools and, in certain circumstances, libraries, medical facilities, and 
cultural/recreational facilities.   

Some capital improvements may have an indirect, but more profound, relationship 
to noise compatibility, however.  For instance, sewer and water facilities may open 
up large vacant areas for private development of noise-sensitive residential uses.  
In contrast, the same types of facilities, sized for industrial users, could enable 
industrial development in a noise-impacted area that might otherwise be attractive 
for residential development. 

D.2.2.5 Growth Risk Assessment 

Before evaluating the impact of aircraft noise within the airport environs, it is 
important to understand the likelihood for the future development of residential and 
other noise-sensitive land uses, especially in the planning time frame.  
Understanding development trends in the airport vicinity is of critical importance in 
noise compatibility planning, because future residential growth can potentially 
constrain airport operations, if that growth occurs beneath aircraft flight tracks and 
within areas subject to high noise levels.  
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The growth risk analysis focuses primarily on undeveloped land which is planned 
and zoned for residential use.  It is recognized that additional development may 
occur through in-filling and redevelopment of currently developed areas.  

The methodology for analyzing potential growth risk is as follows: 

• Identify all vacant, unplatted tracts of land zoned for future residential 
development with the greatest potential for being developed within the next 
five years.  

• Calculate the area of the tracts; apply a factor accounting for development 
inefficiencies and the platting of streets; multiply by dwelling unit densities 
specified in the zoning ordinance; and multiply by household size to obtain 
the population holding capacity of presently vacant, unplatted land. 

• Sum the above population holding levels to determine the total population 
holding capacity of the study area.  

The final step in the growth risk analysis is to estimate whether the development is 
likely to occur before or after the year for which future noise exposure has been 
calculated.  This tends to be quite speculative and should be regarded only as a 
general indicator of the potential risk of increases in land use incompatibility.  

D.2.3   CORRECTIVE LAND USE MITIGATION ALTERNATIVES  

The following is a brief discussion of typical corrective or remedial land use 
mitigation alternatives included in Part 150 studies.  

D.2.3.1 Sound Insulation of Homes 

A program for sound insulation of residences is always voluntary on part of the 
homeowner and is generally focused on residences located in a 65 DNL to 70 DNL 
noise contour.  Other than the obvious benefit of reducing interior noise levels, a 
sound insulation program maintains the land use of the area and generally 
increases the value of the properties.  Unfortunately, sound insulation treatments 
do not reduce the noise outside the residence and as such the benefits of the 
treatments are reduced when doors and windows are open. 

D.2.3.2 Acquisition of Land or Interests in Land for Noise 
Compatibility 

A program for property acquisition can be either voluntary (participation in the 
program is voluntary on the part of the property owner), or condemnation (local 
power of eminent domain).  Acquisition as mitigation for noise impacts would 
always be voluntary.  
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Land Acquisition to Change Land Use 

If the acquisition of property results in a change in land use, from incompatible to 
compatible with airport operations (e.g., airport/transportation, commercial, or 
industrial), the property owner would be eligible for relocation assistance and 
moving expenses, consistent with the Uniform Relocation Assistance and Real 
Property Acquisition Policies Act.  The property would be acquired, residents would 
be relocated, and the property would be converted to a compatible land use.  This 
would prevent further development of incompatible land uses.  The land acquisition 
program should assure that the subsequent land use is consistent with local land 
use plans and policies, including compatibility with noise exposure levels in the 
area.  Because the acquisition is to result in a change in land use, the local 
jurisdiction may decide to apply its power of eminent domain. 

Land Acquisition without Change to Land Use 

The acquisition of incompatible property where no change in land use would result 
would be a “voluntary” acquisition program, where participation in the program 
would be voluntary on the part of the property owner.  The reason for such a 
voluntary program is most often due to the owner’s inability to the sell the property 
at fair market value.  Acquisition procedures would be implemented in accordance 
with the Uniform Relocation Assistance and Real Property Acquisition Policies Act 
and relocation benefits would not apply.  

D.2.3.3 Purchase Guarantee 

Purchase guarantee is a program whereby the airport sponsor agrees to purchase a 
residence for fair market value should the owner be unable to sell the property on 
the open market because of noise impacts.  Participation in this program is 
voluntary on the part of the property owner and is implemented in areas where the 
land use is not going to change.  In order to protect potential buyers a stipulation of 
this program requires that the seller disclose to the buyer the airport noise 
exposure on the property and the intention of the airport sponsor to retain an 
easement on the property.  Acquisition procedures would be implemented in 
accordance with the Uniform Relocation Assistance and Real Property Acquisition 
Policies Act and relocation benefits would not apply.   

D.2.3.4 Avigation Easements 

Acquisition of avigation easements should be used to alleviate conflicts if no other 
land use controls are viable or in some cases, in lieu of outright acquisition of the 
land.  The easement would be noted on the property deed and passed on to any 
subsequent owners of the property.  

Amending local zoning and subdivision regulations to provide for the dedication of 
an easement to the airport sponsor as a condition of approval for residential 
rezoning or subdivision plats within the 65 DNL noise contour would alert 
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developers, lenders, and prospective purchasers to the proximity of the airport and 
to the existence of a potential noise issue.  The avigation easement would also 
protect the airport from future litigation by purchasers of the rezoned or subdivided 
property. 

There is a constitutional issue raised by requiring dedication of an easement as well 
as imposing more vigorous and expensive standards for construction within the 
airport environs.  Government may not require a person to give up a constitutional 
right (i.e., a public use) in exchange for a discretionary benefit conferred by the 
government unless there is a reasonable relationship between a legitimate 
governmental objective and the condition that is imposed on the developer.  
Moreover, the exaction demanded by the permit or condition must be in proportion 
to the impact of the proposed development that is sought to be alleviated.  Whether 
that balance exists requires an individualized determination.  If it were determined 
not to meet these standards, then the legislation would either be unenforceable or 
its enforcement would constitute a taking requiring the payment of just 
compensation.   

D.2.3.5 Fair Disclosure Policy  

A method can be developed insuring that buyers of residential property within the 
airport environs receive fair disclosure of the location of the property relative to the 
airport by requiring that sellers of residential property in the airport environs deliver 
to buyers a purchase disclosure notice consisting of a copy of the Noise Overlay 
District Ordinance and Map with a statement that the property is located within the 
Airport Noise Overlay District.  It may also require that all advertisements and 
listings for sale of residentially zoned or improved property in the Noise Overlay 
District include a statement about aircraft noise, such as -- “Not recommended for 
persons who may be easily disturbed by aircraft noise.”  Finally, solicitation of 
voluntary inclusion of the notice in Multiple Listing Services by the real estate 
profession alerts potential buyers of property to the noise conditions. 

D.3   LAND USE MITIGATION ALTERNATIVES 

Unlike many noise abatement measures, the implementation of Part 150 land use 
measures is not always under the control of the airport sponsor or the FAA.  
Therefore, it is necessary to understand the role local jurisdictions and planning 
organizations may play in implementing the Part 150 Noise Compatibility 
Program (NCP).   

D.3.1   ROLE OF LOCAL JURISDICTIONS AND PLANNING 
ORGANIZATIONS IN NOISE COMPATIBILITY PLANNING 

Local planners and elected officials are typically responsible for local land use zoning 
and control.  These entities and individuals prepare comprehensive plans, as well as 
review and implement zoning and land use regulations in a manner that may 
consider the effect of those actions as they relate to aviation activity and noise 
exposure.     
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The responsibility of regulating land use around an airport, in order to minimize 
existing and prevent future land use incompatibilities, is traditionally delegated to 
state and local governments.  In addition to regulating land uses, local 
municipalities may facilitate the acquisition of property or the initiation of sound 
insulation programs as a means to mitigate and prevent future incompatible land 
uses resulting from airport noise.  At airports with an approved FAR Part 150 Study, 
an airport sponsor may apply directly to the FAA for funding of noise mitigation 
projects. 

Local land use planners and elected officials were included in the membership of the 
Planning Advisory Committee (PAC) and participated in the study throughout the 
process.  The consultants met with local planners and elected officials when needed 
and contacted them via mail and telephone to obtain their feedback on land use 
control alternatives.  Appendix G, Public Involvement, includes correspondence with 
the land use planners and elected officials. 

Implementation of the recommended land use measures LU-18 and LU-19 is at the 
discretion of the Columbus Regional Airport Authority (CRAA) and dependent upon 
FAA approval and funding.  These measures also require coordination and approval 
by local jurisdictions.  Implementation of the recommended measures LU-20 and 
LU-21 is solely at the discretion of the municipalities.   

D.3.1.1   Zoning Data Compilation 

Specific zoning information from each jurisdiction within the DSA was collected and 
reviewed in order to identify tools for prohibiting incompatible development and 
encouraging compatible development near the airport.  The following section 
summarizes the zoning enforcement undertaken by each jurisdiction.  Table D-3 
shows the generalized zoning categories (rural residential, low-density residential, 
medium to high-density residential, commercial, industrial, and recreational) as 
shown on the Exhibit D-2 and the specific zoning classifications for each 
jurisdiction that are grouped into these generalized zoning categories.   

Franklin County 

The Franklin County Commissioners most recently amended and readopted the 
Franklin County Code in June 2000. Ohio Revised Code 303.02 enables County 
Commissioners to regulate building and land use in unincorporated territory for 
public purpose. The majority of the unincorporated township areas in Franklin 
County fall within this district until the submission of specific development proposals 
or the annexation of land to a municipality. Permitted uses in this category include 
agriculture, single-family homes on a minimum of 2.5 acres, schools, churches, 
child day care facilities, and home occupations.1   

                                                 
1  The Franklin County Zoning Resolution. Amended and readopted June 2000. 
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Pickaway County 

Pickaway County administers its subdivision regulations, which were adopted in 
1971 and amended in 1985.  Each Township within Pickaway County is responsible 
for adopting and administering its own zoning regulations.  Harrison, Madison and 
Scioto Townships in Pickaway Counties are located within the airport environs.  
Much of the land in Harrison, Madison, and Scioto Townships is zoned either 
agricultural or low density residential.  

City of Columbus 

Land use development and zoning in the City of Columbus is guided by the City’s 
Comprehensive Plan and neighborhood plans.  The neighborhood plans that affect 
areas around LCK are the South Central Accord, the South Alum Creek 
Neighborhood Plan, and the South Side Plan, the Tri-south Neighborhood Plan, and 
the Southeast Area Plan.  These plans are described in detail in Chapter Two.  
Exhibit D-3 shows the South Central Accord Planning Area.  Zoning restrictions are 
regulated by the city Zoning Ordinance.   
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Village of Canal Winchester 

The Village of Canal Winchester is located approximately three miles to the 
northeast of LCK.  Land use is regulated by the Village’s Comprehensive Plan and 
Zoning Ordinance, which were last updated in 2004 and 2001 respectively.   

Village of Groveport 

The Village of Groveport is located approximately two miles to the northeast of LCK.  
The Village administers zoning, building, and subdivision regulations within its 
jurisdictional boundary. The current zoning ordinance was adopted in 2001.   

Village of Obetz  

The Village of Obetz is located approximately seven miles north of LCK. The Village 
administers zoning, building, and subdivision regulations. The Village is currently 
developing a plan for future retail, commercial and residential development areas. 

Village of Lockbourne  

The Village of Lockbourne is located approximately one mile west of LCK. The 
Village administers zoning and building regulations.  The Village Zoning Ordinance 
was updated between 1993 and 1994. 

Table D-3 
GENERALIZED ZONING CLASSIFICATIONS 
Rickenbacker International Airport 

Zoning Jurisdiction 

Rural Residential 
R = Rural Columbus  
R = Rural Groveport 
R = Rural Hamilton Twp. 
RRR = Restricted Rural Residential Hamilton Twp. 
FR-1 = Farm Residential Harrison Twp. 
R = Rural Jackson Twp. 
R = Rural Madison Twp. (Franklin Co.) 
FR = Farm Residential Madison Twp. (Pickaway Co.) 
R = Rural Obetz 
RRR = Restricted Rural Residential Obetz 
R = Rural Scioto Twp. 
Low-Density Residential 
R-3 = Low Density Residential Groveport 
PR-6 = Planned Low Density Groveport 
PIP = Planned Industrial Park Hamilton Twp. 
PR-6 = Planned Low Density Hamilton Twp. 



RICKENBACKER INTERNATIONAL AIRPORT 
FAR PART 150 STUDY FINAL 

Landrum & Brown Appendix D – Land Use Assessment Methodology 
December 2006 Page D-20 

Table D-3, Continued 
GENERALIZED ZONING CLASSIFICATIONS 
Rickenbacker International Airport 

Low-Density Residential, Continued 

PR-10 = Planned Low Density Hamilton Twp. 
LDR = Low Density Residential Madison Twp. (Franklin Co.) 
PR-6 = Planned Low Density Madison Twp. (Franklin Co.) 
SF = Single Family Residential Scioto Twp. 
Medium to High-Density Residential 
PR-12 = Planned Medium Density Columbus  
PR-18 = Planned High Density 
Residential 

Groveport 

R-4 = Suburban Residential Groveport 
R-6 = Urban Residential Groveport 
R-1 = Restricted Suburban Residential Hamilton Twp. 
R-12 = Restricted Urban Residential Hamilton Twp. 
R-24 = Suburban Apartment  
Residential 

Hamilton Twp. 

R-1 = Restricted Suburban Residential Madison Twp. (Franklin Co.) 
R-4 = Suburban Residential Madison Twp. (Franklin Co.) 
PMP = Planned Mobile Homes Obetz 
R-1 = Restricted Suburban Residential Obetz 
R-2 = Limited Suburban Residential Obetz 
VR = Village Residential Obetz 
Commercial 
C4 - Commercial Columbus  
CS = Community Service Columbus  
C4 - Commercial Groveport 
CC = Community  Commercial Groveport 
PSC = Planned Shopping Center Groveport 
SO = Suburban Office Groveport 
C4 - Commercial Hamilton Twp. 
CC = Community  Commercial Hamilton Twp. 
CS = Community Service Hamilton Twp. 
SO = Suburban Office Hamilton Twp. 
C4 - Commercial Harrison Twp. 
C4 - Commercial Madison Twp. (Franklin Co.) 
CC = Community  Commercial Madison Twp. (Franklin Co.) 
CS = Community Service Madison Twp. (Franklin Co.) 
C4 - Commercial Obetz 
C4 - Commercial Scioto Twp. 
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Table D-3, Continued 
GENERALIZED ZONING CLASSIFICATIONS 
Rickenbacker International Airport 

Industrial 

GI = General Industrial Columbus  
LI = Limited Industrial Groveport 
PIP = Planned Industrial Park Groveport 
RI = Restricted Industrial Groveport 
EQ = Excavation & Quarry Hamilton Twp. 
GI = General Industrial Hamilton Twp. 
LI = Limited Industrial Hamilton Twp. 
I = Industrial Harrison Twp. 
GI = General Industrial Madison Twp. (Franklin Co.) 
LI = Limited Industrial Madison Twp. (Franklin Co.) 
PIP = Planned Industrial Park Madison Twp. (Franklin Co.) 
1-I = Light Industrial Obetz 
EQ = Excavation & Quarry Obetz 
Recreational 
P = Park & Public Obetz 
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D.4   FAA LAND USE PLANNING INITIATIVES 

In 1999, the FAA announced a package of land-use planning initiatives designed to 
reduce problems with aviation noise around airports.  Those initiatives are based on 
responses from local communities, aviation interests, and environmental groups.  
Of particular concern is the loss of noise reductions through the phase out of 
Stage 2 aircraft by permitting new noise-sensitive uses in areas where the noise 
contours are shrinking as a result of the phase out.   

The purpose of the initiatives is to enable communities and airports to work 
together to manage the land use areas to be economically productive and protective 
of the airport’s futures.  The five packages include communication improvements for 
conveying FAA noise policies and noise compatibility information to communities 
near airports and state aviation organizations.   

The FAA also issued a notice of final policy in October 1998 regarding Part 150 
approval of noise mitigation measures and the effect on the use of Federal grants 
for noise mitigation projects.  The final policy provides new limitation on the use 
Airport Improvement Program  funds for corrective/remedial noise mitigation 
projects.   

Both the land use initiatives and the noise mitigation funding policy are discussed 
Appendix A, FAA Policies, Guidance, and Regulations. 
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APPENDIX E 
NOISE ABATEMENT ALTERNATIVES 

The subsequent pages provide information on the alternative noise abatement 
measures that were suggested for inclusion in the Rickenbacker International 
Airport (LCK) Noise Compatibility Program (NCP).  Each measure was evaluated for 
the anticipated benefits and drawbacks associated with its implementation. 

A brainstorming session was held during the second Planning Advisory Committee 
(PAC) meeting held on February 9, 2006 (see Appendix G, Public Involvement) to 
develop an initial set of ideas for the noise abatement alternatives.  The following is 
the list of ideas developed in the meeting: 

Flight Tracks 

• Review the helicopter flight corridors. 

• Standardize AirNet departures within more specific corridors. 

• Modify the current tower order for straight out departures of itinerant aircraft 
from Runways 23L and 23R to fly the runway heading until reaching 
3800 feet Mean Sea Level (MSL) instead of 3000 feet MSL. 

• Specify a location/distance when the 70 degree heading off of 05R/05L would 
occur. 

• Develop a flight path that will reduce arrival overflights over Scioto Township 
during the nighttime hours. 

 
Flight Procedures 

• Implement a continuous descent approach (would benefit noise for those 
who live ~5 miles from the airport) 

• Use available technologies to help reduce noise. 
 
Runway Use 

• Modify the contra-flow procedures to occur during normal nighttime hours 
(10:00 p.m. to 7:00 a.m.) instead of from 11:00 p.m. to 7:00 a.m. 

• Maximize the use of 23L/05R 

• Develop a long-term runway use program that could be implemented if there 
is more residential development south of the airport. 
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Facility Modifications 

• Construct a noise berm/wall to reduce aircraft noise impacts. 

• Construct a ground run-up barrier to reduce aircraft noise impacts.   

• Construct an east-west runway to reduce noise in the surrounding 
communities. 

Non Aircraft Noise Issues 

• Construct noise barriers for the inter-modal facility. 

• Develop new automobile traffic patterns to reduce noise impacts. 

• Airport employees tend to travel through Lockbourne which could become a 
noise/traffic problem. 

• Create additional signs for the truck traffic to reduce the amount of traffic 
getting lost in Lockbourne. 

• Make sure that roadway impacts (noise/congestion) are taken into account 
with development. 

From this list and alternatives developed by the consultant, a short list of 
alternatives was developed for evaluation.  The first four alternatives presented are 
the currently approved noise abatement measures from the 1998 Part 150 Update. 

Based upon the comments received from the PAC, the Federal Aviation 
Administration(FAA) Airport Traffic Control Tower (ATCT), and the consultant’s 
experience with the implementation of like measures at numerous airports 
throughout the U.S., recommendations to accept or discard each alternative were 
presented to the PAC prior to the development of the final recommended NCP.  The 
following provides a description of each alternative evaluated, along with an 
assessment of the benefits, drawbacks, and a recommendation.   

Two noise abatement alternatives, related to the operation of aircraft at LCK, were 
found to reduce noise impacts outside of the 65 Day-Night Average Sound Level 
(DNL) and/or reduced overflights of populated areas.  These alternatives were 
considered for recommendation, but later removed from consideration due to their 
inability to be implemented.  The FAA1 informed the consultant that they would not 
recommend including the measures because there was no measurable benefit in 
the 65+DNL.  However, it is recommended that the Columbus Regional Airport 
Authority (CRAA) pursue the alternatives outside of the Part 150 Study.  If the 
alternatives are pursued, an environmental review process completed under 
National Environmental Policy Act of 1969 (NEPA) may be required. 

 

                                                 
1  Email dated September 8, 2006 received from Katherine Jones of the Detroit Airports District 

Office (Letter is located at the end of this appendix.) 
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NOISE COMPATIBILITY PROGRAM ALTERNATIVE NA-A 
(MODIFICATION OF APPROVED MEASURE NA-1) 

TITLE: Straight-out departures of itinerant aircraft from 
Runways 23L/R until reaching 3,000 feet Mean Sea Level 
(MSL) before turning on course. 

 
BACKGROUND AND 
INTENT: 

Approved Measure NA-1 originally recommended air traffic 
procedures which held aircraft on runway heading until 
reaching 3,800 feet MSL (approximately 3,000 feet Above 
Ground Level (AGL)) before turning on course.  This 
measure was designed to minimize the impacts on the 
surrounding communities by focusing the noise in a specific 
corridor over the river and floodplain areas.  However, the 
measure was implemented with turns occurring at 3,000 
feet MSL due to the air space structure of the entire area. 

 
BENEFITS: Maintains current procedures and directs aircraft over most 

compatible land uses. 

 
DRAWBACKS: None 

 
COST TO IMPLEMENT: None 

 
EVALUATION METHOD: INM modeling  

 
FINDINGS AND 
RECOMMENDATIONS: 

Recommend modifying NA-1 to reflect the procedure that 
was implemented.  Approval of this modification would result 
in no change to the flight procedures; rather it would bring 
the measure in line with the flight procedure. 



RICKENBACKER INTERNATIONAL AIRPORT 
FAR PART 150 NOISE COMPATIBILITY STUDY FINAL 

Landrum & Brown  Appendix E - Noise Abatement Alternatives 
December 2006 Page E-4 

NOISE COMPATIBILITY PROGRAM ALTERNATIVE NA-B      
(APPROVED MEASURE NA-2) 

TITLE: Formalize civil noise abatement procedures which include:  
right turns to a 070 degree heading after departing to the 
northeast and observing a preferential reverse flow runway 
use for civil jet aircraft. 

 
BACKGROUND AND 
INTENT: 

Approved Measure NA-2 implemented air traffic procedures 
which turned aircraft to the right as soon as practicable 
when departing to the northeast.  This measure was 
designed to minimize the noise impacts on the surrounding 
communities and to ensure safe and efficient use of the 
airspace with Port Columbus.  This portion of the measure is 
recommended for modification to include a specific heading 
for aircraft to follow.  This 070 degree heading will further 
reduce the noise impacts to the surrounding communities 
while maintaining safe and efficient use of the airspace.  The 
preferential reverse flow runway use during nighttime hours2 
is recommended for continuation in the updated NCP. 

 
BENEFITS: Maintains current procedures and directs aircraft over most 

compatible land uses. 

 
DRAWBACKS: None 

 
COST TO IMPLEMENT: None 

 
EVALUATION METHOD: INM modeling  

 
FINDINGS AND 
RECOMMENDATIONS: 

Continue approved measure NA-2 

                                                 
2  Nighttime hours, as defined by the Rickenbacker International Airport, are between 

11:00 p.m. and 7:00 a.m. 
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NOISE COMPATIBILITY PROGRAM ALTERNATIVE NA-C       
(APPROVED MEASURE NA-3) 

TITLE: Formalize military noise abatement procedures which 
include: right turns to a 070 degree heading after departing 
to the northeast, preferential southwest flow for touch-and-
go operations, and observing preferential reverse flow 
runway use. 

 
BACKGROUND AND 
INTENT: 

Approved Measure NA-3 implemented air traffic procedures 
which turned aircraft to the right as soon as practicable 
when departing to the northeast.  This measure was 
designed to minimize the noise impacts on the surrounding 
communities and to ensure safe and efficient use of the 
airspace with Port Columbus International Airport.  This 
portion of the measure is recommended for modification to 
include a specific heading for aircraft to follow.  This 
070 degree heading will further reduce the noise impacts to 
the surrounding communities while maintaining safe and 
efficient use of the airspace.  The preferential reverse flow 
runway use during nighttime hours3 and the preferential 
southwest flow for touch-and-go operations is recommended 
for continuation in the updated Noise Compatibility Program. 

 
BENEFITS: Maintains current procedures and directs aircraft over most 

compatible land uses. 

 
DRAWBACKS: None 

 
COST TO IMPLEMENT: None 

 
EVALUATION METHOD: INM Modeling 

 
FINDINGS AND 
RECOMMENDATIONS: 

Continue approved measure NA-3 

                                                 
3  Nighttime hours, as defined by the Rickenbacker Port Authority, are between 11:00 p.m. 

and 7:00 a.m. 
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NOISE COMPATIBILITY PROGRAM ALTERNATIVE NA-D      
(APPROVED MEASURE NA-4) 

TITLE: Implement periodic noise monitoring procedures. 

 
BACKGROUND AND 
INTENT: 

The original intent of implementing a periodic noise 
monitoring system was to serve five purposes:  to measure 
the noise events in the vicinity of the Airport, to determine 
the effectiveness of the Noise Compatibility Plan (NCP), to 
document patterns of runway usage, to detect and identify 
unusual aircraft noise events, and to provide an objective 
basis for refinement of the NCP.  Noise monitoring could also 
measure single-event noise levels at selected locations; 
measure cumulative noise levels at the same locations; 
separate aircraft noise events from other community noise; 
record the data required to identify the source of individual 
noise events; determine runway use; and to store, manage, 
and report data on noise levels and runway use.  Such a 
noise monitoring system would compute noise exposure only 
at the locations of the microphones; it would not be used to 
prepare noise contours.  It could, however, be used to 
compare the measured noise levels with the computed noise 
levels at the monitored locations.   

 
BENEFITS: The benefits of this measure are already occurring through 

the implementation of measure IM-6. 

 
DRAWBACKS: This measure is duplicative of measure IM-6 and the intent 

of the measure is more appropriately addressed through an 
implementation measure rather than a noise abatement 
measure. 

 
COST TO IMPLEMENT: None 

 
EVALUATION METHOD: n/a 

 
FINDINGS AND 
RECOMMENDATIONS: 

This measure is being withdrawn and the original intent will 
now be incorporated into recommended measure IM-6. 
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NOISE COMPATIBILITY PROGRAM ALTERNATIVE NA-E 

TITLE: Modify (NA-1) current tower order for straight out 
departures of itinerant aircraft from Runways 23L/23R to fly 
runway heading until reaching 3,800 Mean Sea Level (MSL) 
before turning on course. 

 
DESCRIPTION: Current air traffic procedures hold aircraft departing from 

Runways 23L/23R on a runway heading until reaching 
3,000 feet MSL before turning on course.  This alternative 
would modify the current tower order for straight out 
departures from Runways 23L/23R to hold their runway 
heading until reaching 3,800 feet MSL before turning on 
course.  The intent of this alternative would be to increase 
the aircraft altitude before turning over populated areas.   

 
BENEFITS: This alternative would raise the altitude of aircraft before 

turning over populated areas.  A net reduction of 11 homes 
would occur in the 60-65 DNL noise contour. 

 
DRAWBACKS: Currently the south sector of the Columbus TRACON, within 

which Rickenbacker International Airport (LCK) is located, 
manages the airspace up to 3,000 feet MSL.  Raising the 
altitude of the departures to 3,800 feet MSL would result in 
the departure traffic from LCK interfering with other 
Columbus TRACON traffic.  An airspace reconfiguration 
would be required to eliminate this interference.  The Air 
Traffic Control Tower (ATCT) does not support modifying the 
altitude of 23L/R departures. (see ATCT coordination 
meeting minutes in Appendix G) 

 
COST TO IMPLEMENT: The costs for additional training, development, and 

publication of new procedures, and changing approach plates 
at radar positions would be the responsibility of the FAA.  

 
EVALUATION METHOD: Integrated Noise Model (INM) modeling. 

 
FINDINGS AND 
RECOMMENDATION: 

With this alternative implemented, there would be no 
change in the number of homes in the 65 DNL noise contour.  
There would be a net reduction of 11 homes in the 60 DNL 
of the NA-E noise contour as compared to the Future (2011) 
Baseline noise contour (see Table E-1).  However, because 
the FAA ATCT does not support this alternative, this 
alternative is NOT RECOMMENDED for inclusion in the NCP. 
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Table E-1 
COMPARISON OF IMPACTS FUTURE (2011) BASELINE VERSUS 2011 
ALTERNATIVE NA-E 
Rickenbacker International Airport 

FUTURE (2011) BASELINE 

CATEGORY 60-65 DNL* 65-70 DNL 70-75 DNL 75+ DNL 65+ DNL 

Housing Units 38 0 0 0 0 
Population 104 0 0 0 0 
Noise Sensitive Facilities       
     Schools 0 0 0 0 0 
     Churches 0 0 0 0 0 
     Nursing Homes 0 0 0 0 0 
Area       
     Square Miles 4.03 1.78 0.67 1.01 3.46 
     Acres 2,579 1,139 429 646 2,214 

 

2011 ALTERNATIVE NA-E 

CATEGORY 60-65 DNL* 65-70 DNL 70-75 DNL 75+ DNL 65+ DNL 

Housing Units 27 0 0 0 0 
Population 74 0 0 0 0 
Noise Sensitive Facilities       
     Schools 0 0 0 0 0 
     Churches 0 0 0 0 0 
     Nursing Homes 0 0 0 0 0 
Area       
     Square Miles 3.84 1.83 0.68 1.01 3.52 
     Acres 2,459 1,170 437 649 2,256 
 

Notes:  

* FAA Part 150 Land Use Compatibility Guidelines indicate that residential land uses are compatible 
with noise levels below 65 DNL. 

- Noise contours were generated using the Integrated FAA's Noise Model, Version 6.1 computer 
model. 

- Housing counts are based on field verification.   

- Population numbers are approximate based on the housing counts multiplied by the 2000 census 
block housing to population ratio. 

- Baseline conditions assume the continuation of the existing operating procedures without 
modification. 

- Noise-Sensitive Public Uses include schools, churches, libraries, hospitals, and nursing homes. 

Source: Landrum & Brown, 2006 [contour: LCK_2011_NA-E] 
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Noise Compatibility Program Alternative NA-F  

TITLE: All traffic departing Runways 23L and 23R turn right 
10 degrees after crossing the runway end to a 240 degree 
heading. 

 
DESCRIPTION: Currently, departures from Runway 23L and 23R follow a 

noise abatement procedure that directs aircraft to follow the 
runway heading until reaching 3,000 feet Mean Sea Level 
(MSL) before turning on course. 

Alternative NA-F would route departure traffic west of Bulen-
Pierce Road in Harrison Township, in an attempt to take 
advantage of what appears to be a more compatible 
corridor, reducing the likelihood that traffic would fly over 
the populated areas. 

 
BENEFITS: This alternative could reduce overflight noise for those areas 

that are located along the extended runway centerline. 

 
DRAWBACKS: Implementing Alternative NA-F would shift noise from one 

area to another area and increase total noise impacts.  An 
increase of 16 homes would occur in the 60-65 DNL noise 
contour of Alternative NA-F when compared to the Future 
(2011) Baseline noise contour. 

 
COST TO IMPLEMENT: The costs for additional training, development, and 

publication of new procedures, and changing approach 
plates at radar positions would be the responsibility of the 
Federal Aviation Administration.  This alternative could not 
be implemented until an environmental review process is 
completed under The National Environmental Policy Act of 
1969. 

 
EVALUATION METHOD: INM modeling 

 
FINDINGS AND 
RECOMMENDATION: 

There would be an increase of 16 homes in the 60-65 DNL of 
the NA-F noise contour as compared to the Future (2011) 
Baseline noise contour (see Table E-2).  This alternative is 
NOT RECOMMENDED for inclusion in the Noise 
Compatibility Program. 
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Table E-2 
COMPARISON OF IMPACTS FUTURE (2011) BASELINE VERSUS 2011 
ALTERNATIVE NA-F 
Rickenbacker International Airport 

FUTURE (2011) BASELINE 

CATEGORY 60-65 DNL* 65-70 DNL 70-75 DNL 75+ DNL 65+ DNL 

Housing Units 38 0 0 0 0 
Population 104 0 0 0 0 
Noise Sensitive Facilities       
     Schools 0 0 0 0 0 
     Churches 0 0 0 0 0 
     Nursing Homes 0 0 0 0 0 
Area       
     Square Miles 4.03 1.78 0.67 1.01 3.46 
     Acres 2,579 1,139 429 646 2,214 

 

2011 ALTERNATIVE NA-F 

CATEGORY 60-65 DNL* 65-70 DNL 70-75 DNL 75+ DNL 65+ DNL 

Housing Units 54 0 0 0 0 
Population 148 0 0 0 0 
Noise Sensitive Facilities       
     Schools 0 0 0 0 0 
     Churches 0 0 0 0 0 
     Nursing Homes 0 0 0 0 0 
Area       
     Square Miles 4.03 1.78 0.67 1.01 3.46 
     Acres 2,578 1,140 428 649 2,217 

Notes:  

* FAA Part 150 Land Use Compatibility Guidelines indicate that residential land uses are compatible 
with noise levels below 65 DNL. 

- Noise contours were generated using the Integrated FAA's Noise Model, Version 6.1 computer 
model. 

- Housing counts are based on field verification.   

- Population numbers are approximate based on the housing counts multiplied by the 2000 census 
block housing to population ratio. 

- Baseline conditions assume the continuation of the existing operating procedures without 
   modification. 

- Noise-Sensitive Public Uses include schools, churches, libraries, hospitals, and nursing homes. 

Source: Landrum & Brown, 2006 [contour: LCK_2011_NA-F-rev1] 
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NOISE COMPATIBILITY PROGRAM ALTERNATIVE NA-G 

TITLE: Implement a three-degree offset approach to Runway 23L. 

 
DESCRIPTION: This alternative would modify the current approach 

procedures by implementing a three-degree offset to 
Runway 23L.  This would allow for arrivals to be positioned 
to the east of the current straight-in approaches avoiding 
noise sensitive areas. 

 
BENEFITS: Increase the distance between arriving aircraft and the 

Village of Groveport by relocating the flow of arrival traffic to 
Runway 23L east of the Village.  The overflight noise from 
arrivals to Runway 23L would be shifted away from 
residential areas to unpopulated areas. 

 
DRAWBACKS: There would be no measurable benefit in the 65+ day-night 

average sound level (DNL) noise exposure contour. 

 
COST TO IMPLEMENT: The costs for additional training, development, and 

publication of new procedures, and changing approach 
plates at radar positions would be the responsibility of both 
the Federal Aviation Administration (FAA) and Columbus 
Regional Airport Authority (CRAA).  The procedure would 
require environmental approval prior to its implementation.   

 
EVALUATION METHOD: INM Modeling 

 
FINDINGS AND 
RECOMMENDATION: 

There would be no change to the noise impacts of the NA-G 
noise contour as compared to the Future (2011) Baseline 
noise contour (see Table E-3).  This alternative would 
however reduce noise levels over the residential portions of 
the Village of Groveport.  This alternative is NOT 
RECOMMENDED for inclusion in the Noise Compatibility 
Program  because there is no measurable benefit in the 65+ 
DNL4.  However, it is recommended that the CRAA pursue 
the action outside of the Part 150 Study.  If the alternative 
is pursued, there would be additional costs for the CRAA in 
the relocation of the ILS.  The FAA would also be required to 
flight check the equipment.  In addition, an environmental 
review process completed under The National Environmental 
Policy Act of 1969 (NEPA) may be required. 

                                                 
4  Email dated September 8, 2006 received from Katherine Jones of the Detroit Airports District 

Office (Letter is located at the end of this appendix.) 
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Table E-3 
COMPARISON OF IMPACTS FUTURE (2011) BASELINE VERSUS 2011 
ALTERNATIVE NA-G 
Rickenbacker International Airport 

FUTURE (2011) BASELINE 

CATEGORY 60-65 DNL* 65-70 DNL 70-75 DNL 75+ DNL 65+ DNL 

Housing Units 38 0 0 0 0 
Population 104 0 0 0 0 
Noise Sensitive Facilities       
     Schools 0 0 0 0 0 
     Churches 0 0 0 0 0 
     Nursing Homes 0 0 0 0 0 
Area       
     Square Miles 4.03 1.78 0.67 1.01 3.46 
     Acres 2,579 1,139 429 646 2,214 

 

2011 ALTERNATIVE NA-G 

CATEGORY 60-65 DNL* 65-70 DNL 70-75 DNL 75+ DNL 65+ DNL 

Housing Units 38 0 0 0 0 
Population 104 0 0 0 0 
Noise Sensitive Facilities       
     Schools 0 0 0 0 0 
     Churches 0 0 0 0 0 
     Nursing Homes 0 0 0 0 0 
Area       
     Square Miles 4.03 1.78 0.67 1.01 3.46 
     Acres 2,579 1,139 429 646 2,214 

Notes:  

* FAA Part 150 Land Use Compatibility Guidelines indicate that residential land uses are compatible 
with noise levels below 65 DNL. 

- Noise contours were generated using the Integrated FAA's Noise Model, Version 6.1 computer 
model. 

- Housing counts are based on field verification.   

- Population numbers are approximate based on the housing counts multiplied by the 2000 census 
block housing to population ratio. 

- Baseline conditions assume the continuation of the existing operating procedures without 
modification. 

- Noise-Sensitive Public Uses include schools, churches, libraries, hospitals, and nursing homes. 

Source: Landrum & Brown, 2006 [contour: LCK_2011_NA-G-rev1.dxf] 



RICKENBACKER INTERNATIONAL AIRPORT 
FAR PART 150 NOISE COMPATIBILITY STUDY FINAL 

Landrum & Brown  Appendix E - Noise Abatement Alternatives 
December 2006 Page E-28 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

THIS PAGE INTENTIONALLY LEFT BLANK





RICKENBACKER INTERNATIONAL AIRPORT 
FAR PART 150 NOISE COMPATIBILITY STUDY  FINAL 

 
 
 
 
 
 
 
 
 
 
 
 
 
 

THIS PAGE INTENTIONALLY LEFT BLANK 

Landrum & Brown  
December 2006  



RICKENBACKER INTERNATIONAL AIRPORT 
FAR PART 150 NOISE COMPATIBILITY STUDY FINAL 

Landrum & Brown  Appendix E - Noise Abatement Alternatives 
December 2006 Page E-31 

Noise Compatibility Program Alternative NA-H  

TITLE: Implement a side-step arrival procedure to Runway 23L. 

 
DESCRIPTION: Alternative NA-H would modify the current approach 

procedure by implementing a side-step arrival procedure to 
Runway 23L.  Arriving aircraft would fly an approach 
procedure parallel to and offset by 1-2 miles from the 
existing straight in approach procedure to Runway 23L.  
Aircraft would fly the route until Runway 23L is in sight or 
directed by the Air Traffic Control Tower (ATCT) to intercept 
the centerline of Runway 23L and continue the approach 
procedure. (Typically this would occur one or two miles from 
the end of the runway.) 

The standard, straight in approach currently supporting 
Instrument Landing System (ILS) operations to Runway 23L 
would still be maintained for use by aircraft not equipped or 
unable to fly the procedure. 

This would require additional navigational equipment such as 
another ILS and a Precision Runway Monitor (PRM). 

 
BENEFITS: Increase the distance between arriving aircraft and the 

Village of Groveport by relocating the flow of arrival traffic to 
Runway 23L east of the Village.  The overflight noise from 
arrivals to Runway 23L would be shifted from residential 
areas to unpopulated areas. 

 
DRAWBACKS: This alternative would be costly to implement due to the 

need for an additional ILS and installation of a PRM. 

 
COST TO IMPLEMENT: The procedure would require environmental approval prior to 

its implementation.  Implementation of Alternative NA-H 
would require new navigational equipment to be installed.  
The cost of the ILS equipment needed for the arrival 
procedure to Runway 23L would cost $250,000 to $500,000.  
The cost of a PRM would be approximately $1,000,000.  

 
EVALUATION METHOD: INM Modeling 

 
FINDINGS AND 
RECOMMENDATION: 

There would be no change to the noise impacts of the NA-H 
noise contour as compared to the Future (2011) Baseline 
noise contour (see Table E-4).  This alternative would 
require expensive navigational equipment to be installed.  
Therefore, Alternative NA-H is NOT RECOMMENDED for 
inclusion in the Noise Compatibility Program. 
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Table E-4  
COMPARISON OF IMPACTS FUTURE (2011) BASELINE VERSUS 2011 
ALTERNATIVE NA-H 
Rickenbacker International Airport 

FUTURE (2011) BASELINE 

CATEGORY 60-65 DNL* 65-70 DNL 70-75 DNL 75+ DNL 65+ DNL 

Housing Units 38 0 0 0 0 
Population 104 0 0 0 0 
Noise Sensitive Facilities       
     Schools 0 0 0 0 0 
     Churches 0 0 0 0 0 
     Nursing Homes 0 0 0 0 0 
Area       
     Square Miles 4.03 1.78 0.67 1.01 3.46 
     Acres 2,579 1,139 429 646 2,214 

 

2011 ALTERNATIVE NA-H 

CATEGORY 60-65 DNL* 65-70 DNL 70-75 DNL 75+ DNL 65+ DNL 

Housing Units 38 0 0 0 0 
Population 104 0 0 0 0 
Noise Sensitive Facilities       
     Schools 0 0 0 0 0 
     Churches 0 0 0 0 0 
     Nursing Homes 0 0 0 0 0 
Area       
     Square Miles 4.03 1.78 0.67 1.01 3.46 
     Acres 2,579 1,139 429 646 2,214 

Notes:  

* FAA Part 150 Land Use Compatibility Guidelines indicate that residential land uses are compatible 
with noise levels below 65 DNL. 

- Noise contours were generated using the Integrated FAA's Noise Model, Version 6.1 computer 
model. 

- Housing counts are based on field verification.   

- Population numbers are approximate based on the housing counts multiplied by the 2000 census 
block housing to population ratio. 

- Baseline conditions assume the continuation of the existing operating procedures without 
modification. 

- Noise-Sensitive Public Uses include schools, churches, libraries, hospitals, and nursing homes. 

Source: Landrum & Brown, 2006 [contour: LCK_2011_NA-H-rev1.dxf] 
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NOISE COMPATIBILITY PROGRAM ALTERNATIVE NA-I  

TITLE: Implement a curved approach procedure to Runway 23L. 

 
DESCRIPTION: The intent of this alternative is to have aircraft landing on 

Runway 23L utilize a curved approach, to the extent 
practical, that would intercept the runway centerline south of 
Groveport.  This procedure would be implemented as a 
charted-visual approach to be used only during good 
weather conditions (5 miles visibility and a ceiling height of 
at least 1,500 feet) and when operational conditions will 
allow.  It is assumed that the only aircraft that could use this 
procedure would be those arriving from locations east and 
south of Rickenbacker International Airport.  Aircraft from 
the west and north would not be in a position that would 
allow them to use the procedure efficiently.  It is also 
assumed that during busy arrival periods, the Airport Traffic 
Control Tower  would not use this procedure. 

 
BENEFITS: This alternative would reduce arrivals over the populated 

areas of the City of Groveport. 

 
DRAWBACKS: Currently, this procedure is used informally for small jet and 

turboprop aircraft.  Only small jet and turboprop aircraft 
approaching from the east and south/southeast utilize the 
procedure.  There is limited ability to implement this 
procedure during busy periods or for large jets. 

 
COST TO IMPLEMENT: The costs for additional training, development, and 

publication of new procedures, and changing approach 
plates at radar positions would be the responsibility of the 
Federal Aviation Administration.  If implemented as a formal 
procedure, it would require environmental approval prior to 
its implementation.   

 
EVALUATION METHOD: INM Modeling 

 
FINDINGS AND 
RECOMMENDATION: 

There would be no change to the noise impacts of the NA-I 
noise contour as compared to the Future (2011) Baseline 
noise contour (see Table E-5).  It is unlikely that large jet 
aircraft would use the procedure.  This procedure is used 
informally today for small jet and turboprop aircraft.  
Alternative NA-I is NOT RECOMMENDED for inclusion in the 
Noise Compatibility Program. 
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Table E-5  
COMPARISON OF IMPACTS FUTURE (2011) BASELINE VERSUS 2011 
ALTERNATIVE NA-I 
Rickenbacker International Airport 

FUTURE (2011) BASELINE 

CATEGORY 60-65 DNL* 65-70 DNL 70-75 DNL 75+ DNL 65+ DNL 

Housing Units 38 0 0 0 0 
Population 104 0 0 0 0 
Noise Sensitive Facilities       
     Schools 0 0 0 0 0 
     Churches 0 0 0 0 0 
     Nursing Homes 0 0 0 0 0 
Area       
     Square Miles 4.03 1.78 0.67 1.01 3.46 
     Acres 2,579 1,139 429 646 2,214 

 

2011 ALTERNATIVE NA-I 

CATEGORY 60-65 DNL* 65-70 DNL 70-75 DNL 75+ DNL 65+ DNL 

Housing Units 38 0 0 0 0 
Population 104 0 0 0 0 
Noise Sensitive Facilities       
     Schools 0 0 0 0 0 
     Churches 0 0 0 0 0 
     Nursing Homes 0 0 0 0 0 
Area       
     Square Miles 4.03 1.78 0.67 1.01 3.46 
     Acres 2,579 1,139 429 646 2,214 

Notes:  

* FAA Part 150 Land Use Compatibility Guidelines indicate that residential land uses are compatible 
with noise levels below 65 DNL. 

- Noise contours were generated using the Integrated FAA's Noise Model, Version 6.1 computer 
model. 

- Housing counts are based on field verification.   

- Population numbers are approximate based on the housing counts multiplied by the 2000 census 
block housing to population ratio. 

- Baseline conditions assume the continuation of the existing operating procedures without 
modification. 

- Noise-Sensitive Public Uses include schools, churches, libraries, hospitals, and nursing homes. 

Source: Landrum & Brown, 2006 [contour: LCK_2011_NA-I-rev1] 
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Noise Compatibility Program Alternative NA-J  
 
TITLE: Modify (NA-2) current tower order for departures of itinerant 

aircraft from Runways 5R/5L turn right after reaching 
.25 nautical miles (nm) north of the Runway to a 70 degree 
heading. 

 
DESCRIPTION: Currently, air traffic procedures direct aircraft to turn right 

as soon as practical when departing to the northeast.  This 
alternative would modify the current tower order for 
departures from Runways 5R/5L to turn on the 70 degree 
heading once reaching .25 nm north of the runway.  This 
would route aircraft over a more specific flight corridor, 
reducing overflights of the populated areas of the City of 
Groveport and Canal Winchester, which are northeast of the 
airport. 

 
BENEFITS: This measure was designed to minimize the impacts to 

surrounding communities by focusing the noise in a specific 
compatible corridor. 

 
DRAWBACKS: Most aircraft currently make the turn to a 70 degree heading 

at or before the proposed point in this alternative.  Those 
aircraft flying beyond the proposed point would turn farther 
north, but those aircraft that currently turn before the 
proposed point would turn farther south.  There would be 
little noise reduction benefits.   

 
COST TO IMPLEMENT: The costs for additional training, development, and 

publication of new procedures, and changing approach 
plates at radar positions would be the responsibility of the 
Federal Aviation Administration.  This alternative would 
require environmental approval prior to implementation. 

 
EVALUATION METHOD: INM modeling 

 
FINDINGS AND 
RECOMMENDATION: 

There would be no change to the noise impacts of the NA-J 
noise contour as compared to the Future (2011) Baseline 
noise contour (see Table E-6).  This alternative is unlikely 
to produce noticeable benefits.  Alternative NA-J is NOT 
RECOMMENDED for inclusion in the Noise Compatibility 
Program. 
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Table E-6 
COMPARISON OF IMPACTS FUTURE (2011) BASELINE VERSUS 2011 
ALTERNATIVE NA-J 
Rickenbacker International Airport 

FUTURE (2011) BASELINE 

CATEGORY 60-65 DNL* 65-70 DNL 70-75 DNL 75+ DNL 65+ DNL 

Housing Units 38 0 0 0 0 
Population 104 0 0 0 0 
Noise Sensitive Facilities       
     Schools 0 0 0 0 0 
     Churches 0 0 0 0 0 
     Nursing Homes 0 0 0 0 0 
Area       
     Square Miles 4.03 1.78 0.67 1.01 3.46 
     Acres 2,579 1,139 429 646 2,214 

 

2011 ALTERNATIVE NA-J 

CATEGORY 60-65 DNL* 65-70 DNL 70-75 DNL 75+ DNL 65+ DNL 

Housing Units 38 0 0 0 0 
Population 104 0 0 0 0 
Noise Sensitive Facilities       
     Schools 0 0 0 0 0 
     Churches 0 0 0 0 0 
     Nursing Homes 0 0 0 0 0 
Area       
     Square Miles 4.02 1.78 0.66 1.02 3.46 
     Acres 2,574 1,140 425 651 2,216 

Notes:  

* FAA Part 150 Land Use Compatibility Guidelines indicate that residential land uses are compatible 
with noise levels below 65 DNL. 

- Noise contours were generated using the Integrated FAA's Noise Model, Version 6.1 computer 
model. 

- Housing counts are based on field verification.   

- Population numbers are approximate based on the housing counts multiplied by the 2000 census 
block housing to population ratio. 

- Baseline conditions assume the continuation of the existing operating procedures without 
modification. 

- Noise-Sensitive Public Uses include schools, churches, libraries, hospitals, and nursing homes. 

Source: Landrum & Brown, 2006 [contour: LCK_2011_NA-J-rev1] 
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NOISE COMPATIBILITY PROGRAM ALTERNATIVE NA-K 

TITLE: Departures by small jet aircraft on Runways 05R/L turn right 
to a 110 degree heading or left to a 270 degree heading, 
during standard nighttime hours (10:00 p.m. to 7:00 a.m. 
local time). 

 
DESCRIPTION: Currently, small jet departures from Runways 05R/05L are 

issued an initial heading, at the Air Traffic Control Tower’s 
discretion, based on final destination.  This alternative would 
assign headings to the small jet departures to minimize 
overflights of the Village of Groveport.   

 
BENEFITS: This alternative would reduce departures over the Village of 

Groveport by routing aircraft to the east and west of the 
village over more compatible land uses.  

 
DRAWBACKS: While the majority of populated areas in the Village of 

Groveport would see a decrease in noise related to aircraft 
departure procedures at Rickenbacker International Airport 
(LCK), other areas may be affected by noise increases.  
Those areas are south of the Village of Canal Winchester and 
west of the Village of Groveport.  However, these areas are 
not heavily populated. 

 
COST TO IMPLEMENT: The costs for additional training, development, and 

publication of new procedures, and changing approach 
plates at radar positions would be the responsibility of the 
Federal Aviation Administration.  This alternative may 
require an environmental review prior to implementation. 

 
EVALUATION METHOD: Integrated Noise Model Modeling 
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NOISE COMPATIBILITY PROGRAM ALTERNATIVE NA-K, Continued 
 
FINDINGS AND 
RECOMMENDATION: 

There would be no change to the noise impacts of the NA-K 
noise contour as compared to the Future (2011) Baseline 
noise contour (see Table E-7).  These headings are used by 
ATCT today for small jet aircraft.  Some benefits to 
Groveport would result from implementation.  Alternative 
NA-K is NOT RECOMMENDED for inclusion in the Noise 
Compatibility Program, because there is no measurable 
benefit in the 65+ day-night average sound level (DNL).  
However, it is recommended that the Columbus Regional 
Airport Authority (CRAA) pursue the action outside of the 
Part 150 Study.  If the alternative is pursued, the CRAA 
would develop a Memorandum of Understanding with the 
LCK ATCT to direct small jets on the two headings (right to a 
110 degree heading or left to a 270 degree heading).  In 
addition, an environmental review process completed under 
The National Environmental Policy Act of 1969 may be 
required. 
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Table E-7 
COMPARISON OF IMPACTS FUTURE (2011) BASELINE VERSUS 2011 
ALTERNATIVE NA-K 
Rickenbacker International Airport 

FUTURE (2011) BASELINE 

CATEGORY 60-65 DNL* 65-70 DNL 70-75 DNL 75+ DNL 65+ DNL 

Housing Units 38 0 0 0 0 
Population 104 0 0 0 0 
Noise Sensitive Facilities       
     Schools 0 0 0 0 0 
     Churches 0 0 0 0 0 
     Nursing Homes 0 0 0 0 0 
Area       
     Square Miles 4.03 1.78 0.67 1.01 3.46 
     Acres 2,579 1,139 429 646 2,214 

 

2011 ALTERNATIVE NA-K 

CATEGORY 60-65 DNL* 65-70 DNL 70-75 DNL 75+ DNL 65+ DNL 

Housing Units 38 0 0 0 0 
Population 104 0 0 0 0 
Noise Sensitive Facilities       
     Schools 0 0 0 0 0 
     Churches 0 0 0 0 0 
     Nursing Homes 0 0 0 0 0 
Area       
     Square Miles 4.02 1.78 0.66 1.02 3.46 
     Acres 2,574 1,140 425 651 2,216 

Notes:  

* FAA Part 150 Land Use Compatibility Guidelines indicate that residential land uses are compatible 
with noise levels below 65 DNL. 

- Noise contours were generated using the Integrated FAA's Noise Model, Version 6.1 computer 
model. 

- Housing counts are based on field verification.   

- Population numbers are approximate based on the housing counts multiplied by the 2000 census 
block housing to population ratio. 

- Baseline conditions assume the continuation of the existing operating procedures without 
modification. 

- Noise-Sensitive Public Uses include schools, churches, libraries, hospitals, and nursing homes. 

Source: Landrum & Brown, 2006 [contour: LCK_2011_NA-K] 
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NOISE COMPATIBILITY PROGRAM ALTERNATIVE NA-L 

TITLE: Departures by small jet aircraft and turboprop aircraft on 
Runways 05R/05L turn right to a 70 degree heading. 

 
DESCRIPTION: Currently, small jet and turboprop aircraft departures from 

Runways 05R/05L are issued an initial heading, at the Air 
Traffic Control Tower’s (ATCT) discretion, based on final 
destination.  This alternative would assign a 70 degree 
heading to the small jet and turboprop departures to 
minimize overflights of the Village of Groveport.   

 
BENEFITS: This measure was designed to minimize the noise impacts to 

the Village of Groveport.  

 
DRAWBACKS: This alternative would route additional traffic over Canal 

Winchester.  ATCT currently uses at least two headings for 
small jet and turboprop aircraft to clear the airspace for the 
large jet aircraft to use the 70 degree heading.  By limiting 
the ATCT to one heading, operational efficiency may be 
limited.  In addition, aircraft with northerly and westerly 
destinations would have to endure longer flight times and 
increased fuel use. 

 
COST TO IMPLEMENT: The costs for additional training, development, and 

publication of new procedures, and changing approach 
plates at radar positions would be the responsibility of the 
Federal Aviation Administration.  This alternative cannot be 
implemented until the environmental review process is 
completed under The National Environmental Policy Act of 
1969. 

 
EVALUATION METHOD: Integrated Noise Model Modeling 

 
FINDINGS AND 
RECOMMENDATION: 

There would be no change to the noise impacts of the NA-L 
noise contour as compared to the Future (2011) Baseline 
noise contour (see Table E-8).  This alternative could 
reduce noise levels over the Village of Groveport; however 
increases would occur over Canal Winchester.  ATCT uses at 
least two headings for small jet and turboprop aircraft to 
clear the airspace for the large jet aircraft to use the 
70 degree heading.  Alternative NA-L is NOT 
RECOMMENDED for inclusion in the Noise Compatibility 
Program. 
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Table E-8 
COMPARISON OF IMPACTS FUTURE (2011) BASELINE VERSUS 2011 
ALTERNATIVE NA-L 
Rickenbacker International Airport 

FUTURE (2011) BASELINE 

CATEGORY 60-65 DNL* 65-70 DNL 70-75 DNL 75+ DNL 65+ DNL 

Housing Units 38 0 0 0 0 
Population 104 0 0 0 0 
Noise Sensitive Facilities       
     Schools 0 0 0 0 0 
     Churches 0 0 0 0 0 
     Nursing Homes 0 0 0 0 0 
Area       
     Square Miles 4.03 1.78 0.67 1.01 3.46 
     Acres 2,579 1,139 429 646 2,214 

 

2011 ALTERNATIVE NA-L 

CATEGORY 60-65 DNL* 65-70 DNL 70-75 DNL 75+ DNL 65+ DNL 

Housing Units 38 0 0 0 0 
Population 104 0 0 0 0 
Noise Sensitive Facilities       
     Schools 0 0 0 0 0 
     Churches 0 0 0 0 0 
     Nursing Homes 0 0 0 0 0 
Area       
     Square Miles 4.04 1.80 0.69 0.98 3.47 
     Acres 2,588 1,152 441 626 2,219 

Notes:  

* FAA Part 150 Land Use Compatibility Guidelines indicate that residential land uses are compatible 
with noise levels below 65 DNL. 

- Noise contours were generated using the Integrated FAA's Noise Model, Version 6.1 computer 
model. 

- Housing counts are based on field verification.   

- Population numbers are approximate based on the housing counts multiplied by the 2000 census 
block housing to population ratio. 

- Baseline conditions assume the continuation of the existing operating procedures without 
modification. 

- Noise-Sensitive Public Uses include schools, churches, libraries, hospitals, and nursing homes. 

Source: Landrum & Brown, 2006 [contour: LCK_2011_NA-L-rev2] 
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NOISE COMPATIBILITY PROGRAM ALTERNATIVE NA-M  
 
TITLE: Create Area Navigation (RNAV) overlay procedures for all 

existing and proposed departure procedures. 

 
DESCRIPTION: Airports across the country are using RNAV procedures to 

assist in defining flight routes.  RNAV procedures utilize 
ground-based Differential Global Positioning System (DGPS 
antenna); satellite-based, Global Positioning System (GPS); 
and on-board Flight Management System (FMS)/GPS 
equipment to assist the pilot in navigating from point to 
point.  The systems work by identifying the geographic 
location of aircraft in relationship to another geographic 
location called a “waypoint.”  This provides the necessary 
information to guide the aircraft towards the desired 
“waypoint.”  With GPS, the pilot manually guides the aircraft 
towards the “waypoint,” while an FMS works with the auto-
pilot system on the aircraft to automatically fly the aircraft 
towards the desired “waypoint.”  In both cases, the use of 
GPS/FMS can reduce the width and size of departure 
corridors over standard navigation techniques.  The 
advantage of FMS is that it can more accurately guide the 
aircraft towards the desired point than can the GPS/pilot 
system.  Aircraft must be equipped with the necessary 
equipment to fly RNAV/FMS procedures. 

 
BENEFITS: Increased accuracy on turns and decreased width of flight 

corridors.  In addition, airlines experience financial benefits 
through better control of flight and reduced separation. 

 
DRAWBACKS: Not all aircraft are equipped with RNAV capability (typically, 

the loudest aircraft are the oldest aircraft and the least likely 
to have RNAV on board).  In addition, commercial airlines 
and high-end business jets are the greatest users of this 
equipment because of the cost.  Therefore, given the current 
and projected operations at Rickenbacker International 
Airport , it is unlikely a large number of aircraft would be 
equipped to fly the procedures. 

 
COST TO IMPLEMENT: The costs mainly accrue to the airlines and aircraft owners 

for equipping their aircraft.  The costs for additional training, 
development, and publication of new procedures, and 
changing approach plates at radar positions would be the 
responsibility of the Federal Aviation Administration.  In 
addition, the cost of an environmental analysis, either an 
environmental assessment or an environmental impact 
statement, would be required. 
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Noise Compatibility Program Alternative NA-M, Continued 

EVALUATION METHOD: Qualitative assessment 

 
FINDINGS AND 
RECOMMENDATION: 

There is no definable benefit for the effort that it would take 
to implement the procedures. Alternative NA-M is NOT 
RECOMMENDED for inclusion in the Noise Compatibility 
Program. 
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NOISE COMPATIBILITY PROGRAM ALTERNATIVE NA-N  

TITLE: Implement a Continuous Descent Approach (CDA) procedure 
for all runway ends. 

 
DESCRIPTION: A CDA procedure combines the benefits of a steady, 

continuous descent with optimized flap and landing gear 
management to create a quieter approach for noise-sensitive 
communities under the approach path.  Current Air Traffic 
Control Tower (ATCT) procedures involve a series of short 
descents and periods of leveling off that require reducing 
thrust or changing flap settings, before merging with the 
required three-degree glideslope from below for the final 
approach.  The CDA procedure involves starting a 
continuous steady descent from as high as enroute altitudes 
(25,000-35,000 feet), which allows for a reduction in the 
required amount of power, thereby reducing noise exposure 
in two ways:  by keeping the aircraft at a higher altitude 
above the ground; and by stabilizing the flap settings, which 
reduces airframe noise, and amount of applied thrust.  

A CDA procedure was developed by research teams in the 
industry in order to reduce fuel burn on approach, but has 
the added benefit of reducing noise exposure.  The 
procedure is currently being evaluated in both the United 
States and Europe.  In late 2002, researchers from MIT, 
FAA, NASA, Boeing, UPS, and the Louisville International 
Airport conducted a test of the procedure to evaluate noise 
and pollutant emissions.  The report indicated that the 
procedure did reduce noise exposure ranging from four to 
six decibels in areas between 10 to 20 miles from the 
runway.  The tests also indicated that the CDA provides an 
improvement in fuel efficiency.  CDA procedures are 
currently implemented on a limited basis at Sacramento 
International Airport. 

 
BENEFITS: A Continuous Descent Approach procedure has the potential 

to reduce noise exposure to residential areas under 
approaches to LCK.  These potential reductions would occur 
in areas that generally fall well outside the 65 DNL noise 
contour, as aircraft are at approximately the same height 
using either procedure within six miles of the airport (the 
Outer Marker). 

The CDA procedure additionally would provide benefits to 
airlines by reducing fuel burn. 
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Noise Compatibility Program Alternative NA-N, Continued 
 
DRAWBACKS: 
 
 
 

While CDA procedures are expected to provide benefits to 
airlines, airports, and communities surrounding an airport, 
there are potential drawbacks that prevent its widespread 
use at this time.  Primarily, these drawbacks are based on 
the fact that the procedure is only in its primary stages of 
development.     

A number of additional obstacles exist, including the 
requirement that aircraft maintain sufficient separation 
during arrivals.  In the case of the 2002 test at Louisville, 
aircraft were required to maintain 15 miles of entrail 
separation.  This required spacing of aircraft could cause a 
substantial reduction in the capacity at LCK during peak 
hours of operations.  The requirements of the test included a 
participating airline with similar equipment and a similar 
approach that is properly equipped with satellite navigation 
equipment.  One of the advantages of the CDA procedure is 
that it requires aircraft to navigate utilizing GPS/FMS 
equipment versus traditional ground-based navigation aids.  
All aircraft would be required to upgrade their electronics to 
take advantage of the CDA procedure.  Most notably, 
approved procedures must be developed by the FAA for each 
individual airport and pilots and ATCT personnel must be 
trained to properly use the procedure.  Also, techniques 
must be developed to reduce the in trail separations 
experienced in the Louisville test to assure the maintenance 
of airfield and airspace capacity.  

 

COST TO IMPLEMENT: Costs of developing CDA procedures and training are 
undefined at this time.   

 

EVALUATION METHOD: Qualitative assessment 

 

FINDINGS AND 
RECOMMENDATION: 
 

Alternative NA-N is NOT RECOMMENDED for inclusion in 
the NCP at this time.  However, the Columbus Regional 
Airport Authority should continue to monitor the 
development of this and other types of procedures for 
potential implementation in the future. 
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NOISE COMPATIBILITY PROGRAM ALTERNATIVE NA-O 

TITLE: Displace the landing threshold on Runway 23L by 1,000 feet. 

 
DESCRIPTION: Currently, Runway 23L does not have a displaced threshold 

for arrivals.  A displacement of the landing threshold for 
Runway 23L by 1,000 feet would move the touchdown point 
of aircraft 1,000 feet further to the south, reducing the 
available length of the Runway to 11,002 feet for landings.  
This would reduce the noise levels from aircraft approaching 
the runway from the north. 

 
BENEFITS: The displacement of the landing threshold for Runway 23L 

would increase the altitude of arrivals from the north by 
200 feet.  The increase in altitudes would result in minor 
reductions in the overall noise levels associated with this 
type of operation. 

 
DRAWBACKS: The displaced threshold would shorten the length of the 

runway for arrivals.  Runway threshold other runway 
markings would need to be repainted.  The Instrument 
Landing System (ILS) equipment would need to be moved. 

 
COST TO IMPLEMENT: Repainting the runway markings and moving the ILS 

equipment would be the responsibility of the airport. 

 
EVALUATION METHOD: Integrated Noise Model Modeling 

 
FINDINGS AND 
RECOMMENDATION: 

No noticeable benefit would occur over Alternative NA-P as a 
result of implementing this alternative.  There would be no 
change to the noise impacts of the NA-O noise contour as 
compared to the Future (2011) Baseline noise contour (see 
Table E-9).  Alternative NA-O is NOT RECOMMENDED for 
inclusion in the Noise Compatibility Program. 
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Table E-9 
COMPARISON OF IMPACTS FUTURE (2011) BASELINE VERSUS 2011 
ALTERNATIVE NA-O 
Rickenbacker International Airport 

FUTURE (2011) BASELINE 

CATEGORY 60-65 DNL* 65-70 DNL 70-75 DNL 75+ DNL 65+ DNL 

Housing Units 38 0 0 0 0 
Population 104 0 0 0 0 
Noise Sensitive Facilities       
     Schools 0 0 0 0 0 
     Churches 0 0 0 0 0 
     Nursing Homes 0 0 0 0 0 
Area       
     Square Miles 4.03 1.78 0.67 1.01 3.46 
     Acres 2,579 1,139 429 646 2,214 

 

2011 ALTERNATIVE NA-O 

CATEGORY 60-65 DNL* 65-70 DNL 70-75 DNL 75+ DNL 65+ DNL 

Housing Units 38 0 0 0 0 
Population 104 0 0 0 0 
Noise Sensitive Facilities       
     Schools 0 0 0 0 0 
     Churches 0 0 0 0 0 
     Nursing Homes 0 0 0 0 0 
Area       
     Square Miles 4.02 1.78 0.66 1.02 3.46 
     Acres 2,573 1,136 425 650 2,211 

Notes:  

* FAA Part 150 Land Use Compatibility Guidelines indicate that residential land uses are compatible 
with noise levels below 65 DNL. 

- Noise contours were generated using the Integrated FAA's Noise Model, Version 6.1 computer 
model. 

- Housing counts are based on field verification.   

- Population numbers are approximate based on the housing counts multiplied by the 2000 census 
block housing to population ratio. 

- Baseline conditions assume the continuation of the existing operating procedures without 
modification. 

- Noise-Sensitive Public Uses include schools, churches, libraries, hospitals, and nursing homes. 

Source: Landrum & Brown, 2006 [contour: LCK_2011_NA-O] 
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NOISE COMPATIBILITY PROGRAM ALTERNATIVE NA-P 

TITLE: Displace the landing threshold on Runway 23L by 2,000 feet. 

 
DESCRIPTION: Currently, Runway 23L does not have a displaced threshold 

for arrivals.  A displacement of the landing threshold for 
Runway 23L by 2,000 feet would move the touchdown point 
of aircraft 2,000 feet further to the south, reducing the 
available length of the Runway to 10,002 feet.  This would 
reduce the noise levels from aircraft approaching the runway 
from the north. 

 
BENEFITS: The displacement of the landing threshold for Runway 23L 

would increase the altitude of arrivals from the north.  The 
increase in altitudes would result in minor reductions in the 
overall noise levels associated with this type of operation. 

 
DRAWBACKS: The displaced threshold would shorten the length of the 

runway for arrivals.  Runway threshold other runway 
markings would need to be repainted.  The Instrument 
Landing System (ILS) equipment would need to be moved.  
The Ohio Air National Guard was consulted and does not 
support the implementation of this alternative (see attached 
email). 

 
COST TO IMPLEMENT: Repainting the runway markings and moving the ILS 

equipment would be the responsibility of the airport. 

 
EVALUATION METHOD: INM Modeling 

 
FINDINGS AND 
RECOMMENDATION: 

Noticeable benefits outside of the 65+ Day-Night Average 
Sound Level noise contour would occur as a result of 
implementing this alternative.  There would be no change to 
the quantifiable noise impacts of the NA-P noise contour as 
compared to the Future (2011) Baseline noise contour (see 
Table E-10).  Alternative NA-P is NOT RECOMMENDED for 
inclusion in the Noise Compatibility Program.  In addition, 
the Ohio Air National Guard does not support the 
implementation of this alternative (see attached email). 
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Table E-10 
COMPARISON OF IMPACTS FUTURE (2011) BASELINE VERSUS 2011 
ALTERNATIVE NA-P 
Rickenbacker International Airport 

FUTURE (2011) BASELINE 

CATEGORY 60-65 DNL* 65-70 DNL 70-75 DNL 75+ DNL 65+ DNL 

Housing Units 38 0 0 0 0 
Population 104 0 0 0 0 
Noise Sensitive Facilities       
     Schools 0 0 0 0 0 
     Churches 0 0 0 0 0 
     Nursing Homes 0 0 0 0 0 
Area       
     Square Miles 4.03 1.78 0.67 1.01 3.46 
     Acres 2,579 1,139 429 646 2,214 

 

2011 ALTERNATIVE NA-P 

CATEGORY 60-65 DNL* 65-70 DNL 70-75 DNL 75+ DNL 65+ DNL 

Housing Units 38 0 0 0 0 
Population 104 0 0 0 0 
Noise Sensitive Facilities       
     Schools 0 0 0 0 0 
     Churches 0 0 0 0 0 
     Nursing Homes 0 0 0 0 0 
Area       
     Square Miles 4.01 1.77 0.67 1.01 3.45 
     Acres 2,567 1,132 428 646 2,206 

Notes:  

* FAA Part 150 Land Use Compatibility Guidelines indicate that residential land uses are compatible 
with noise levels below 65 DNL. 

- Noise contours were generated using the Integrated FAA's Noise Model, Version 6.1 computer 
model. 

- Housing counts are based on field verification.   

- Population numbers are approximate based on the housing counts multiplied by the 2000 census 
block housing to population ratio. 

- Baseline conditions assume the continuation of the existing operating procedures without 
modification. 

- Noise-Sensitive Public Uses include schools, churches, libraries, hospitals, and nursing homes. 

Source: Landrum & Brown, 2006 [contour: LCK_2011_NA-P] 



RICKENBACKER INTERNATIONAL AIRPORT 
FAR PART 150 NOISE COMPATIBILITY STUDY FINAL 

Landrum & Brown  Appendix E - Noise Abatement Alternatives 
December 2006 Page E-90 

 

 

 

 

 

 

 

 

 

THIS PAGE INTENTIONALLY LEFT BLANK 





RICKENBACKER INTERNATIONAL AIRPORT 
FAR PART 150 NOISE COMPATIBILITY STUDY  FINAL 

 
 
 
 
 
 
 
 
 
 
 
 
 
 

THIS PAGE INTENTIONALLY LEFT BLANK 

Landrum & Brown  
December 2006  



RICKENBACKER INTERNATIONAL AIRPORT 
FAR PART 150 NOISE COMPATIBILITY STUDY FINAL 

Landrum & Brown  Appendix E - Noise Abatement Alternatives 
December 2006 Page E-93 

NOISE COMPATIBILITY PROGRAM ALTERNATIVE NA-Q 

TITLE: Modify NA-2 and NA-3 to observe the preferential reverse 
flow runway use during standard nighttime hours. 
(10:00 p.m. to 7:00 a.m. local time) 

 

DESCRIPTION: Currently, the airport operates in preferential reverse flow 
from 11:00 p.m. to 7:00 a.m.  Preferential reverse flow is 
when aircraft arrive from the south on Runways 05L/05R 
and depart to the south on Runways 23L/23R.  This 
alternative recommends the airport observe preferential 
reverse flow during standard nighttime hours (10:00 p.m. to 
7:00 a.m.).   

The intent of this alternative is to minimize the impact of 
nighttime overflights on the Villages of Groveport and Canal 
Winchester, by implementing the preferential reverse flow 
an hour earlier. 

 

BENEFITS: This alternative would reduce the number of nighttime 
overflights on the Villages of Groveport and Canal 
Winchester. 

 

DRAWBACKS: Between 10:00 p.m. and 11:00 p.m. operations at 
Rickenbacker International Airport are still a mix of arrivals 
and departures.  When the airport has a mix of arrivals and 
departures occurring at the same time, it is not safe to 
operate the airport in the preferential reverse flow.  
Therefore, implementation of this alternative may have no 
effect on the operating conditions at the airport.  
Implementing Alternative NA-Q would increase the homes in 
the 60 Day-Night Average Sound Level (DNL) by two 
residences. 

 

COST TO IMPLEMENT: The costs for additional training, development, and 
publication of new procedures, and changing approach 
plates would be the responsibility of the Federal Aviation 
Administration. 

 

EVALUATION METHOD: Integrated Noise Model Modeling 

 

FINDINGS AND 
RECOMMENDATION: 

Mixed operations between 10:00 p.m. and 11:00 p.m. make 
it unlikely that the change would be fully implemented.  In 
addition, if it were implemented there would be an increase 
in noise impacts by two homes within the 60 DNL noise 
contour to the south with no decrease in impacts to the 
north (see Table E-11).  Alternative NA-Q is NOT 
RECOMMENDED for inclusion in the Noise Compatibility 
Program. 
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Table E-11 
COMPARISON OF IMPACTS FUTURE (2011) BASELINE VERSUS 2011 
ALTERNATIVE NA-Q 
Rickenbacker International Airport 

FUTURE (2011) BASELINE 

CATEGORY 60-65 DNL* 65-70 DNL 70-75 DNL 75+ DNL 65+ DNL 

Housing Units 38 0 0 0 0 
Population 104 0 0 0 0 
Noise Sensitive Facilities       
     Schools 0 0 0 0 0 
     Churches 0 0 0 0 0 
     Nursing Homes 0 0 0 0 0 
Area       
     Square Miles 4.03 1.78 0.67 1.01 3.46 
     Acres 2,579 1,139 429 646 2,214 

 

2011 ALTERNATIVE NA-Q 

CATEGORY 60-65 DNL* 65-70 DNL 70-75 DNL 75+ DNL 65+ DNL 

Housing Units 40 0 0 0 0 
Population 109 0 0 0 0 
Noise Sensitive Facilities       
     Schools 0 0 0 0 0 
     Churches 0 0 0 0 0 
     Nursing Homes 0 0 0 0 0 
Area       
     Square Miles 3.95 1.79 0.68 1.01 3.48 
     Acres 2,531 1,148 437 647 2,232 

Notes:  

* FAA Part 150 Land Use Compatibility Guidelines indicate that residential land uses are compatible 
with noise levels below 65 DNL. 

- Noise contours were generated using the Integrated FAA's Noise Model, Version 6.1 computer 
model. 

- Housing counts are based on field verification.   

- Population numbers are approximate based on the housing counts multiplied by the 2000 census 
block housing to population ratio. 

- Baseline conditions assume the continuation of the existing operating procedures without 
modification. 

- Noise-Sensitive Public Uses include schools, churches, libraries, hospitals, and nursing homes. 

Source: Landrum & Brown, 2006 [contour: LCK_2011_NA-Q] 
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NOISE COMPATIBILITY PROGRAM ALTERNATIVE NA-R 

TITLE: Wind and weather permitting, designate Runways 5R and 5L 
as the preferential arrival runways and Runway 23L and 
Runway 23R as the preferential departure runways. 

 
DESCRIPTION: The current daytime runway use procedures are based on 

wind direction.  The intent of this alternative is to use the 
preferential reverse flow during the daytime hours, wind and 
weather permitting.  Preferential reverse flow is when 
aircraft arrive from the south on Runways 05L/05R and 
depart to the south on Runways 23L/23R. 

 
BENEFITS: This alternative could reduce overflights of the populated 

areas of the Villages of Groveport and Canal Winchester, if 
traffic operated in arrival and departure banks that do not 
overlap. 

 
DRAWBACKS: Due to the mix of arrivals and departures throughout the 

day and the training exercises conducted, this alternative 
would routinely result in head to head operations.  
Therefore, it is unlikely that any change to operating 
procedures would result from implementing this alternative. 

 
COST TO IMPLEMENT: The costs for additional training, development, and 

publication of new procedures, and changing approach 
plates would be the responsibility of the Federal Aviation 
Administration. 

 
EVALUATION METHOD: Qualitative Assessment 

 
FINDINGS AND 
RECOMMENDATION: 

This alternative is not safe or feasible, therefore it is NOT 
RECOMMENDED for inclusion in the Noise Compatibility 
Program. 
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NOISE COMPATIBILITY PROGRAM ALTERNATIVE NA-S 

TITLE: Designate Runway 5R/23L as the preferential runway. 

 
DESCRIPTION: Currently, Runway 5R/23L is the most heavily used runway 

due to its length and instrumentation on both ends of the 
Runway.  The intent of this alternative is to use 23L/5R as 
much as is possible, reducing the amount that 
Runway 23R/5L is used.  

 
BENEFITS: Runway 5R/23L is located farther east than Runway 5L/23R.  

Therefore, aircraft would be slightly farther east when 
arriving and departing.  This could reduce or eliminate noise 
impacts associated with activity on 5L/23R. 

 
DRAWBACKS: This would result in a small increase in taxi times and would 

increase noise for those areas under the Runway 5R/23L 
centerline.  In addition, this alternative would limit the 
capacity of the airport to a single runway.  There would be 
an increase of one home in the 60 Day-Night Average Sound 
Level (DNL) noise contour of Alternative NA-S as compared 
to the Future (2011) Baseline noise contour. 

 
COST TO IMPLEMENT: The costs for additional training, development, and 

publication of new procedures, and changing approach 
plates would be the responsibility of the Federal Aviation 
Administration. 

 
EVALUATION METHOD: Integrated Noise Model Modeling 

 
FINDINGS AND 
RECOMMENDATION: 

This alternative would limit the airport to a single runway 
and would focus the noise impacts on the areas directly 
north and south of Runway 5R/23L.  There would be an 
increase in one home in the 60 DNL of the Alternative NA-S 
noise contour as compared to the Future (2011) Baseline 
noise contour (see Table E-12).  Alternative NA-S is NOT 
RECOMMENDED for inclusion in the Noise Compatibility 
Program. 
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Table E-12 
COMPARISON OF IMPACTS FUTURE (2011) BASELINE VERSUS 2011 
ALTERNATIVE NA-S 
Rickenbacker International Airport 

FUTURE (2011) BASELINE 

CATEGORY 60-65 DNL* 65-70 DNL 70-75 DNL 75+ DNL 65+ DNL 

Housing Units 38 0 0 0 0 
Population 104 0 0 0 0 
Noise Sensitive Facilities       
     Schools 0 0 0 0 0 
     Churches 0 0 0 0 0 
     Nursing Homes 0 0 0 0 0 
Area       
     Square Miles 4.03 1.78 0.67 1.01 3.46 
     Acres 2,579 1,139 429 646 2,214 

 

2011 ALTERNATIVE NA-S 

CATEGORY 60-65 DNL* 65-70 DNL 70-75 DNL 75+ DNL 65+ DNL 

Housing Units 39 0 0 0 0 
Population 107 0 0 0 0 
Noise Sensitive Facilities       
     Schools 0 0 0 0 0 
     Churches 0 0 0 0 0 
     Nursing Homes 0 0 0 0 0 
Area       
     Square Miles 4.03 1.73 0.62 0.95 3.30 
     Acres 2,576 1,109 398 609 2,116 

Notes:  

* FAA Part 150 Land Use Compatibility Guidelines indicate that residential land uses are compatible 
with noise levels below 65 DNL. 

- Noise contours were generated using the Integrated FAA's Noise Model, Version 6.1 computer 
model. 

- Housing counts are based on field verification.   

- Population numbers are approximate based on the housing counts multiplied by the 2000 census 
block housing to population ratio. 

- Baseline conditions assume the continuation of the existing operating procedures without 
modification. 

- Noise-Sensitive Public Uses include schools, churches, libraries, hospitals, and nursing homes. 

Source: Landrum & Brown, 2006 [contour: LCK_2011_NA-S] 
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NOISE COMPATIBILITY PROGRAM ALTERNATIVE NA-T 

TITLE: Designate Runway 5L/23R as the preferential runway. 

 
DESCRIPTION: Currently Runway 5R/23L is the most heavily used due to its 

length and instrumentation on both ends of the runway.  
Runway 23R does not have an Instrument Landing System 
(ILS), which allows aircraft to use the runway in poor 
weather conditions.  The intent of this alternative is to use 
23R/5L as much as is possible, reducing the amount that 
Runway 23L/5R is used.  

 
BENEFITS: This alternative would reduce taxi times for aircraft and 

would reduce noise impacts associated with activity on 
Runway 5R/23L. 

 
DRAWBACKS: Arrivals landing on Runway 23R would be closer to the 

populated area of the Village of Groveport.  This would result 
in an increase of single event noise levels.  In addition, this 
alternative would limit the capacity of the airport to a single 
runway that does not have an ILS on both ends of the 
runway.   

 
COST TO IMPLEMENT: The costs for additional training, development, and 

publication of new procedures, and changing approach 
plates would be the responsibility of the Federal Aviation 
Administration. 

 
EVALUATION METHOD: Integrated Noise Model Modeling 

 
FINDINGS AND 
RECOMMENDATION: 

This alternative would focus noise impacts on the areas 
directly north and south of Runway 5L/23R and would result 
in no net change in the number of homes impacted by the 
60-65 Day-Night Average Sound Level (DNL).  However, the 
no net change is a result of shifting noise from one area to 
other areas.  There are 13 newly impacted homes from the 
shift in the 60 DNL noise contour of Alternative NA-T as 
compared to the Future (2011) Baseline noise contour (see 
Table E-13).  In addition, this alternative limits the airport 
to a single runway that is not equipped with ILS on one 
runway end.  Therefore, Alternative NA-T is NOT 
RECOMMENDED for inclusion in the Noise Compatibility 
Program. 
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Table E-13 
COMPARISON OF IMPACTS FUTURE (2011) BASELINE VERSUS 2011 
ALTERNATIVE NA-T 
Rickenbacker International Airport 

FUTURE (2011) BASELINE 

CATEGORY 60-65 DNL* 65-70 DNL 70-75 DNL 75+ DNL 65+ DNL 

Housing Units 38 0 0 0 0 
Population 104 0 0 0 0 
Noise Sensitive Facilities       
     Schools 0 0 0 0 0 
     Churches 0 0 0 0 0 
     Nursing Homes 0 0 0 0 0 
Area       
     Square Miles 4.03 1.78 0.67 1.01 3.46 
     Acres 2,579 1,139 429 646 2,214 

 

2011 ALTERNATIVE NA-T 

CATEGORY 60-65 DNL* 65-70 DNL 70-75 DNL 75+ DNL 65+ DNL 

Housing Units 38 0 0 0 0 
Population 104 0 0 0 0 
Noise Sensitive Facilities       
     Schools 0 0 0 0 0 
     Churches 0 0 0 0 0 
     Nursing Homes 0 0 0 0 0 
Area       
     Square Miles 3.96 1.76 0.59 0.98 3.33 
     Acres 2,576 1,109 398 609 2,116 

Notes:  

* FAA Part 150 Land Use Compatibility Guidelines indicate that residential land uses are compatible 
with noise levels below 65 DNL. 

- Noise contours were generated using the Integrated FAA's Noise Model, Version 6.1 computer 
model. 

- Housing counts are based on field verification.   

- Population numbers are approximate based on the housing counts multiplied by the 2000 census 
block housing to population ratio. 

- Baseline conditions assume the continuation of the existing operating procedures without 
modification. 

- Noise-Sensitive Public Uses include schools, churches, libraries, hospitals, and nursing homes. 

Source: Landrum & Brown, 2006 [contour: LCK_2011_NA-T] 
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NOISE COMPATIBILITY PROGRAM ALTERNATIVE NA-U 

TITLE: Designate Runways 5R and 5L as the preferential nighttime 
(10:00 p.m. to 7:00 a.m.) runways. 

 
DESCRIPTION: The intent of this measure is to evaluate alternatives to the 

current reverse flow procedures in place during the 
nighttime hours of 11:00 p.m. and 7:00 a.m.  This 
alternative recommends a north flow (departures on 5R/5L 
and arrivals on 5R/5L). 

 
BENEFITS: The areas to the south of the airport would benefit because 

a greater number of nighttime departures would operate to 
the north than currently.  

 
DRAWBACKS: This alternative would increase noise to the north of the 

airport, where the more densely populated areas exist.   

 
COST TO IMPLEMENT: The costs for additional training, development, and 

publication of new procedures, and changing approach 
plates would be the responsibility of the Federal Aviation 
Administration.  In addition, the cost of an environmental 
analysis, either an environmental assessment or an 
environmental impact statement, would be required. 

 
EVALUATION METHOD: Qualitative Assessment 

 
FINDINGS AND 
RECOMMENDATION: 

Alternative NA-U is NOT RECOMMENDED for inclusion in 
the Noise Compatibility Program.  If significant residential 
development occurs south of the airport, re-evaluation of 
this alternative is recommended. 
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NOISE COMPATIBILITY PROGRAM ALTERNATIVE NA-V 

TITLE: Modify NA-2 and NA-3 to eliminate the preferential reverse 
flow runway use during nighttime hours.  Designate 
Runways 23R and 23L as the preferential nighttime 
(10:00 p.m. to 7:00 a.m.) runways. 

 
DESCRIPTION: The intent of this measure is to evaluate modifications to the 

current nighttime preferential reverse flow procedures in 
event that significant residential development occurs south 
of the airport.  This alternative recommends a north flow 
(departures on 23R/23L and arrivals on 23R/23L), 
eliminating the reverse flow procedures and the airport 
would operate during the night as it does during the day. 

 
BENEFITS: This alternative would reduce noise from nighttime arrivals 

over the areas to the south of the airport. 

 
DRAWBACKS: This alternative would increase noise from nighttime arrivals 

to the north of the airport, where the more densely 
populated areas exist. 

 
COST TO IMPLEMENT: The costs for additional training, development, and 

publication of new procedures, and changing approach 
plates would be the responsibility of the Federal Aviation 
Administration.  In addition, the cost of an environmental 
analysis, either an environmental assessment or an 
environmental impact statement, would be required. 

 
EVALUATION METHOD: Qualitative Assessment 

 
FINDINGS AND 
RECOMMENDATION: 

Alternative NA-V is NOT RECOMMENDED for inclusion in 
the Noise Compatibility Program due to the increase in noise 
to the north of the airport. 
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NOISE COMPATIBILITY PROGRAM ALTERNATIVE NA-W 

TITLE: Construct a noise berm/wall. 

 
DESCRIPTION: This alternative recommends building a 16-foot noise 

berm/wall on the east side of the airport near London & 
Lancaster Road (2,000 feet long) and/or on the west side of 
the airport along Curtis Lemay Avenue (3,500 feet long).  
The intent of this alternative is to reduce ground noise 
impacts to the communities surrounding the airport.   
Berm/walls are most effective when located near the source 
(aircraft) or the receiver (homes). 

 
BENEFITS: A 16-foot barrier can reduce ground noise from ground 

activity for the homes immediately adjacent to a wall by up 
to 3 to 5 dB.  If both walls were constructed approximately 
30 homes would experience the maximum reduction in 
noise. 

 
DRAWBACKS: A noise/berm wall provides no beneficial reduction of noise 

from aircraft in flight.  In addition, building a berm/wall 
would be expensive. 

 
COST TO IMPLEMENT: Construction of a berm/wall, 2,000 feet long, is estimated to 

cost approximately $1,000,000 and construction of a 
berm/wall 3,500 feet long is estimated to const $1,750,000. 

 
EVALUATION METHOD: Qualitative Assessment 

 
FINDINGS AND 
RECOMMENDATION: 

Alternative NA-W is NOT RECOMMENDED for inclusion in 
the Noise Compatibility Program, due to the limited benefits 
for the high costs. 
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Noise Compatibility Program Alternative NA-X 

TITLE: Construct a Ground Run-up Barrier 

 
DESCRIPTION: Ground Run-up Barriers can be constructed to reduce noise 

impacts associated with run-up operations.  They are 
typically installed at airports with heavy maintenance 
facilities and large numbers of complaints related to run-up 
operations.  In recent years, no such maintenance has 
occurred and few, if any, complaints related to engine run-
ups have been received.  This may change in the future as 
AirNet continues to expand. 

 
BENEFITS: The construction of a Ground Run-up Barrier can reduce jet 

run-up noise levels by up to 10 dB within close proximity to 
the location where the run-ups occur. 

 
DRAWBACKS: The cost of a Ground Run-up Barrier can be in excess of 

$200,000 and would only benefit those people living at or 
very near the airport boundary.   

 
COST TO IMPLEMENT: A total of $200,000 - $300,000. 

 
EVALUATION METHOD: Qualitative assessment 

 
FINDINGS AND 
RECOMMENDATION: 

Alternative NA-X is NOT RECOMMENDED for inclusion in 
the Noise Compatibility Program, due to the limited benefits 
for the high cost. 
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Noise Compatibility Program Alternative NA-Y 

TITLE: Implement Ground Run-up restrictions. 

 
DESCRIPTION: The intent of this alternative is to reduce noise impacts from 

ground run-up activities, such as engine maintenance, by 
developing restrictions on location, time, duration, etc. 

 
BENEFITS: This alternative would provide guidelines for when, where, 

and what type of run-ups occur at the airport.   

 
DRAWBACKS: Limits the time and access for aircraft operators at 

Rickenbacker International Airport to conduct aircraft run-up 
operations for maintenance purposes.  Engine run-ups are a 
necessary part of the maintenance check.  Most 
maintenance is done at night so aircraft can be kept in 
service for regular daytime schedules.  

 
COST TO IMPLEMENT: None 

 
EVALUATION METHOD: Qualitative Assessment 

 
FINDINGS AND 
RECOMMENDATION: 

Alternative NA-Y is NOT RECOMMENDED for inclusion in 
the Noise Compatibility Program.  There are no complaints 
received from run-up activity at the airport. 
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NOISE COMPATIBILITY PROGRAM ALTERNATIVE NA-Z 

TITLE: Implement Airport Operational Restrictions (Part 161). 

 
DESCRIPTION: This alternative considers the potential for implementing 

airport access restrictions for noise abatement.  These may 
include curfews or restrictions on aircraft types or groups.  
Any such action is subject to the provisions of Part 161, 
which requires extensive proof of benefits relative to costs 
prior to approval by the Federal Aviation Administration 

 
BENEFITS: These restrictions can resolve noise annoyance problems 

during the most sensitive periods or of the most annoying 
events. 

 
DRAWBACKS: Part 161 requires extensive additional evaluation, with little 

hope of approval, given the FAA’s current stance on Part 161 
actions. 

 
COST TO IMPLEMENT: A comprehensive Part 161 study would cost $3 to $5 million.  

Litigation could cost a similar amount. 

 
EVALUATION METHOD: Qualitative assessment 

 
FINDINGS AND 
RECOMMENDATION: 

Alternative NA-Z is NOT RECOMMENDED for inclusion in 
the Noise Compatibility Program. 

 



 

OHIO AIR NATIONAL GUARD 
121 AIR REFUELING WING 
121st AIR REFUELING WING (AMC) 

RICKENBACKER IAP, COLUMBUS  OHIO 
 
 
 

 
           22 August 2006 
MEMORANDUM FOR RECORD     
 
FROM: 121 ARW/SE (Maj Buzzard) 
 
SUBJECT:  Noise Abatement Options at Rickenbacker IAP 
 
1.  On behalf of the 121st Air Refueling Wing at Rickenbacker IAP I am responding to Landrum-Brown’s FAA Part 
150 study concerning noise abatement options. Of the four proposed measures this unit is strongly opposed to the 
idea of displacing the runway 23L threshold by 2000 feet for several reasons. As the chief of safety for the wing I 
believe this proposal violates the concept of risk management. When other viable options exist the removal of 
almost one half mile of usable runway is not a sound decision. It is not uncommon at Rickenbacker for runway 23R 
to be periodically closed for maintenance procedures. When this occurs a runway 23L reduced to 10,000 feet can 
impact our departure capability on a small number of high priority missions during hot weather or slippery 
conditions. Charlie Goodwin, general manager of Rickenbacker IAP, indicated the FAA would be prone to closing 
the first 2000 feet of 23L to all operations, to avoid associated maintenance costs, and not simply displace the 
portion of the runway to landing traffic. The KC-135R is not equipped with thrust reversers and to facilitate longer 
brake life our aircrews are instructed to, traffic permitting, use the full length of the runway on landing rollout. 
Increased brake wear will directly increase our maintenance costs.  
 
2. We have a strong working relationship with the Columbus Regional Airport Authority at Rickenbacker IAP and 
are committed to working together to keep the operations safe and effective. Any questions concerning this issue 
can be addressed to me at (614) 492-3206. 
 
 
       
            //SIGNED// 
      DAVID S. BUZZARD, Major, OHANG 
      Chief of Safety, 121st Air Refueling Wing 

 



 
From: Katherine.S.Jones@faa.gov [mailto:Katherine.S.Jones@faa.gov]  
Sent: Friday, September 08, 2006 10:42 AM 
To: Rob Adams 
Cc: Sarah Potter 
Subject: Rickenbacker Part 150 
 
 
 
 
 
Rob: 
 
This email answers some of the questions that we discussed in relation to 
the Rickenbacker Part 150. 
 
1. Flight Procedures Modifications.  The request by the airport sponsor to 
consider minor flight procedures modifications to take advantage of better 
flight corridors. There is no measurable benefit in the 65 DNL.  We would 
not recommend putting this measure into the Part 150 program because there 
is no measurable benefit in the 65 DNL.  Some of the issues that could 
arise from recommending this program measure are coordination with AT to 
ensure they are in agreement with the measure and implementing procedures 
and a community perception that if the AT procedures are included in the 
Part 150 measure they will be implemented, when in fact, they must undergo 
an environmental review (which may not be feasible because it would be a 
different line of business other then Airports to do the NEPA review). 
 
Please let me know if you have any additional questions or would like to 
discuss these comments. 
 
Thanks, 
Katy 



RICKENBACKER INTERNATIONAL AIRPORT 
FAR PART 150 NOISE COMPATIBILITY STUDY FINAL 

APPENDIX F 
LAND USE ALTERNATIVES 

The subsequent pages provide information on the alternative land use management 
and mitigation measures that were suggested for inclusion in the Rickenbacker 
International Airport (LCK) Part 150 Noise Compatibility Program (NCP).  Each 
measure was evaluated for the anticipated benefits and costs associated with its 
implementation.  The alternatives were reviewed with the membership of the 
Planning Advisory Committee (PAC).  The PAC discussions included the preliminary 
recommended measures to be included in the NCP as well as a recognition that the 
currently approved land use measures (LU-1 – LU-17) were either complete, no 
longer relevant, or duplicative, and as a result were generally confusing.  It was 
suggested that the existing measures should be withdrawn and replaced with new 
measures that would retain the concepts that are still relevant.  In addition, the 
new measures would be developed to reflect today’s conditions at the airport and 
the policies of the Columbus Regional Airport Authority (CRAA), which assumed 
responsibility for LCK after the last Part 150 Study was prepared.  The local 
planning professionals were invited to meet with the consultant if they had any 
questions or concerns.  Copies of all of the materials that were sent are located in 
Appendix G, Public Involvement. 

Based upon the comments received during the PAC meetings and the consultant’s 
experience with the implementation of like measures around numerous airports 
throughout the U.S., recommendations for the acceptance or discarding of each 
alternative were presented to the PAC prior to the development of the final 
recommended NCP.   
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RICKENBACKER INTERNATIONAL AIRPORT 
FAR PART 150 NOISE COMPATIBILITY STUDY FINAL 

NOISE COMPATIBILITY PROGRAM ALTERNATIVE LU-A  

TITLE: Offer sound insulation for homes located within the 65+ Day-
Night Average Sound Level (DNL) noise contour of the Existing 
or Future Noise Exposure Map (NEM). 

 
DESCRIPTION: Currently there are no homes within the Existing (2006) NEM 

or the Future (2011) NEM.  However, it is Columbus Regional 
Airport Authority (CRAA) policy to offer sound insulation for 
eligible homes that are located within a 65+ DNL noise 
contour.  Originally, this alternative was suggested in order to 
have a measure in place in the event that noise contours 
changed and homes were located in the 65+ DNL.  However, 
after consultation with the Federal Aviation Administration 
(FAA), it became evident that this measure would not be 
approved because there was no benefit within the 65+ DNL at 
this time.  In the event that noise contours do change and 
homes are located in the 65+ DNL, the CRAA may choose to 
prepare a focused NEM and Noise Compatibility Program (NCP) 
update (typically referred to as a supplemental Part 150), 
which would focus on this issue.  

 
BENEFITS: Brings LCK in line with the other CRAA airports in regards to 

corrective land use mitigation policy. 

 
DRAWBACKS: FAA has said that this alternative would not be approved 

because there are no homes within the 65+ DNL of either the 
Existing (2006) NEM or the Future (2011) NEM. 

 
FINDINGS AND 
RECOMMENDATION: 

This alternative is not recommended for inclusion in the NCP 
at this time.  However, the CRAA should monitor operating and 
noise levels to determine if changes have occurred in the 
location of the 65+ DNL noise contour.  If so, then a 
supplemental Part 150 Study may be prepared to revisit this 
issue. 
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RICKENBACKER INTERNATIONAL AIRPORT 
FAR PART 150 NOISE COMPATIBILITY STUDY FINAL 

NOISE COMPATIBILITY PROGRAM ALTERNATIVE LU-B  

TITLE: Offer acquisition1 to eligible undeveloped properties within the 
65 Day-Night Average Sound Level (DNL) noise contour of the 
Future (2011) Noise Exposure Map (NEM)/Noise Compatibility 
Program (NCP). 

 
DESCRIPTION: This measure replaces previously approved measures that 

identified land to be acquired for noise compatibility purposes.  
The purchase of undeveloped land would eliminate the 
possibility of new homes being built within the 65 DNL noise 
contour and would allow the airport to promote the 
development of compatible land uses in the future.  The 
purchase of undeveloped land within the 65 DNL noise contour 
also buffers the airport from existing land uses and lessens the 
possibility of encroaching incompatible development.  The 
65 DNL noise contour of the Future (2011) NEM/NCP would be 
used as a guide for program participation and eligibility.  In 
addition, eligibility would be extended to only those properties 
that are currently zoned for incompatible land use (such as 
Farm-Residential) and there is not an existing avigation 
easement.  There are approximately 589 undeveloped acres 
that would be eligible based on zoning within the 65 DNL noise 
contour of the Future (2011) NEM/NCP. 

 
BENEFITS: Implementation of this alternative would reduce the likelihood 

that incompatible development would occur within the 65+ DNL 
noise contour.  Acquiring land may also offer some community 
benefits as this land may be able to be banked and offered for 
future compatible development opportunities. 

 
DRAWBACKS: Purchasing land is expensive and there is no guarantee of 

redevelopment. Potential cost, if all acres were to be 
purchased, the cost would be between $29,450,000 and 
$44,175,000. 

 
FINDINGS AND 
RECOMMENDATION: 

This alternative is recommended for inclusion in the NCP.   

                                                 
1  The acquisition program is defined as the fee simple purchase of undeveloped land using 

a combination of FAA and CRAA funds.  When the CRAA receives federal funding a 
purchase offer is extended to eligible property owners and the owner decides whether or 
not to sell.  Participation in this program is voluntary on the part of the property owner.  
FAA-approval of the acquisition program does not guarantee that FAA funding will be 
available or sufficient to acquire all property identified as eligible.   
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RICKENBACKER INTERNATIONAL AIRPORT 
FAR PART 150 NOISE COMPATIBILITY STUDY FINAL 

NOISE COMPATIBILITY PROGRAM ALTERNATIVE LU-C  

TITLE: For those undeveloped properties that are offered but unwilling 
to be acquired through LU-B, offer avigation easements to 
restrict the development of incompatible land uses within the 
65 Day-Night Average Sound Level (DNL) noise contour of the 
Future (2011) Noise Exposure Map (NEM)/Noise Compatibility 
Program (NCP). 

 
DESCRIPTION: Originally this alternative was suggested as a choice between 

LU-B acquisition and offering avigation easements.  After 
discussions with the Planning Advisory Committee (PAC) and 
with the Columbus Regional Airport Authority (CRAA), it was 
determined that this alternative would be offered as an option 
to those property owners that did not want to participate in the 
acquisition program.   

This program would be offered to those property owners that 
refuse the purchase offer from measure LU-B.  The purchase of 
an avigation easement notifies the current and any future 
property owners of the presence of the airport and that noise, 
dust, and vibration are likely to occur.  This notification 
provides the CRAA with some level of protection from future 
property owners filing a lawsuit or requesting compensation 
due to airport activity.  In exchange for this easement, the 
property owner is compensated for the potential impacts.  This 
notification would be placed on the deed for the property and 
would prevent the development of incompatible land uses for 
as long as Rickenbacker International Airport (LCK) is a 
functioning airport.  Attached is a copy of a current avigation 
easement that was executed between the Rickenbacker Port 
Authority and a property owner located near LCK.  A sample 
easement follows this measure. 

 
BENEFITS: Limits incompatible development within the 65+ DNL noise 

contour. 

 
DRAWBACKS: Does not reduce noise and financially benefits the current 

property owners. 

 
FINDINGS AND 
RECOMMENDATION: 

This alternative is recommended for inclusion in the NCP as a 
secondary option to acquisition (LU-B).   
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DEED OF EASEMENT AND DECLARATION OF PROTECTIVE COVENANTS 
 
 KNOW ALL MEN BY THESE PRESENTS that __________________, of _________ 
County, Ohio (hereinafter called “Grantors”) grant to the Columbus Regional Airport Authority 
(hereinafter called “CRAA”), an authority established under Chapter 4582 of the Ohio Revised 
Code, an avigation easement upon the real property described in Exhibit “A” attached hereto 
(hereinafter called “the Property”), for the purposes recited herein, and do hereby declare and 
covenant for themselves and their heirs, personal representatives, successors and assigns that the 
premises described in Exhibit “A” shall be subject to the following restrictions, easements and 
limitations: 
 
 

RECITALS 
 

A. WHEREAS, Grantor is the owner of certain real property, together with all 
appurtenances thereto and all buildings and improvements erected thereon (the 
“Property”), which Property is more particularly described in the attached Exhibit A 
which is hereby incorporated herein by reference; and 

 
B. WHEREAS, CRAA is the operator of Rickenbacker International Airport (hereinafter 

called the “Airport”), which is situated in proximity to the Property; and  
 

C. WHEREAS, due to its proximity to the Airport, the Property is currently and will in 
the future be subject to (i) aircraft noise levels of 60 DNL or higher, (ii) frequent 
aircraft overflights, (iii) loud aircraft noise associated with the takeoff and landing of 
aircraft, and (iv) other effects related to the operation of the Airport; and  

 
D. WHEREAS, the Property is located in a noise-impacted area (i.e. noise of 60 DNL or 

higher), and the approximate aircraft flight path at the Airport in relation to the 
Property is as shown in the Airport Master Plan and F.A.R. Part 150 Noise 
Compatibility Study updates for the Airport dated 1998, (i) present and future noise 
impacts may be annoying to users of the Property and may interfere with the 
unrestricted use and enjoyment of the Property, (ii) such noise impacts may change 
over time by virtue of greater numbers of aircraft, louder aircraft, seasonal variations, 
and time-of-day variations, (iii) changes in the Airport, its layout, and air traffic 
control operating procedures may result in increased noise impacts, and (iv) future 
owners’ or occupiers’ own personal perception of the noise impacts ay change and his 
or her sensitivities to aircraft noise could increase; and 

 
E. WHEREAS, Grantee has requested that Grantor grant an easement through the 

airspace of the Property for Airport-related purposes upon the terms of this easement. 
 

NOW THEREFORE, for good and other valuable consideration, including one dollar ($1.00) 
from Grantee to Grantor, the receipt and sufficiency of which is hereby acknowledged, the 
parties agree to the foregoing and as follows: 
 



1. Avigation Easement.  Grantor hereby grants a perpetual right-of-way and easement 
(hereinafter called “Avigation Easement”), for the use and benefit of CRAA, its 
successors and assigns, and the public, through and across the airspace above the surface 
of the Property, for the flight and passage of aircraft to, from, and around the Airport and 
all related activities and effects, including without limitation the right to cause in such 
airspace such noise and pollution as may be inherent in the operation of aircraft now 
known or hereafter used, for navigation of or flight in such airspace, and for use of such 
airspace for landing on, taking off from, or operating on or around the Airport.   

 
 Grantors also covenant, for themselves as the current owners of the Property, and for 
their heirs, personal representatives and all successors and assigns as follows: 
 

(a) No structures exceeding ________ feet in height (as measured from the 
highest elevation of the Property at ground level) shall be constructed on 
the Property and no other improvements, fixtures or structure in excess of 
______ feet in height (as measured from the highest elevation of the 
Property at ground level) shall be permitted to be located or remain on the 
Property.  Grantor further grants to the Grantee the right to enter upon the 
Property to trim any trees or other vegetation which exceed _____ feet in 
height (as measured from the highest elevation of the Property at ground 
level), at no cost or expense to Grantor.  Any such entry by the Grantee 
shall be at reasonable hours and with reasonable notice to Grantor and the 
Grantee shall remove any limbs, wood or other debris generated by its 
entry so as not to interfere with Grantor’s continuing use of the Property; 

 
(b) No use shall be made of the Property which would interfere with landing 

or taking off of aircraft at the Airport, otherwise constitute an airport 
hazard, or interfere with air navigation and communication facilities 
service the Airport; 

 
(c) All owners of the Property shall file with the Federal Aviation 

Administration and the Ohio Department of Transportation, Division of 
Aviation, notice consistent with the requirements of 14 Code of 
Regulations Part 77 (FAA Form 7460-1) prior to constructing any 
permitted facility, structure, or other item on the Property is such notice is 
required by Part 77 at the time of such construction; 

 
(d) No owner of the Property shall use, nor permit, nor suffer use of the 

Property in such manner as to create electrical interference with radio 
communication between any installations upon the Airport and aircraft, 
nor make it difficult for aircraft to distinguish between Airport lights and 
others, nor impair visibility in the vicinity of the Airport, nor otherwise 
endanger the landing, taking off, or maneuvering of aircraft at and around 
the Airport;  

 



(e) The Property shall not be used for construction of noise-sensitive 
buildings (schools, churches, hospitals, nursing homes, or libraries), or the 
construction of any house, townhouse, duplex, apartment building, or 
other similar building or improvement, which could in any way be utilized 
for residential purposes or for the congregation of people (it being the 
intent of this subsection to prevent any residential or noise-sensitive use of 
the Property); and 

 
(f) No property owner shall hereafter use, nor permit, nor suffer use of the 

Property in such a manner as to create a potential for attracting birds or 
other wildlife that may pose a hazard to aircraft. 

 
2. Covenant Not to Sue and Waiver of Claims.  Grantor (a) covenants that Grantor shall not 

hereafter sue or prosecute Grantee with respect to noise, vibration or air pollution 
inherent (i) in the operation of aircraft, now or hereafter used, for navigation or other 
flight in the air space above the surface of the Property or in air space above other 
property in the vicinity of the Property or (ii) in the use of such air space for landing on, 
takeoff from, or operating on or around the Airport, and (b) waives any claim for 
liabilities, losses, damages, injuries, costs, and expenses against Grantee, both with 
respect to the flight of aircraft over the Property or over other property near the Property 
or any physical effects on the Property resulting therefrom (except aircraft fires, 
explosions and crashes and falling material), including, but without limitation, noise, air 
pollution, vibration or any other physical effect on the Property resulting from such flight 
of aircraft not excepted above; provided that this covenant shall not apply to any damages 
resulting directly form Grantee’s or its agents or representatives intentional misconduct in 
the operation of the Airport.  

 
3. Miscellaneous Provisions.  The Avigation Easement, and the other rights and obligations 

hereunder, shall, except as otherwise provided herein, run with the land in perpetuity, and 
shall be enforceable by Grantee, it successors and assigns against Grantor, its successors 
and assigns; provided that the Avigation Easement, and the rights of Grantee hereunder, 
may only be assigned to an entity responsible for the operation of the Airport for the 
benefit of the public.  The Avigation Easement, and the other rights and obligations 
hereunder, shall not be enforceable by or against any third party which is not a successor 
or assignee of Grantor or Grantee.  The Avigation Easement, and the other rights and 
obligation hereunder, shall remain in full force and effect until such time, if ever, that the 
Airport shall cease to be utilized for public airport purposes, in which case the Avigation 
Easement shall be abandoned and the Grantee shall, upon demand of the Grantor, execute 
and deliver an appropriate instrument to the Grantor evidencing such abandonment. 

 
 All subsequent purchasers, grantees and lessees of the Property or any part thereof and all 

parties whose interests arise after the recording of this Deed of Easement and Declaration 
of Protective Covenants shall receive the property subject to and encumbered by the 
grants and covenants contained herein, which shall form a part of the basis for the bargain 
for the acquisition of any interest in the Property. 

 



 IN WITNESS WHEREOF, the Grantor, ___________________________, or duly 
authorized representatives hereunto, has caused this instrument to be executed this 
______ day of ________________, 2005. 

 
 

Signed and acknowledged in    _________________________ 
the presence of: 
 
_____________________   ________________________ 

     By: _____________________  
Print Name: _____________________ Its: _____________________ 
 
 
 
_____________________ 
 
Print Name: ______________________ 
 



RICKENBACKER INTERNATIONAL AIRPORT 
FAR PART 150 NOISE COMPATIBILITY STUDY FINAL 

NOISE COMPATIBILITY PROGRAM ALTERNATIVE LU-D  

TITLE: Develop an Airport Land Use Management District (ALUMD) 
based on the most recent Future 60 Day-Night Average Sound 
Level (DNL) Noise Exposure Map/Noise Compatibility Program 
(NCP) noise contour, natural geographic and jurisdictional 
boundaries. 

 
DESCRIPTION: This measure would develop a uniform area with defined 

boundaries within which land use controls can be 
recommended.  These land use controls may include noise 
overlay zoning, updates to subdivision regulations and building 
codes, and formal fair disclosure policies. 

The Rickenbacker International Airport (LCK) is a major 
economic generator to that area. As such, land development 
patterns are influenced by the airport.  This measure would 
identify a boundary, within which, the airport has some 
influence, either economically, from aircraft overflights, or 
restrictions on use of land or height of structures.  All 
jurisdictions within the ALUMD should be contacted and 
coordinated with to incorporate this boundary into their 
planning documents. 

The Columbus Regional Airport Authority (CRAA) has 
participated in a number of multi-jurisdictional planning efforts 
in the LCK area.  Some of these include Route 23 Corridor 
Committee (& South Bloomfield Transportation Study), State 
Route 317 Access Management/Corridor Study Committee 
(prepared by MORPC), Rickenbacker Area Road Network 
Development Assessment (prepared by MORPC and funded by 
CRAA), Ebright Road Overpass at US 33 & Bixby Road 
Interchange at US 33, Village of Groveport Planning and Zoning 
Meetings, and City of Columbus South Central Accord. 

 
BENEFITS: This measure would establish a static boundary around the 

airport within which consistent land use planning for 
compatibility purposes can be conducted. 

 
DRAWBACKS: There are a large number of jurisdictions with various zoning 

regulations.  This would require the assistance of the Mid-Ohio 
Regional Planning Agency (MORPC) or some similar 
organization be used to help coordinate and facilitate this 
process. 

 
FINDINGS AND 
RECOMMENDATION: 

This alternative is recommended for inclusion in the NCP in 
conjunction with alternative LU-E. 
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RICKENBACKER INTERNATIONAL AIRPORT 
FAR PART 150 NOISE COMPATIBILITY STUDY FINAL 

NOISE COMPATIBILITY PROGRAM ALTERNATIVE LU-E  

TITLE: Implement land use controls to discourage residential 
development and encourage airport compatible development 
within the Airport Land Use Management District (ALUMD).  

 
DESCRIPTION: Since the area surrounding the airport is comprised of several 

local government entities the ALUMD would define a uniform 
boundary in which similar land use controls would take place.   

In the same manner as the City of Columbus, the Village of 
Groveport, and Franklin County (zoning only) jurisdictions 
located within the ALUMD should create a noise overlay zoning 
district to regulate land use and development in noise-sensitive 
areas, enact subdivision regulations within the noise overlay 
district requiring notification and dedication of an avigation 
easement, and amend the local building code to regulate 
development within the noise overlay zone by use of specific 
construction methods and establish uniform insulation 
standards where noise-sensitive activities are affected by 
aircraft noise. 

City of Columbus Ordinance 1136-94 created a new chapter of 
the City Zoning Code (Chapter 3384, Airport Environs Overlay) 
for an AEO-Airport Environs Overlay District to regulate 
development and land use to ensure compatibility near airports 
located within the City and the surrounding noise-sensitive land 
uses.  In conjunction with the noise overlay district, the City’s 
subdivision regulations and building code were amended to 
provide effective land use controls within the area of the 
overlay district.  It would be reasonable for the Village of Canal 
Winchester; Franklin County; Madison and Hamilton Townships 
in Franklin County; Pickaway County; and Madison, Harrison, 
and Scioto Townships in Pickaway County to develop the same 
type of interrelated system of land use controls which could 
prevent the development of incompatible land uses within the 
communities surrounding Rickenbacker International Airport.   

The language of the amendments to zoning ordinances, 
subdivision regulations, and building codes could be modeled 
after the language in the Columbus City Codes, 1959: Zoning 
Code - Chapter 3384.01 (Airport Environs Overlay), 
Subdivision Code - Sections 3123.25 (Plat Notice) and 3123.27 
(Avigation Easement), and Building Code - Chapter 4191.01 
(Airport Environs).  The City of Columbus regulations are being 
suggested as the model for Measure LU-E because the 
regulatory language is applicable to the type of land use 
controls needed by all jurisdictions surrounding the airport.  
Additionally, these regulations are “local” to the area and the 
State of Ohio. 
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RICKENBACKER INTERNATIONAL AIRPORT 
FAR PART 150 NOISE COMPATIBILITY STUDY FINAL 

DESCRIPTION: 
Continued 

The Columbus Codes use the 65 Day-Night Average Sound 
Level  noise contour for the implementation of the noise 
overlay zone, subdivision regulations, and building code.  It is 
recommended that, while using the City Codes as a model, the 
ALUMD be used as the delimiter for implementation of this 
measure to aid in the preservation of compatible land around 
the airport. 

 
BENEFITS: This measure would establish consistent land use controls 

within the ALUMD that would encourage uniform land 
development patterns that are compatible with airport 
operations. 

 
DRAWBACKS: There are a large number of jurisdictions with various zoning 

regulations.  This would require the assistance of the Mid-Ohio 
Regional Planning Agency or some similar organization be used 
to help coordinate and facilitate this process. 

 
FINDINGS AND 
RECOMMENDATION: 

This alternative is recommended for inclusion in the Noise 
Compatibility Program in conjunction with alternative LU-D. 
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RICKENBACKER INTERNATIONAL AIRPORT 
FAR PART 150 NOISE COMPATIBILITY STUDY FINAL 

NOISE COMPATIBILITY PROGRAM ALTERNATIVE LU-F   

TITLE: Identify a multi-jurisdictional land use planning committee that 
will work to manage the land uses within the Airport Land Use 
Management District.  

 
DESCRIPTION: During the Planning Advisory Committee meetings, a number 

of land use planning and transportation planning issues 
repeatedly came up from citizens and local jurisdictions.  Most 
these issues do not fall under the scope of a Part 150 Study, 
and were brought up because of their geographic proximity to 
the airport. 

This alternative was suggested to provide a formal working 
group of land use planners from the surrounding jurisdictions.  
The purpose of the group would be to focus on land use 
planning efforts around the airport, including but not limited to, 
airport noise compatibility.  The Columbus Regional Airport 
Authority (CRAA) would participate and support the efforts of 
this body where appropriate.   

The CRAA believes that a formal working group of land use 
planners would be a positive step, however the creation of this 
type of group is outside the scope of Part 150 and the CRAA. 

 
BENEFITS: Provide a formal working group to discuss land use and 

transportation planning issues around the airport.   

 
DRAWBACKS: Not within the scope of a Part 150 Study or the CRAA to create 

or maintain. 

 
FINDINGS AND 
RECOMMENDATION: 

This alternative is not recommended for inclusion in the 
Noise Compatibility Program, however if such a group was 
formed, the CRAA would participate as appropriate. 

 
  

Landrum & Brown Appendix F – Land Use Alternatives 
December 2006 Page F-12 



RICKENBACKER INTERNATIONAL AIRPORT 
FAR PART 150 NOISE COMPATIBILITY STUDY FINAL 

NOISE COMPATIBILITY PROGRAM ALTERNATIVE LU-G   

TITLE: Seek cooperation from the Board of Realtors to participate in a 
voluntary fair disclosure program for the property located 
within the Airport Land Use Management District (ALUMD).  

 
DESCRIPTION: Fair disclosure regulations are intended to ensure that 

prospective buyers of property are informed that the property 
is or will be exposed to potentially disruptive aircraft noise. 

Proposed State Legislation (House Bill 133) was written for the 
122nd Ohio General Assembly (1997-1998).  This Bill, 
introduced by Representatives Thomas, Corbin, and 
Terwilleger, included a fair disclosure element.  The Bill 
proposed that the Aviation Administrator for the State of Ohio 
Department of Transportation would publish a notice in a 
newspaper of general circulation in each affected political 
subdivision, indicating that an airport zone had been identified, 
and indicating where the public could inspect the airport zone 
delineation.  The Administrator would also notify each 
landowner of record of land located in the airport zone.  This 
notification would be sent by certified mail to the landowner at 
the address indicated in the most recent tax duplicate.  Any 
person who received written notice that a parcel of real 
property that the person owns is included in an airport zone 
shall not sell or transfer any interest in that real property 
unless the person first provides written notice to the purchaser 
or grantee that the real property is included in an airport zone.  
House Bill 133 never received any further action, and was 
never moved forward.  Currently there is no State law that 
addresses the issue of fair disclosure. 

Since the regulatory approach did not succeed, it may be 
possible to achieve fair disclosure through voluntary programs.  
Assistance should be sought from local groups in the housing 
industry such as the Board of Realtors and the Homebuilders 
Association and their ethics committees, and local lending 
institutions.  The Columbus Regional Airport Authority (CRAA) 
should also periodically place advertisements in the real estate 
sections of the newspapers. 

Since owners of property located within the ALUMD are subject 
to the regulations imposed by the ALUMD, it follows that 
prospective buyers of real property or lessees of residential 
property located within the ALUMD should receive fair 
disclosure regarding the location of the property with respect to 
the ALUMD.  A model of a Fair Disclosure Statement follows 
this evaluation sheet. 

 
BENEFITS: This measure would notify potential home owners of the airport 

and the noise associated with aircraft operations.   
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RICKENBACKER INTERNATIONAL AIRPORT 
FAR PART 150 NOISE COMPATIBILITY STUDY FINAL 

Noise Compatibility Program Alternative LU-G   
Continued 
 
DRAWBACKS: Requires cooperation of the Board of Realtors and other similar 

organizations. 

 
FINDINGS AND 
RECOMMENDATION: 

This alternative is recommended for inclusion in the Noise 
Compatibility Program in conjunction with alternative LU-D. 
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MODEL FAIR DISCLOSURE STATEMENT 
 

NOTICE TO PROSPECTIVE BUYERS OF REAL PROPERTY OR LESSEES OF 
RESIDENTIAL PROPERTY WITHIN RICKENBACKER INTERNATIONAL AIRPORT 
ENVIRONS OVERLAY DISTRICT. 
 
 
1. An Airport Environs Overlay District exists in the vicinity of Rickenbacker 

International Airport.  All land within the area is or may be at a future date 
exposed to low and frequent airport overflights and aircraft noise of Day-Night 
Sound Level (DNL) 60 decibels (dB) or higher.  Low and frequent aircraft 
overflights and aircraft noise DNL 60 dB can be annoying or disturbing. 

2. The undersigned acknowledges that he or she has been informed the property 
being considered for (purchase OR lease) at: 

 
 
              
Address 
 
 
 
              
City  State Zip Code 
 
is within the Airport Environs Overlay District for the Rickenbacker International 
Airport.  He or she further acknowledges that he or she has been given copies other 
the Rickenbacker International Airport Noise Exposure Maps (copies of which are 
attached hereto) 
 
The undersigned has read and fully understands all other provisions relating to this 
Fair Disclosure Statement. 
 
IN WITNESS WHEREOF, the parties have executed this Statement as of the day and 
year written below. 



Date:   
 
 
 
   
PRINT NAME OF BUYER OR LESSEE 
 
 
   
Current Address 
 
 
   
City State Zip Code 
 
 
 
 
   
Signature 
 
 
State of    ) 
 
County of `   ) 
 

 
 
 
 
   
PRINT NAME OF SELLER, LESSOR, BROKER 
 
 
   
Current Address 
 
 
   
City State Zip Code 
 
 
 
 
   
Signature 
 
 

 
 BE IT REMEMBERED that on the   day of  ,  , before 

me, the under signed notary public in and for the county and state aforesaid, came 
      , to me 
persona l l y  known,  who be ing  by  me du ly  sworn  d id  say  that  he  i s  the  
  of   
a corporation, and that the seal affixed to the foregoing instrument is the corporate seal 
of said corporation and that said instrument was signed and sealed on behalf of said 
  acknowledged 
said instrument to be free act and deed of said corporation. 
 
 IN WITNESS WHEREOF, I have hereunto set my hand and affixed my official seal, 
the day and year last above written. 
 
    
  Notary Public 
My commission expires: 
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APPENDIX H 
2022 BASELINE NOISE EXPOSURE CONTOUR 

This appendix sets forth the detailed input data that was used to prepare noise 
exposure contours for 2022 Baseline conditions.   

H.1   DATA SOURCES AND ASSUMPTIONS  

Several types of operational information are required to produce baseline noise 
exposure patterns for the airport.  These include estimates of the numbers of actual 
operations by specific aircraft types at different periods of the day, flight path 
locations, runway and flight path utilization, and aircraft operating characteristics. 

H.1.1   RUNWAY DEFINITION 

There are two northeast/southwest parallel runways (05L/23R and 05R/23L) spaced 
approximately 1,000 feet apart.  The following provides the current runways and 
lengths at LCK: 

    Runway   Length (feet) 
     05L/23R        11,908 (with displaced thresholds) 
     05R/23L        12,102 
 
H.1.2   NUMBER OF OPERATIONS 

The average daily numbers of aircraft arrivals and departures during the 
2022 Baseline period are presented in Table H-1 for the several categories of users 
that operate at Rickenbacker International Airport (LCK).  Table H-2, details the 
individual aircraft types by day or night operation.  The number of operations and 
their distribution during the day are derived from operations schedules and radar 
records collected for the airport.  The Federal Aviation Regulations (FAR) Part 36 
noise stage of each aircraft is also indicated.  A forecast update was prepared for 
the Part 150 Study Update.  The forecast was updated to account for the relocation 
of AirNet Systems (AirNet) Cargo from Port Columbus International Airport (CMH) 
in May 2005.  The forecast is provided in Appendix J. 
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Table H-1 
AVERAGE DAY OPERATIONS 
2022 BASELINE CONDITIONS 
Rickenbacker International Airport 

 ARRIVALS DEPARTURES TOTAL 

USER GROUP DAY NIGHT DAY NIGHT DAY NIGHT 
Charter Jets 3 0 3 0 6 0 
Cargo Jets 3 5 2 6 5 11 
AirNet 10 34 11 33 21 67 
Air Taxi 2 2 4 0 6 2 
General Aviation Jets 5 0 5 0 10 0 
General Aviation Props 15 1 15 1 30 2 
Military 23 1 24 0 47 1 
Total 61 43 64 40 125 83 

Day: 7:00 a.m. to 9:59 p.m. 

Night: 10:00 p.m. to 6:59 a.m. 

Source:  Landing Fee Reports, ATCT records, TAMIS data, Landrum & Brown, 2006. 
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Table H-2 
AVERAGE DAY OPERATIONS BY AIRCRAFT TYPE –  
2022 BASELINE CONDITIONS 
Rickenbacker International Airport 

ARRIVALS DEPARTURES TOTAL 
USER GROUP 
& INM TYPE 

PART 
36 

STAGE AIRCRAFT TYPE DAY NIGHT DAY NIGHT DAY NIGHT 
Charter Jets 
737300 3 Boeing 737-300 3 0 3 0 6 0 
Subtotal   3 0 3 0 6 0 
Cargo Jets 
A300 3 Airbus 300 0 1 0 1 0 2 
727EM2 3 Boeing 727-200 0 2 0 2 0 4 
74720B 3 Boeing 747-20B 1 0 0 1 1 1 
DC870 3 DC8 0 1 0 1 0 2 
DC1010/MD11 3 DC-10-10 2 1 2 1 4 2 
Subtotal   3 5 2 6 5 11 
AirNet 
BEC58P NA Baron 58, Piper Navajo 2 16 5 13 7 29 
GASEPF NA Cessna 208 2 3 2 3 4 6 
LEAR35 NA Learjet 35 6 15 4 17 10 32 
Subtotal   10 34 11 33 21 67 
Air Taxi 
DHC6 NA Swearingen Merlin IV 1 0 1 0 2 0 
GASEPF NA Cessna 208 1 1 2 0 3 1 
HS748A NA Fokker 27 0 1 1 0 1 1 
Subtotal   2 2 4 0 6 2 
General Aviation Jets 
GV NA Business Jet 1 0 1 0 2 0 
MU3001 NA Business Jet 1 0 1 0 2 0 
CIT3 NA Business Jet 1 0 1 0 2 0 
LEAR25 NA Business Jet 1 0 1 0 2 0 
LEAR35 NA Business Jet 1 0 1 0 2 0 
Subtotal   5 0 5 0 10 0 
General Aviation Props 
CNA441 NA Turbo Prop 1 0 1 0 2 0 
BEC58P NA Turbo Prop 4 0 3 1 7 1 
DHC6 NA Turbo Prop 2 0 2 0 4 0 
GASEPF NA Single Engine Prop 5 0 5 0 10 0 
GASEPV NA Single Engine Prop 3 1 4 0 7 1 
Subtotal   15 1 15 1 30 2 
Military 
B212 NA Bell Helicopter  1 0 1 0 2 0 
C130 NA C-130  1 0 1 0 2 0 
SK70 NA Sikorsky Helicopter 1 0 1 0 2 0 
707320 NA KC135E 1 0 1 0 2 0 
KC135R NA KC135R 19 1 20 0 39 1 
Subtotal   23 1 24 0 47 1 
         Grand Total   61 43 64 40 125 83 

Source: Landing Fee Reports, ATCT records, TAMIS data, Landrum & Brown, 2006. 
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H.1.3   RUNWAY UTILIZATION 

The usage of the runways at the airport is a principal element in the definition of 
the noise exposure pattern.  The more frequently jet aircraft use a runway end, 
particularly at night and for departures, the greater the noise exposure energy 
associated with that runway end.  The proportional use of the runway ends is based 
largely on the relationship of aircraft relative to their operational bases at the 
airport , as well as the average conditions of wind direction and velocity.  There are 
two currently approved noise abatement procedures affecting the runway use at 
LCK.  The first procedure occurs between 11:00 p.m. and 7:00 a.m. when the 
airport operates in contra-flow. The contra-flow procedures call for aircraft to arrive 
from the south on Runways 05R and 05L and depart to the south on Runway 23L 
and Runway 23R.  The second noise abatement procedure calls for military touch-
and-go operations to depart Runway 23L and Runway 23R as often as wind, 
weather, and operational restrictions allow. 

Wind direction is the primary factor in determining the direction in which the airport 
operates.  Currently 65 percent of the operations operate in southwest flow 
(arrive/depart runways 23L and 23R) and 35 percent of the operations operate in 
northeast flow (arrive/depart runways 05L and 05R).  The distribution of aircraft 
between the two runways was based on runway utilization records derived from the 
automated Total Airport Management Information System (TAMIS) for the time 
period of May 2004 through April 2005.  The Standard Terminal Automation 
Replacement System (STARS) radar data that is collected by TAMIS provides 
definitive information relative to the runways used by specific aircraft or users, as 
well as the location of aircraft in flight in the airport environs.  This information was 
supplemented with TAMIS data from May through June 2005 to account for AirNet 
operations at LCK.  Table H-3 provides the runway utilization derived from the 
TAMIS for the 2022 Baseline conditions. 

 



RICKENBACKER INTERNATIONAL AIRPORT 
FAR PART 150 NOISE COMPATIBILITY STUDY FINAL 

Landrum & Brown Appendix H – 2022 Baseline Noise Exposure Contour 
December 2006 Page H-5 

Table H-3 
2022 BASELINE CONDITIONS 
DETAILED RUNWAY END UTILIZATION BY USER GROUP 
Rickenbacker International Airport 

    Runway 

User Group  05L 05R 23L 23R Total 
              

Charter Jets Takeoff       
  Daytime 15.1% 16.1% 41.4% 27.4% 100% 
  Nighttime 6.3% 18.8% 31.3% 43.6% 100% 
           Landing       
  Daytime 6.8% 32.6% 48.0% 12.6% 100% 
  Nighttime 0.0% 67.6% 24.3% 8.1% 100% 

Cargo Jets Takeoff           
  Daytime 5.9% 13.3% 50.3% 30.5% 100% 
  Nighttime 3.0% 8.2% 60.2% 28.6% 100% 
           Landing       
  Daytime 2.7% 38.0% 55.8% 3.5% 100% 
  Nighttime 2.9% 76.7% 19.5% 0.9% 100% 

AirNet Takeoff           
  Daytime 26.1% 10.4% 15.5% 48.0% 100% 

  Nighttime 15.1% 4.1% 20.2% 60.6% 100% 
           Landing       
  Daytime 30.7% 8.2% 14.1% 47.0% 100% 
  Nighttime 49.4% 17.2% 9.4% 24.0% 100% 

Takeoff           Air Taxi/ General 
Aviation Prop Daytime 14.5% 15.3% 36.5% 33.7% 100% 

  Nighttime 7.8% 7.4% 47.6% 37.2% 100% 
           Landing       
  Daytime 10.5% 29.6% 38.5% 21.4% 100% 
  Nighttime 12.1% 44.1% 27.7% 16.1% 100% 

General Aviation Takeoff           
Jet  Daytime 10.5% 20.3% 41.0% 28.2% 100% 

  Nighttime 7.5% 17.0% 34.0% 41.5% 100% 
           Landing       
  Daytime 7.4% 29.2% 40.4% 23.0% 100% 
  Nighttime 9.3% 65.1% 20.9% 4.7% 100% 

Military Takeoff           
  Daytime 10.9% 24.9% 47.8% 16.4% 100% 

  Nighttime 8.3% 33.3% 50.1% 8.3% 100% 
           Landing       
  Daytime 3.0% 27.5% 59.2% 10.3% 100% 
  Nighttime 2.8% 26.6% 58.7% 11.9% 100% 

Day: 7:00 a.m. to 9:59 p.m. 

Night: 10:00 p.m. to 6:59 a.m. 

Source:  TAMIS data, Landrum & Brown, 2006. 
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H.1.4   FLIGHT TRACK LOCATIONS AND USE 

To determine projected noise levels on the ground, it is necessary to determine not 
only how many aircraft are present, but also where these aircraft fly.  Therefore, 
flight route information is a key element of the Integrated Noise Model (INM) input 
data.  Flight routes to and from an airport are generally a function of the geometry 
of the runways and the surrounding airspace structure in the vicinity of the airfield.   

The flight tracks used for computer modeling in this project were based on a seven-
week sample of actual radar flight tracks that was extracted from TAMIS data.  The 
sample consisted of the weeks of November 7, 2004 through November 13, 2004, 
January 30, 2005 through February 5, 2005, May 15, 2005 through June 9, 2005, 
and the week of July 25, 2005 through July 31, 2005. 

A flight track is the path over the ground that an aircraft flies to or from the airport.  
The flight tracks at LCK have been created and verified from the compilation of 
TAMIS data and interviews with air traffic controllers.   

The radar data gathered for the sample period was used to develop a series of 
consolidated flight tracks, which are representative of the corridors used by aircraft 
as they land at or depart from the airport.  Exhibits depicting the locations of 
consolidated INM arrival, departure, and touch-and-go flight tracks are found in 
Appendix C. 

Jet departures from Runway 23L and Runway 23R follow a noise abatement 
procedure calling for aircraft to fly straight out on runway heading until reaching 
3,000 feet Mean Sea Level (MSL).  This results in aircraft being at a higher altitude 
before turning over residential land uses in Pickaway County.  Currently, jet 
departures on Runways 05R and 05L follow a noise abatement procedure calling for 
a right turn on a 70 degree heading.  This results in the concentration of jet 
departure activity occurring over compatible land in Madison Township (Franklin 
County).  Prop departures in both north and south flow turn as soon as practicable 
to allow for jet aircraft to depart more quickly.  The arrival corridors for jet aircraft 
generally follow a straight in procedure on their final approach for approximately 
five nautical miles.  Prop arrivals have earlier turns to the final approach than the 
jet aircraft due to maneuverability.  Touch-and-go training operations fly over areas 
in both Franklin and Pickaway Counties.   

The tracks are composed of both backbone1 and sub-tracks that account for the 
dispersion of operations across a corridor of flight, rather than along a single 
constrained path.  This is most useful at airports where wide flight corridors are 
present, such as are used by departures at LCK.  The use of sub-tracks for the 
definition of baseline noise patterns allows a more definitive description of overall 
operating characteristics where TAMIS data is available.  Table H-4 and Table H-5 

                                                 
1 The FAA's INM v6.1 uses a backbone and sub-track system to represent dispersed flight corridors.  

A backbone and sub-tracks are a set of flight tracks that represent a wide corridor, allowing the 
user to define a percentage of use for each sub-track.  The use of this tool results in more 
accurately modeled flight corridors. 
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provide the proportion of operations assigned to each of the flight tracks indicated 
on the exhibits for the 2022 Baseline condition for arrivals and departures 
respectively.   

Table H-4 
ARRIVAL FLIGHT TRACK UTILIZATION BY AIRCRAFT CATEGORY -  
2022 BASELINE CONDITIONS 
Rickenbacker International Airport 

    DAYTIME NIGHTTIME 

Runway Track Jet Prop Jet Prop 

23L 23LA1 10.8% 2.7% 4.0% 0.0% 
23L 23LA2 12.0% 0.0% 0.0% 1.6% 
23L 23LA3 1.2% 6.2% 0.3% 1.8% 
23L 23LA4 6.4% 7.3% 1.3% 2.8% 
23L 23LA5 1.2% 2.8% 4.6% 1.4% 
23L 23LA6 1.7% 5.8% 1.3% 1.9% 
23L 23LA7 2.7% 4.0% 2.1% 3.1% 
23L 23LA8 0.0% 0.0% 0.3% 0.0% 
23R 23RA1 1.4% 0.6% 0.2% 0.0% 
23R 23RA2 4.3% 0.0% 0.0% 1.7% 
23R 23RA3 0.7% 3.4% 0.8% 2.1% 
23R 23RA4 5.4% 4.1% 3.2% 3.9% 
23R 23RA5 2.3% 4.7% 3.8% 2.1% 
23R 23RA6 4.4% 3.2% 3.2% 3.4% 
23R 23RA7 4.2% 10.9% 4.1% 7.3% 
23R 23RA8 2.3% 4.7% 3.4% 2.1% 
5L 5LA1 3.0% 2.1% 8.0% 14.0% 
5L 5LA2 3.9% 3.2% 8.6% 7.5% 
5L 5LA3 3.7% 2.1% 6.2% 10.3% 
5L 5LA4 1.8% 6.1% 12.4% 4.3% 
5L 5LA5 2.0% 5.1% 2.6% 6.8% 
5R 5RA1 5.4% 1.9% 14.6% 4.9% 
5R 5RA2 3.5% 8.9% 3.0% 6.1% 
5R 5RA3 8.8% 5.9% 2.2% 5.9% 
5R 5RA4 0.5% 1.6% 4.3% 1.5% 
5R 5RA5 6.3% 2.7% 5.5% 3.6% 

Total 100.0% 100.0% 100.0% 100.0% 

Day:  7:00 a.m. to 9:59 p.m. 

Night: 10:00 p.m. to 6:59 a.m. 

Source:  TAMIS data, Landrum & Brown, 2006. 
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Table H-5 
DEPARTURE FLIGHT TRACK UTILIZATION BY AIRCRAFT CATEGORY -  
2022 BASELINE CONDITIONS 
Rickenbacker International Airport 

    DAYTIME NIGHTTIME 

Runway Track Jet Prop Jet Prop 

23L 23LD1 2.9% 0.9% 4.0% 5.1% 
23L 23LD2 0.0% 2.7% 1.8% 0.0% 
23L 23LD3 12.0% 4.0% 17.0% 6.3% 
23L 23LD4 4.2% 0.4% 0.0% 1.9% 
23L 23LD5 12.0% 1.7% 0.0% 1.3% 
23L 23LD6 5.2% 6.7% 7.9% 5.7% 
23L 23LD7 0.0% 11.4% 0.0% 0.0% 
23R 23RD1 4.1% 2.8% 11.9% 15.2% 
23R 23RD2 0.0% 8.5% 5.3% 0.0% 
23R 23RD3 9.8% 7.6% 18.1% 18.9% 
23R 23RD4 2.9% 0.4% 0.0% 5.7% 
23R 23RD5 8.0% 1.6% 0.0% 3.8% 
23R 23RD6 7.0% 8.2% 17.1% 17.0% 
23R 23RD7 0.0% 10.5% 0.0% 0.0% 
5L 5LD1 2.1% 3.1% 4.6% 5.7% 
5L 5LD2 3.1% 4.5% 3.0% 3.3% 
5L 5LD3 6.8% 2.6% 0.9% 1.4% 
5L 5LD4 3.6% 3.2% 2.2% 4.7% 
5L 5LD5 0.0% 5.9% 1.3% 0.0% 
5R 5RD1 1.3% 1.2% 1.2% 1.5% 
5R 5RD2 1.6% 3.8% 0.9% 0.9% 
5R 5RD3 10.1% 2.7% 1.6% 0.4% 
5R 5RD4 3.3% 2.4% 1.1% 1.3% 
5R 5RD5 0.0% 3.2% 0.4% 0.0% 

Total 100.0% 100.0% 100.0% 100.0% 

Day: 7:00 a.m. to 9:59 p.m. 

Night: 10:00 p.m. to 6:59 a.m. 

Source:  TAMIS data, Landrum & Brown, 2006. 

H.1.5   AIRCRAFT WEIGHT AND TRIP LENGTH 

Aircraft weight during departure is a factor in the dispersion of noise because it 
impacts the rate at which an aircraft is able to climb.  Generally, heavier aircraft 
have a slower rate of climb and a wider dispersion of noise along their flight routes.  
Where specific aircraft weights are unknown, the INM uses the distance flown to the 
first stop as a surrogate for the weight, by assuming that the weight has a direct 
relationship with the fuel load necessary to reach the first destination.  The INM 
groups trip lengths into seven stage length categories, and assigns various aircraft 
weights to all seven categories.  These categories are: 
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Category  Stage Length 
1  0-500 nautical miles 
2  500-1000 nautical miles 
3  1000-1500 nautical miles 
4  1500-2500 nautical miles 
5  2500-3500 nautical miles 
6  3500-4500 nautical miles 
7  4500+ nautical miles 

 
The trip lengths flown from Rickenbacker are based on the schedule of operations 
created for the existing conditions and the future scenarios.  Table H-6 indicates 
the proportion of the operations that are assumed to fall within each of the seven 
trip length categories for the 2022 Baseline operation levels.  Results from the 
correlation of noise levels and altitude distances from the noise measurements (see 
Appendix B) found that the DC-8 and Boeing 727-200 may be heavier than their 
distance-based stage length defined them to be.  Therefore, a higher stage length 
was assigned when modeling these aircraft to more accurately reflect their 
measured noise levels and departure profiles. 

Table H-6 
DEPARTURE TRIP LENGTH DISTRIBUTION – 2022 BASELINE CONDITIONS 
Rickenbacker International Airport 

STAGE 
LENGTH 

CHARTER 
CARGO 
JETS 

AIRNET 
AIR TAXI/ 
COMMUTER 

GENERAL 
AVIATION 

JET 

GENERAL 
AVIATION 

PROP 
MILITARY 

1 66% 66% 100% 100% 100% 100% 100% 

2 34% - - - - - - 

3 - 17% - - - - - 

4 - 17% - - - - - 

5 - - - - - - - 

6 - - - - - - - 

7 - - - - - - - 

Source:  Landrum & Brown, 2006 

H.2   NOISE EXPOSURE CONTOUR 

The number of operations, runway use, flight track, and trip length data presented 
are used as input to the INM computer model for the calculation of noise exposure 
in the airport environs.  Exhibit H-1 reflects the average annual noise exposure 
pattern present at the airport during the current baseline period (2022) and 
Table H-7 summarizes the area within each noise contour level.  The noise contour 
does not represent the noise levels present on any specific day, but, rather, 
represents the energy-average of all 365 days of operation during the year.  The 
noise contour pattern extends from the airport along each extended runway 
centerline, reflective of the flight tracks used by all aircraft.  The relative distance of 
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the contour from the airport along each route is a function of the frequency of use 
of each runway end for total arrivals and departures, as well as its use at night, and 
the type of aircraft assigned to it. 

Table H-7 
AREAS WITHIN EXISTING NOISE EXPOSURE CONTOUR (IN SQUARE MILES) 
Rickenbacker International Airport 

CONTOUR 
RANGE 

2022 BASELINE 

60-65 DNL 4.13 
65-70 DNL 1.84 
70-75 DNL 0.70 
75 + DNL 1.03 
65 + DNL 3.57 

Contour: LCK_2022Baseline-rev1 

Source: Landrum & Brown, 2006. 

The shape of the noise contour is primarily a function of the combination of flight 
tracks and runway use at LCK.  Currently the airport operates 65 percent of the 
time in south flow (Runways 23L/23R) and 35 percent of the time in north flow 
(Runways 05L/05R).  Between 11:00 p.m. and 7:00 a.m., the airport operates in 
contra-flow.  The contra-flow procedures call for aircraft to arrive from the south on 
Runways 5R and 5L and depart to the south on Runways 23L and 23R.  As a result 
the noise contour is longer and wider to the southwest of the airport than to the 
northeast.   

Southwest of the airport, the noise contour primarily reflects usage by aircraft 
departing to the south and to a lesser degree arriving from the south.  The 65 Day-
Night Average Sound Level (DNL) noise contour extends approximately 1.5 miles 
beyond the south end of Runway 23L/05R and Runway 23R/05L, encompassing 
agricultural land uses located in Harrison Township.  Although the Federal Aviation 
Administration (FAA) defines the 65 DNL as the compatibility line, the 60 DNL is 
shown because it indicates marginal noise impacts.  The 60 DNL noise contour 
extends approximately 2.5 miles beyond the south end of Runway 23L/05R and 
Runway 23R/05L, encompassing agricultural and residential land uses located in 
Harrison Township.  The 70 and 75 DNL noise contours remain over airport 
property. 

To the northeast of the airport, the noise contour primarily reflects usage by aircraft 
arriving from the northeast and to a lesser degree aircraft departing to the 
northeast.  The 65 DNL noise contour extends approximately 0.8 miles beyond the 
north end of Runway 23L/05R and Runway 23R/05L, encompassing agricultural 
land uses in the Village of Groveport.  The 60 DNL noise contour extends 
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approximately 1.5 miles beyond the north end of Runway 23L/05R and 
Runway 23R/05L, encompassing agricultural & industrial land uses located in the 
Village of Groveport.  The 70 and 75 DNL contours remain over airport property. 

H.3   BASELINE NOISE CONTOUR INCOMPATIBILITIES 

Summaries of the residential population, housing units, and noise-sensitive facilities 
affected by noise levels exceeding 60 DNL for the 2022 Baseline noise contours are 
provided in Table H-8.  No homes or noise sensitive facilities (schools, churches, 
libraries, hospitals, and nursing homes) are located in the 65 DNL of the 
2022 Baseline noise contour.  There are 12 housing units and 33 residents in the 
60 DNL of the 2022 Baseline noise contour.  All of the homes within the 60 DNL are 
located in Harrison Township in Pickaway County. 

Table H-8 
2022 BASELINE HOUSING, POPULATION, AND 
NOISE-SENSITIVE FACILITY INCOMPATIBILITIES 
Rickenbacker International Airport 

CATEGORY 60-65 DNL* 65-70 DNL 70-75 DNL 75+ DNL 65+ DNL 

Housing Units 12 0 0 0 0 
Population 33 0 0 0 0 
Noise Sensitive Facilities       
     Schools 0 0 0 0 0 
     Churches 0 0 0 0 0 
     Nursing Homes 0 0 0 0 0 
Area       
     Square Miles 4.13 1.84 0.70 1.03 3.57 
     Acres 2,643 1,175 449 660 2,284 

Notes:  

* FAA Part 150 Land Use Compatibility Guidelines indicate that residential land uses are compatible 
with noise levels below 65 DNL. 

- Noise contours were generated using the Integrated FAA's Noise Model, Version 6.1 computer 
model. 

- Housing counts are based on field verification.   

- Population numbers are approximate based on the housing counts multiplied by the 2000 census 
block housing to population ratio. 

- Baseline conditions assume the continuation of the existing operating procedures without 
modification. 

- Noise-Sensitive Public Uses include schools, churches, libraries, hospitals, and nursing homes. 

Source: Landrum & Brown, 2006. 
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APPENDIX I 
NOISE-SENSITIVE FACILTIY GRID POINTS 

 
This Appendix provides maps and output grid reports detailing the existing noise 
levels, for Day-Night Average Sound Level, Sound Exposure Level, Maximum Level, 
and Time Above Level-65 noise metrics, at noise-sensitive facilities.  Table I-1 
provides a key for the noise-sensitive facility grid point locations, shown on 
Exhibit I-1.  Table I-2 provides the location each noise-sensitive facility.  
Table I-3 provides the noise levels at each noise-sensitive facility for the 
alternatives. 
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Table I-1 
NOISE-SENSITIVE FACILITIES 
Rickenbacker International Airport 

Map ID Name 
Schools 

S1 Living Skills Center 
S2 Groveport Freshman School (Junior High) 
S3 Glendening Elementary School 
S4 Groveport Madison Middle School South 
S5 Hamilton South Elementary School 
S6 Groveport Madison High School 
S7 Hamilton Central Elementary School 
S8 Hamilton Township High School 
S9 Hamilton Township Middle School 
S10 Madison Christian Schools 
S11 Teays Valley High School 
S12 Teays Valley Middle School 
S13 Madison Elementary 
S14 Ashville Elementary School 
S15 Cedarwood Elementary School 
S16 Groveport Madison Middle School North 
S17 Canal Winchester High School 
S18 Canal Winchester Intermediate School 
S19 Canal Winchester Middle School 
S20 Asbury Elementary School 
S21 Sedalia Elementary School 
S22 Monterey Elementary School 
S23 Park Street Intermediate School 
S24 Kingston School 
S25 Harvest Preparatory School 
S26 Hayes Intermediate School 
S27 Clarfield Elementary School 
S28 Buckeye Middle School 
S29 Buckeye Woods Elementary School 
S31 Grove City High School 
S32 Beautiful Savior Lutheran School 
S33 JC Sommer Elementary School 
S34 Our Lady of Perpetual Help School 
S35 Richard Ave Elementary School 
S36 Brookpark Middle School 
S37 Highland Park Elementary School 
S38 Scioto Township Elementary School 
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Table I-1, Continued 
NOISE-SENSITIVE FACILITIES 
Rickenbacker International Airport 

Map ID Name 
Schools (continued) 

S39 New Beginnings Christian School 
S40 Stockbridge Elementary School 

Churches 
C1 Turnpoint Apostolic Church 
C2 Groveport Zion Lutheran Church 
C3 New Hope Assembly of God 
C4 Groveport United Methodist 
C5 Groveport Church of Christ 
C6 Groveport Church of God 
C7 Lockbourne Freewill Church 
C8 Little Bell United Baptist Church 
C9 Bride of Christ Church of God 
C10 Ole Time Freewill Baptist 
C11 Lords Fellowship Church 
C12 Lockbourne Church of Christ in Christian Union 
C13 Saint Matthew Lutheran Church 
C14 Lockbourne United Methodist 
C15 Lockbourne First Baptist Church 
C20 Church Abundant Life Pentecostal 
C21 Little Angel Church 
C22 Groveport Church of Christ 
C23 Shadeville Church of God 
C24 Caring Hands Deaf Church 
C25 Groveport Presbyterian Church 
C26 First Baptist Church-Groveport 
C27 Walnut Hill United Methodist 
C28 Madison Christian Church 
C29 Saint Mary's Church Groveport 
C30 Pickaway Church of Christ 
C31 Hopewell United Methodist Church 
C32 Saint Paul Lutheran Church 
C33 Ashville Church of Christ 
C34 Village United Methodist Church 
C35 First English Lutheran Church 
C36 Zion United Methodist Church 
C37 South Bloomfield Methodist Church 
C38 Cornerstone Freewill Baptist 
C39 First Baptist Church 
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Table I-1, Continued 
NOISE-SENSITIVE FACILITIES 
Rickenbacker International Airport 
 

Map ID Name 
Churches (continued) 

C40 Commercial Point United Methodist Church 
C41 Buckeye Christian Church 
C42 Rohr Road Baptist Church 
C43 Kingdom Life Christian Center 
C44 Little Bell Baptist Church 
C45 Reese Chapel Church of Christ 
C46 David Evangelical Lutheran Church 
C47 Heritage Baptist Church 
C48 Church Of Jesus Christ of Latter Day Saints 
C49 Grace Bible Church 
C50 Eastside Church of Christ 
C51 Peace Lutheran Church 
C52 Gender Road Christian Church 
C53 Hope United Methodist Church 
C54 Church of Jesus Christ of Latter Day Saints 
C55 Rager Road Church of Christ 
C56 New Life Community Church 

Libraries 
L1 Wagnalls Memorial Foundation Library 
L2 Pickerington Public Library 
L3 Southeast Library 
L4 Columbus Metropolitan Library 
L5 Columbus Metro Library 
L6 South High Branch 
L7 South Bloomfield Village Library 
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Table I-2
NOISE SENSITIVE FACILITIES GRID POINT RESULTS
Rickenbacker International Airport

Existing (2006) 
Baseline

Future (2011) 
Baseline

Existing (2006) 
Baseline

Future (2011) 
Baseline

Existing (2006) 
Baseline

Future (2011) 
Baseline

Existing (2006) 
Baseline

Future (2011) 
Baseline

Existing (2006) 
Baseline

Future (2011) 
Baseline

X Point DNL DNL Change LEQ LEQ Change SEL SEL Change LMAX LMAX Change TA65 TA65 Change
C1 46.1 46.9 0.8 40.8 41.4 0.6 90.2 90.8 0.6 88.5 88.5 0.0 1.1 1.2 0.1
C10 52.8 54.1 1.3 45.5 46.3 0.8 94.9 95.7 0.8 88.9 88.9 0.0 2.4 2.7 0.3
C11 49.7 50.2 0.5 45.6 46.0 0.4 95.0 95.4 0.4 84.8 84.8 0.0 1.6 1.7 0.1
C12 50.4 50.9 0.5 45.9 46.3 0.4 95.3 95.7 0.4 87.1 87.1 0.0 1.7 1.9 0.2
C13 50.7 51.2 0.5 46.4 46.8 0.4 95.8 96.2 0.4 87.9 87.9 0.0 1.8 2.0 0.2
C14 50.5 50.9 0.4 45.3 45.7 0.4 94.7 95.0 0.3 83.4 83.4 0.0 1.6 1.7 0.1
C15 51.3 51.8 0.5 47.2 47.6 0.4 96.5 97.0 0.5 91.1 91.1 0.0 1.9 2.1 0.2
C16 55.8 56.5 0.7 50.9 51.5 0.6 100.3 100.8 0.5 89.0 89.0 0.0 6.3 7.0 0.7
C17 53.6 54.1 0.5 50.2 50.7 0.5 99.5 100.0 0.5 88.0 88.0 0.0 4.6 5.1 0.5
C18 51.4 51.8 0.4 46.4 46.7 0.3 95.7 96.1 0.4 86.7 86.7 0.0 2.7 2.9 0.2
C19 51.7 51.9 0.2 49.2 49.3 0.1 98.5 98.7 0.2 92.1 92.1 0.0 3.9 4.1 0.2
C2 49.1 49.3 0.2 46.1 46.3 0.2 95.5 95.7 0.2 95.8 95.8 0.0 1.8 1.9 0.1
C20 42.9 43.2 0.3 41.1 41.4 0.3 90.5 90.8 0.3 82.8 82.8 0.0 0.7 0.8 0.1
C21 46.6 47.0 0.4 42.7 43.1 0.4 92.1 92.5 0.4 87.7 87.7 0.0 0.9 1.0 0.1
C22 46.4 46.8 0.4 43.8 44.1 0.3 93.2 93.5 0.3 89.7 89.7 0.0 1.0 1.0 0.0
C23 38.5 38.8 0.3 33.1 33.3 0.2 82.4 82.7 0.3 79.7 79.7 0.0 0.0 0.0 0.0
C24 45.6 45.9 0.3 42.8 43.2 0.4 92.2 92.5 0.3 88.0 88.0 0.0 0.9 1.0 0.1
C25 53.2 53.5 0.3 50.7 50.9 0.2 100.1 100.2 0.1 97.7 97.7 0.0 5.3 5.5 0.2
C26 45.7 46.0 0.3 42.8 43.1 0.3 92.1 92.5 0.4 88.0 88.0 0.0 0.9 1.0 0.1
C27 38.4 38.6 0.2 32.1 32.3 0.2 81.5 81.6 0.1 76.7 76.7 0.0 0.0 0.0 0.0
C28 44.0 44.4 0.4 41.3 41.6 0.3 90.7 91.0 0.3 86.1 86.1 0.0 0.9 1.0 0.1
C29 47.2 47.6 0.4 44.7 45.0 0.3 94.1 94.4 0.3 93.1 93.1 0.0 1.0 1.1 0.1
C3 51.9 52.1 0.2 49.5 49.7 0.2 98.9 99.1 0.2 95.3 95.3 0.0 4.0 4.1 0.1
C30 47.9 48.2 0.3 41.2 41.5 0.3 90.6 90.9 0.3 81.7 81.7 0.0 0.9 1.0 0.1
C31 45.7 46.3 0.6 41.9 42.3 0.4 91.3 91.7 0.4 84.8 84.8 0.0 1.1 1.2 0.1
C32 46.1 46.2 0.1 39.7 40.0 0.3 89.0 89.3 0.3 82.7 82.7 0.0 0.5 0.5 0.0
C33 43.1 43.3 0.2 34.6 34.9 0.3 84.0 84.2 0.2 75.6 75.6 0.0 0.1 0.1 0.0
C34 40.8 41.0 0.2 32.5 32.8 0.3 81.9 82.2 0.3 73.0 73.0 0.0 0.0 0.0 0.0
C35 40.9 41.0 0.1 32.5 32.8 0.3 81.9 82.2 0.3 73.0 73.0 0.0 0.0 0.0 0.0
C36 41.0 41.1 0.1 32.6 32.9 0.3 82.0 82.3 0.3 73.1 73.1 0.0 0.0 0.0 0.0
C37 44.7 46.4 1.7 35.9 37.3 1.4 85.3 86.7 1.4 80.5 80.5 0.0 0.2 0.3 0.1
C38 47.2 49.1 1.9 38.5 40.0 1.5 87.9 89.4 1.5 81.0 81.0 0.0 0.4 0.5 0.1
C39 47.1 49.0 1.9 38.6 40.0 1.4 87.9 89.4 1.5 81.0 81.0 0.0 0.4 0.5 0.1
C4 52.9 53.1 0.2 50.5 50.6 0.1 99.8 100.0 0.2 97.5 97.5 0.0 4.8 5.0 0.2
C40 43.2 44.4 1.2 35.0 35.8 0.8 84.4 85.2 0.8 77.1 77.1 0.0 0.2 0.2 0.0
C41 38.2 38.3 0.1 30.9 31.0 0.1 80.3 80.4 0.1 76.1 76.1 0.0 0.0 0.0 0.0
C42 46.8 47.1 0.3 44.8 45.1 0.3 94.2 94.5 0.3 87.8 87.8 0.0 1.4 1.5 0.1
C43 46.1 46.4 0.3 44.7 45.0 0.3 94.1 94.4 0.3 86.8 86.8 0.0 1.4 1.5 0.1
C44 46.2 46.6 0.4 44.6 45.0 0.4 94.0 94.4 0.4 87.9 87.9 0.0 1.4 1.5 0.1
C45 40.9 41.2 0.3 38.2 38.5 0.3 87.5 87.9 0.4 79.7 79.7 0.0 0.5 0.5 0.0
C46 43.9 45.3 1.4 37.2 38.0 0.8 86.6 87.4 0.8 83.9 83.9 0.0 0.3 0.4 0.1
C47 44.0 45.4 1.4 37.3 38.1 0.8 86.6 87.4 0.8 83.9 83.9 0.0 0.3 0.3 0.0
C48 44.8 46.2 1.4 38.0 38.8 0.8 87.4 88.2 0.8 85.4 85.4 0.0 0.3 0.4 0.1
C49 45.1 46.4 1.3 38.7 39.5 0.8 88.1 88.9 0.8 86.4 86.4 0.0 0.5 0.6 0.1
C5 53.5 53.8 0.3 50.8 51.0 0.2 100.2 100.4 0.2 97.0 97.0 0.0 5.8 6.1 0.3
C50 43.2 44.6 1.4 36.6 37.4 0.8 85.9 86.8 0.9 83.2 83.2 0.0 0.3 0.3 0.0



Table I-2 (continued)
NOISE SENSITIVE FACILITIES GRID POINT RESULTS
Rickenbacker International Airport

Existing (2006) 
Baseline

Future (2011) 
Baseline

Existing (2006) 
Baseline

Future (2011) 
Baseline

Existing (2006) 
Baseline

Future (2011) 
Baseline

Existing (2006) 
Baseline

Future (2011) 
Baseline

Existing (2006) 
Baseline

Future (2011) 
Baseline

X Point DNL DNL Change LEQ LEQ Change SEL SEL Change LMAX LMAX Change TA65 TA65 Change
C51 43.4 44.8 1.4 36.8 37.6 0.8 86.1 87.0 0.9 83.3 83.3 0.0 0.3 0.4 0.1
C52 38.3 38.8 0.5 34.3 34.6 0.3 83.7 83.9 0.2 71.6 71.6 0.0 0.1 0.1 0.0
C53 43.1 44.4 1.3 36.4 37.2 0.8 85.8 86.6 0.8 82.5 82.5 0.0 0.3 0.3 0.0
C54 43.0 44.3 1.3 36.3 37.2 0.9 85.7 86.6 0.9 82.5 82.5 0.0 0.3 0.3 0.0
C55 43.6 44.1 0.5 39.5 39.8 0.3 88.9 89.2 0.3 77.9 77.9 0.0 0.7 0.8 0.1
C56 43.3 44.6 1.3 36.6 37.4 0.8 86.0 86.8 0.8 83.2 83.2 0.0 0.3 0.3 0.0
C6 48.6 49.2 0.6 47.8 48.3 0.5 97.2 97.7 0.5 88.0 88.0 0.0 2.9 3.2 0.3
C7 45.5 45.9 0.4 44.7 45.0 0.3 94.1 94.4 0.3 87.8 87.8 0.0 1.2 1.3 0.1
C8 53.0 53.7 0.7 46.6 47.0 0.4 96.0 96.4 0.4 95.6 95.6 0.0 3.3 3.8 0.5
C9 48.9 49.4 0.5 48.2 48.7 0.5 97.6 98.0 0.4 86.7 86.7 0.0 3.2 3.5 0.3
H1 26.9 27.0 0.1 19.4 19.5 0.1 68.8 68.9 0.1 59.4 59.4 0.0 0.0 0.0 0.0
L1 44.8 45.2 0.4 42.4 42.8 0.4 91.8 92.2 0.4 87.5 87.5 0.0 0.7 0.7 0.0
L2 36.9 38.1 1.2 30.2 30.8 0.6 79.6 80.2 0.6 79.2 79.2 0.0 0.0 0.0 0.0
L3 37.8 37.9 0.1 30.8 30.9 0.1 80.2 80.3 0.1 76.2 76.2 0.0 0.0 0.0 0.0
L4 37.4 37.5 0.1 30.3 30.4 0.1 79.7 79.8 0.1 76.3 76.3 0.0 0.0 0.0 0.0
L5 32.4 32.6 0.2 25.2 25.3 0.1 74.6 74.7 0.1 71.2 71.2 0.0 0.0 0.0 0.0
L6 32.5 32.7 0.2 25.3 25.4 0.1 74.7 74.8 0.1 71.4 71.4 0.0 0.0 0.0 0.0
S1 44.4 44.6 0.2 42.4 42.7 0.3 91.8 92.1 0.3 88.6 88.6 0.0 0.6 0.6 0.0
S10 44.1 44.5 0.4 41.4 41.7 0.3 90.7 91.1 0.4 86.5 86.5 0.0 0.9 1.0 0.1
S11 44.1 44.4 0.3 35.8 36.1 0.3 85.2 85.5 0.3 74.7 74.7 0.0 0.2 0.2 0.0
S12 43.7 44.0 0.3 35.4 35.7 0.3 84.8 85.1 0.3 74.9 74.9 0.0 0.2 0.2 0.0
S13 40.4 40.8 0.4 38.3 38.7 0.4 87.7 88.0 0.3 88.0 88.0 0.0 0.2 0.3 0.1
S14 41.3 41.4 0.1 33.0 33.3 0.3 82.4 82.6 0.2 73.6 73.6 0.0 0.1 0.1 0.0
S15 34.9 35.1 0.2 27.6 27.7 0.1 77.0 77.1 0.1 71.0 71.0 0.0 0.0 0.0 0.0
S16 38.8 38.8 0.0 31.8 31.8 0.0 81.1 81.2 0.1 75.1 75.1 0.0 0.0 0.0 0.0
S17 43.7 44.9 1.2 37.0 37.7 0.7 86.4 87.1 0.7 84.1 84.1 0.0 0.3 0.4 0.1
S18 43.8 45.1 1.3 37.0 37.8 0.8 86.4 87.2 0.8 83.5 83.5 0.0 0.3 0.4 0.1
S19 43.7 45.1 1.4 37.0 37.8 0.8 86.4 87.1 0.7 83.6 83.6 0.0 0.3 0.4 0.1
S2 56.3 56.6 0.3 52.6 52.8 0.2 102.0 102.2 0.2 95.3 95.3 0.0 6.9 7.3 0.4
S20 39.6 39.7 0.1 32.4 32.4 0.0 81.7 81.8 0.1 76.1 76.1 0.0 0.0 0.1 0.1
S21 38.8 38.8 0.0 31.7 31.7 0.0 81.0 81.1 0.1 75.4 75.4 0.0 0.0 0.0 0.0
S22 30.5 30.7 0.2 23.9 24.1 0.2 73.3 73.4 0.1 67.8 67.8 0.0 0.0 0.0 0.0
S23 37.7 37.8 0.1 30.5 30.6 0.1 79.9 79.9 0.0 74.4 74.4 0.0 0.0 0.0 0.0
S24 30.3 30.6 0.3 23.6 23.7 0.1 73.0 73.1 0.1 64.6 64.6 0.0 0.0 0.0 0.0
S25 48.6 48.8 0.2 47.2 47.4 0.2 96.6 96.8 0.2 84.9 84.9 0.0 2.5 2.6 0.1
S26 30.6 30.8 0.2 23.7 23.8 0.1 73.1 73.2 0.1 63.6 63.6 0.0 0.0 0.0 0.0
S27 31.7 31.9 0.2 24.7 24.8 0.1 74.0 74.2 0.2 67.4 67.4 0.0 0.0 0.0 0.0
S28 30.9 31.1 0.2 22.9 23.1 0.2 72.3 72.5 0.2 69.3 69.3 0.0 0.0 0.0 0.0
S3 48.2 48.4 0.2 44.3 44.6 0.3 93.7 93.9 0.2 88.5 88.5 0.0 1.9 1.9 0.0
S30 35.5 35.5 0.0 28.0 28.0 0.0 77.4 77.4 0.0 73.0 73.0 0.0 0.0 0.0 0.0
S31 32.8 32.8 0.0 25.2 25.2 0.0 74.5 74.6 0.1 72.9 72.9 0.0 0.0 0.0 0.0
S32 33.2 33.2 0.0 25.5 25.5 0.0 74.8 74.9 0.1 74.3 74.3 0.0 0.0 0.0 0.0
S33 31.9 31.9 0.0 24.3 24.4 0.1 73.7 73.7 0.0 72.8 72.8 0.0 0.0 0.0 0.0
S34 30.4 30.5 0.1 22.7 22.7 0.0 72.1 72.1 0.0 68.9 68.9 0.0 0.0 0.0 0.0
S35 30.1 30.2 0.1 22.3 22.3 0.0 71.7 71.7 0.0 66.9 66.9 0.0 0.0 0.0 0.0
S36 30.1 30.2 0.1 22.3 22.3 0.0 71.7 71.7 0.0 66.4 66.4 0.0 0.0 0.0 0.0



Table I-2 (continued)
NOISE SENSITIVE FACILITIES GRID POINT RESULTS
Rickenbacker International Airport

Existing (2006) 
Baseline

Future (2011) 
Baseline

Existing (2006) 
Baseline

Future (2011) 
Baseline

Existing (2006) 
Baseline

Future (2011) 
Baseline

Existing (2006) 
Baseline

Future (2011) 
Baseline

Existing (2006) 
Baseline

Future (2011) 
Baseline

X Point DNL DNL Change LEQ LEQ Change SEL SEL Change LMAX LMAX Change TA65 TA65 Change
S37 30.5 30.5 0.0 22.6 22.6 0.0 71.9 72.0 0.1 71.3 71.3 0.0 0.0 0.0 0.0
S38 29.7 29.8 0.1 22.1 22.1 0.0 71.4 71.5 0.1 65.5 65.5 0.0 0.0 0.0 0.0
S39 29.7 29.8 0.1 22.2 22.2 0.0 71.5 71.5 0.0 65.7 65.7 0.0 0.0 0.0 0.0
S4 48.7 48.9 0.2 45.7 45.9 0.2 95.1 95.3 0.2 93.2 93.2 0.0 2.3 2.4 0.1
S40 31.9 32.2 0.3 24.6 24.7 0.1 73.9 74.1 0.2 70.6 70.6 0.0 0.0 0.0 0.0
S41 32.8 33.0 0.2 25.4 25.5 0.1 74.7 74.9 0.2 64.4 64.4 0.0 0.0 0.0 0.0
S42 43.7 45.1 1.4 35.1 36.2 1.1 84.4 85.6 1.2 78.9 78.9 0.0 0.2 0.2 0.0
S43 32.4 32.4 0.0 24.8 24.8 0.0 74.1 74.2 0.1 72.4 72.4 0.0 0.0 0.0 0.0
S44 31.9 31.9 0.0 24.3 24.3 0.0 73.7 73.7 0.0 72.4 72.4 0.0 0.0 0.0 0.0
S45 31.8 31.8 0.0 24.2 24.2 0.0 73.6 73.6 0.0 72.4 72.4 0.0 0.0 0.0 0.0
S46 30.9 31.0 0.1 23.0 23.1 0.1 72.4 72.5 0.1 68.4 68.4 0.0 0.0 0.0 0.0
S47 36.9 37.0 0.1 29.7 29.8 0.1 79.1 79.2 0.1 74.1 74.1 0.0 0.0 0.0 0.0
S48 36.9 37.0 0.1 29.6 29.6 0.0 79.0 79.0 0.0 73.6 73.6 0.0 0.0 0.0 0.0
S5 47.1 47.5 0.4 41.0 41.3 0.3 90.4 90.7 0.3 90.5 90.5 0.0 0.5 0.5 0.0
S6 42.3 42.4 0.1 37.1 37.3 0.2 86.5 86.7 0.2 79.1 79.1 0.0 0.4 0.4 0.0
S7 38.9 39.2 0.3 33.5 33.7 0.2 82.8 83.1 0.3 77.4 77.4 0.0 0.0 0.0 0.0
S8 40.0 40.3 0.3 35.4 35.6 0.2 84.7 85.0 0.3 80.2 80.2 0.0 0.3 0.3 0.0
S9 37.8 38.0 0.2 31.3 31.4 0.1 80.7 80.8 0.1 78.4 78.4 0.0 0.0 0.0 0.0
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Table I-3
NOISE SENSITIVE FACILITIES GRID POINT RESULTS
Rickenbacker International Airport

Existing (2006) 
Baseline

Future (2011) 
Baseline

Existing (2006) 
Baseline

Future (2011) 
Baseline

Existing (2006) 
Baseline

Future (2011) 
Baseline

Existing (2006) 
Baseline

Future (2011) 
Baseline

Existing (2006) 
Baseline

Future (2011) 
Baseline

X Point DNL DNL Change LEQ LEQ Change SEL SEL Change LMAX LMAX Change TA65 TA65 Change
C1 46.1 46.9 0.8 40.8 41.4 0.6 90.2 90.8 0.6 88.5 88.5 0.0 1.1 1.2 0.1
C10 52.8 54.1 1.3 45.5 46.3 0.8 94.9 95.7 0.8 88.9 88.9 0.0 2.4 2.7 0.3
C11 49.7 50.2 0.5 45.6 46.0 0.4 95.0 95.4 0.4 84.8 84.8 0.0 1.6 1.7 0.1
C12 50.4 50.9 0.5 45.9 46.3 0.4 95.3 95.7 0.4 87.1 87.1 0.0 1.7 1.9 0.2
C13 50.7 51.2 0.5 46.4 46.8 0.4 95.8 96.2 0.4 87.9 87.9 0.0 1.8 2.0 0.2
C14 50.5 50.9 0.4 45.3 45.7 0.4 94.7 95.0 0.3 83.4 83.4 0.0 1.6 1.7 0.1
C15 51.3 51.8 0.5 47.2 47.6 0.4 96.5 97.0 0.5 91.1 91.1 0.0 1.9 2.1 0.2
C16 55.8 56.5 0.7 50.9 51.5 0.6 100.3 100.8 0.5 89.0 89.0 0.0 6.3 7.0 0.7
C17 53.6 54.1 0.5 50.2 50.7 0.5 99.5 100.0 0.5 88.0 88.0 0.0 4.6 5.1 0.5
C18 51.4 51.8 0.4 46.4 46.7 0.3 95.7 96.1 0.4 86.7 86.7 0.0 2.7 2.9 0.2
C19 51.7 51.9 0.2 49.2 49.3 0.1 98.5 98.7 0.2 92.1 92.1 0.0 3.9 4.1 0.2
C2 49.1 49.3 0.2 46.1 46.3 0.2 95.5 95.7 0.2 95.8 95.8 0.0 1.8 1.9 0.1
C20 42.9 43.2 0.3 41.1 41.4 0.3 90.5 90.8 0.3 82.8 82.8 0.0 0.7 0.8 0.1
C21 46.6 47.0 0.4 42.7 43.1 0.4 92.1 92.5 0.4 87.7 87.7 0.0 0.9 1.0 0.1
C22 46.4 46.8 0.4 43.8 44.1 0.3 93.2 93.5 0.3 89.7 89.7 0.0 1.0 1.0 0.0
C23 38.5 38.8 0.3 33.1 33.3 0.2 82.4 82.7 0.3 79.7 79.7 0.0 0.0 0.0 0.0
C24 45.6 45.9 0.3 42.8 43.2 0.4 92.2 92.5 0.3 88.0 88.0 0.0 0.9 1.0 0.1
C25 53.2 53.5 0.3 50.7 50.9 0.2 100.1 100.2 0.1 97.7 97.7 0.0 5.3 5.5 0.2
C26 45.7 46.0 0.3 42.8 43.1 0.3 92.1 92.5 0.4 88.0 88.0 0.0 0.9 1.0 0.1
C27 38.4 38.6 0.2 32.1 32.3 0.2 81.5 81.6 0.1 76.7 76.7 0.0 0.0 0.0 0.0
C28 44.0 44.4 0.4 41.3 41.6 0.3 90.7 91.0 0.3 86.1 86.1 0.0 0.9 1.0 0.1
C29 47.2 47.6 0.4 44.7 45.0 0.3 94.1 94.4 0.3 93.1 93.1 0.0 1.0 1.1 0.1
C3 51.9 52.1 0.2 49.5 49.7 0.2 98.9 99.1 0.2 95.3 95.3 0.0 4.0 4.1 0.1
C30 47.9 48.2 0.3 41.2 41.5 0.3 90.6 90.9 0.3 81.7 81.7 0.0 0.9 1.0 0.1
C31 45.7 46.3 0.6 41.9 42.3 0.4 91.3 91.7 0.4 84.8 84.8 0.0 1.1 1.2 0.1
C32 46.1 46.2 0.1 39.7 40.0 0.3 89.0 89.3 0.3 82.7 82.7 0.0 0.5 0.5 0.0
C33 43.1 43.3 0.2 34.6 34.9 0.3 84.0 84.2 0.2 75.6 75.6 0.0 0.1 0.1 0.0
C34 40.8 41.0 0.2 32.5 32.8 0.3 81.9 82.2 0.3 73.0 73.0 0.0 0.0 0.0 0.0
C35 40.9 41.0 0.1 32.5 32.8 0.3 81.9 82.2 0.3 73.0 73.0 0.0 0.0 0.0 0.0
C36 41.0 41.1 0.1 32.6 32.9 0.3 82.0 82.3 0.3 73.1 73.1 0.0 0.0 0.0 0.0
C37 44.7 46.4 1.7 35.9 37.3 1.4 85.3 86.7 1.4 80.5 80.5 0.0 0.2 0.3 0.1
C38 47.2 49.1 1.9 38.5 40.0 1.5 87.9 89.4 1.5 81.0 81.0 0.0 0.4 0.5 0.1
C39 47.1 49.0 1.9 38.6 40.0 1.4 87.9 89.4 1.5 81.0 81.0 0.0 0.4 0.5 0.1
C4 52.9 53.1 0.2 50.5 50.6 0.1 99.8 100.0 0.2 97.5 97.5 0.0 4.8 5.0 0.2
C40 43.2 44.4 1.2 35.0 35.8 0.8 84.4 85.2 0.8 77.1 77.1 0.0 0.2 0.2 0.0
C41 38.2 38.3 0.1 30.9 31.0 0.1 80.3 80.4 0.1 76.1 76.1 0.0 0.0 0.0 0.0
C42 46.8 47.1 0.3 44.8 45.1 0.3 94.2 94.5 0.3 87.8 87.8 0.0 1.4 1.5 0.1
C43 46.1 46.4 0.3 44.7 45.0 0.3 94.1 94.4 0.3 86.8 86.8 0.0 1.4 1.5 0.1
C44 46.2 46.6 0.4 44.6 45.0 0.4 94.0 94.4 0.4 87.9 87.9 0.0 1.4 1.5 0.1
C45 40.9 41.2 0.3 38.2 38.5 0.3 87.5 87.9 0.4 79.7 79.7 0.0 0.5 0.5 0.0
C46 43.9 45.3 1.4 37.2 38.0 0.8 86.6 87.4 0.8 83.9 83.9 0.0 0.3 0.4 0.1
C47 44.0 45.4 1.4 37.3 38.1 0.8 86.6 87.4 0.8 83.9 83.9 0.0 0.3 0.3 0.0
C48 44.8 46.2 1.4 38.0 38.8 0.8 87.4 88.2 0.8 85.4 85.4 0.0 0.3 0.4 0.1
C49 45.1 46.4 1.3 38.7 39.5 0.8 88.1 88.9 0.8 86.4 86.4 0.0 0.5 0.6 0.1
C5 53.5 53.8 0.3 50.8 51.0 0.2 100.2 100.4 0.2 97.0 97.0 0.0 5.8 6.1 0.3
C50 43.2 44.6 1.4 36.6 37.4 0.8 85.9 86.8 0.9 83.2 83.2 0.0 0.3 0.3 0.0



Table I-3 (continued)
NOISE SENSITIVE FACILITIES GRID POINT RESULTS
Rickenbacker International Airport

Existing (2006) 
Baseline

Future (2011) 
Baseline

Existing (2006) 
Baseline

Future (2011) 
Baseline

Existing (2006) 
Baseline

Future (2011) 
Baseline

Existing (2006) 
Baseline

Future (2011) 
Baseline

Existing (2006) 
Baseline

Future (2011) 
Baseline

X Point DNL DNL Change LEQ LEQ Change SEL SEL Change LMAX LMAX Change TA65 TA65 Change
C51 43.4 44.8 1.4 36.8 37.6 0.8 86.1 87.0 0.9 83.3 83.3 0.0 0.3 0.4 0.1
C52 38.3 38.8 0.5 34.3 34.6 0.3 83.7 83.9 0.2 71.6 71.6 0.0 0.1 0.1 0.0
C53 43.1 44.4 1.3 36.4 37.2 0.8 85.8 86.6 0.8 82.5 82.5 0.0 0.3 0.3 0.0
C54 43.0 44.3 1.3 36.3 37.2 0.9 85.7 86.6 0.9 82.5 82.5 0.0 0.3 0.3 0.0
C55 43.6 44.1 0.5 39.5 39.8 0.3 88.9 89.2 0.3 77.9 77.9 0.0 0.7 0.8 0.1
C56 43.3 44.6 1.3 36.6 37.4 0.8 86.0 86.8 0.8 83.2 83.2 0.0 0.3 0.3 0.0
C6 48.6 49.2 0.6 47.8 48.3 0.5 97.2 97.7 0.5 88.0 88.0 0.0 2.9 3.2 0.3
C7 45.5 45.9 0.4 44.7 45.0 0.3 94.1 94.4 0.3 87.8 87.8 0.0 1.2 1.3 0.1
C8 53.0 53.7 0.7 46.6 47.0 0.4 96.0 96.4 0.4 95.6 95.6 0.0 3.3 3.8 0.5
C9 48.9 49.4 0.5 48.2 48.7 0.5 97.6 98.0 0.4 86.7 86.7 0.0 3.2 3.5 0.3
H1 26.9 27.0 0.1 19.4 19.5 0.1 68.8 68.9 0.1 59.4 59.4 0.0 0.0 0.0 0.0
L1 44.8 45.2 0.4 42.4 42.8 0.4 91.8 92.2 0.4 87.5 87.5 0.0 0.7 0.7 0.0
L2 36.9 38.1 1.2 30.2 30.8 0.6 79.6 80.2 0.6 79.2 79.2 0.0 0.0 0.0 0.0
L3 37.8 37.9 0.1 30.8 30.9 0.1 80.2 80.3 0.1 76.2 76.2 0.0 0.0 0.0 0.0
L4 37.4 37.5 0.1 30.3 30.4 0.1 79.7 79.8 0.1 76.3 76.3 0.0 0.0 0.0 0.0
L5 32.4 32.6 0.2 25.2 25.3 0.1 74.6 74.7 0.1 71.2 71.2 0.0 0.0 0.0 0.0
L6 32.5 32.7 0.2 25.3 25.4 0.1 74.7 74.8 0.1 71.4 71.4 0.0 0.0 0.0 0.0
S1 44.4 44.6 0.2 42.4 42.7 0.3 91.8 92.1 0.3 88.6 88.6 0.0 0.6 0.6 0.0
S10 44.1 44.5 0.4 41.4 41.7 0.3 90.7 91.1 0.4 86.5 86.5 0.0 0.9 1.0 0.1
S11 44.1 44.4 0.3 35.8 36.1 0.3 85.2 85.5 0.3 74.7 74.7 0.0 0.2 0.2 0.0
S12 43.7 44.0 0.3 35.4 35.7 0.3 84.8 85.1 0.3 74.9 74.9 0.0 0.2 0.2 0.0
S13 40.4 40.8 0.4 38.3 38.7 0.4 87.7 88.0 0.3 88.0 88.0 0.0 0.2 0.3 0.1
S14 41.3 41.4 0.1 33.0 33.3 0.3 82.4 82.6 0.2 73.6 73.6 0.0 0.1 0.1 0.0
S15 34.9 35.1 0.2 27.6 27.7 0.1 77.0 77.1 0.1 71.0 71.0 0.0 0.0 0.0 0.0
S16 38.8 38.8 0.0 31.8 31.8 0.0 81.1 81.2 0.1 75.1 75.1 0.0 0.0 0.0 0.0
S17 43.7 44.9 1.2 37.0 37.7 0.7 86.4 87.1 0.7 84.1 84.1 0.0 0.3 0.4 0.1
S18 43.8 45.1 1.3 37.0 37.8 0.8 86.4 87.2 0.8 83.5 83.5 0.0 0.3 0.4 0.1
S19 43.7 45.1 1.4 37.0 37.8 0.8 86.4 87.1 0.7 83.6 83.6 0.0 0.3 0.4 0.1
S2 56.3 56.6 0.3 52.6 52.8 0.2 102.0 102.2 0.2 95.3 95.3 0.0 6.9 7.3 0.4
S20 39.6 39.7 0.1 32.4 32.4 0.0 81.7 81.8 0.1 76.1 76.1 0.0 0.0 0.1 0.1
S21 38.8 38.8 0.0 31.7 31.7 0.0 81.0 81.1 0.1 75.4 75.4 0.0 0.0 0.0 0.0
S22 30.5 30.7 0.2 23.9 24.1 0.2 73.3 73.4 0.1 67.8 67.8 0.0 0.0 0.0 0.0
S23 37.7 37.8 0.1 30.5 30.6 0.1 79.9 79.9 0.0 74.4 74.4 0.0 0.0 0.0 0.0
S24 30.3 30.6 0.3 23.6 23.7 0.1 73.0 73.1 0.1 64.6 64.6 0.0 0.0 0.0 0.0
S25 48.6 48.8 0.2 47.2 47.4 0.2 96.6 96.8 0.2 84.9 84.9 0.0 2.5 2.6 0.1
S26 30.6 30.8 0.2 23.7 23.8 0.1 73.1 73.2 0.1 63.6 63.6 0.0 0.0 0.0 0.0
S27 31.7 31.9 0.2 24.7 24.8 0.1 74.0 74.2 0.2 67.4 67.4 0.0 0.0 0.0 0.0
S28 30.9 31.1 0.2 22.9 23.1 0.2 72.3 72.5 0.2 69.3 69.3 0.0 0.0 0.0 0.0
S3 48.2 48.4 0.2 44.3 44.6 0.3 93.7 93.9 0.2 88.5 88.5 0.0 1.9 1.9 0.0
S30 35.5 35.5 0.0 28.0 28.0 0.0 77.4 77.4 0.0 73.0 73.0 0.0 0.0 0.0 0.0
S31 32.8 32.8 0.0 25.2 25.2 0.0 74.5 74.6 0.1 72.9 72.9 0.0 0.0 0.0 0.0
S32 33.2 33.2 0.0 25.5 25.5 0.0 74.8 74.9 0.1 74.3 74.3 0.0 0.0 0.0 0.0
S33 31.9 31.9 0.0 24.3 24.4 0.1 73.7 73.7 0.0 72.8 72.8 0.0 0.0 0.0 0.0
S34 30.4 30.5 0.1 22.7 22.7 0.0 72.1 72.1 0.0 68.9 68.9 0.0 0.0 0.0 0.0
S35 30.1 30.2 0.1 22.3 22.3 0.0 71.7 71.7 0.0 66.9 66.9 0.0 0.0 0.0 0.0
S36 30.1 30.2 0.1 22.3 22.3 0.0 71.7 71.7 0.0 66.4 66.4 0.0 0.0 0.0 0.0



Table I-3 (continued)
NOISE SENSITIVE FACILITIES GRID POINT RESULTS
Rickenbacker International Airport

Existing (2006) 
Baseline

Future (2011) 
Baseline

Existing (2006) 
Baseline

Future (2011) 
Baseline

Existing (2006) 
Baseline

Future (2011) 
Baseline

Existing (2006) 
Baseline

Future (2011) 
Baseline

Existing (2006) 
Baseline

Future (2011) 
Baseline

X Point DNL DNL Change LEQ LEQ Change SEL SEL Change LMAX LMAX Change TA65 TA65 Change
S37 30.5 30.5 0.0 22.6 22.6 0.0 71.9 72.0 0.1 71.3 71.3 0.0 0.0 0.0 0.0
S38 29.7 29.8 0.1 22.1 22.1 0.0 71.4 71.5 0.1 65.5 65.5 0.0 0.0 0.0 0.0
S39 29.7 29.8 0.1 22.2 22.2 0.0 71.5 71.5 0.0 65.7 65.7 0.0 0.0 0.0 0.0
S4 48.7 48.9 0.2 45.7 45.9 0.2 95.1 95.3 0.2 93.2 93.2 0.0 2.3 2.4 0.1
S40 31.9 32.2 0.3 24.6 24.7 0.1 73.9 74.1 0.2 70.6 70.6 0.0 0.0 0.0 0.0
S41 32.8 33.0 0.2 25.4 25.5 0.1 74.7 74.9 0.2 64.4 64.4 0.0 0.0 0.0 0.0
S42 43.7 45.1 1.4 35.1 36.2 1.1 84.4 85.6 1.2 78.9 78.9 0.0 0.2 0.2 0.0
S43 32.4 32.4 0.0 24.8 24.8 0.0 74.1 74.2 0.1 72.4 72.4 0.0 0.0 0.0 0.0
S44 31.9 31.9 0.0 24.3 24.3 0.0 73.7 73.7 0.0 72.4 72.4 0.0 0.0 0.0 0.0
S45 31.8 31.8 0.0 24.2 24.2 0.0 73.6 73.6 0.0 72.4 72.4 0.0 0.0 0.0 0.0
S46 30.9 31.0 0.1 23.0 23.1 0.1 72.4 72.5 0.1 68.4 68.4 0.0 0.0 0.0 0.0
S47 36.9 37.0 0.1 29.7 29.8 0.1 79.1 79.2 0.1 74.1 74.1 0.0 0.0 0.0 0.0
S48 36.9 37.0 0.1 29.6 29.6 0.0 79.0 79.0 0.0 73.6 73.6 0.0 0.0 0.0 0.0
S5 47.1 47.5 0.4 41.0 41.3 0.3 90.4 90.7 0.3 90.5 90.5 0.0 0.5 0.5 0.0
S6 42.3 42.4 0.1 37.1 37.3 0.2 86.5 86.7 0.2 79.1 79.1 0.0 0.4 0.4 0.0
S7 38.9 39.2 0.3 33.5 33.7 0.2 82.8 83.1 0.3 77.4 77.4 0.0 0.0 0.0 0.0
S8 40.0 40.3 0.3 35.4 35.6 0.2 84.7 85.0 0.3 80.2 80.2 0.0 0.3 0.3 0.0
S9 37.8 38.0 0.2 31.3 31.4 0.1 80.7 80.8 0.1 78.4 78.4 0.0 0.0 0.0 0.0
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APPENDIX J 
FORECAST 

 
This appendix provides the final forecast for Rickenbacker International Airport and 
the forecast approval letter received on October 2, 2006 from the Federal Aviation 
Administration. 
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Aviation Activity Forecast 
 

The purpose of this document is to provide an update to the aviation activity 
forecast for Rickenbacker International Airport (LCK or Airport).  This 
forecast represents projected unconstrained demand.  Any potential future 
limitations in airspace, airfield, or terminal capacities are not taken into 
account.  It is further assumed that future growth in traffic at the Airport will 
not be unduly constrained by lack of availability of aviation fuel or unusual 
jet fuel price increases, limitations in the capacity of the air traffic control 
system, or the re-regulation of airlines.  The forecast will be used in the 
current FAR Part 150 Study to model the future noise contours at the 
Airport. 

I.  Identification of the Air Trade Area 

The prime geographic region served by an airport is generally referred to as 
an “air trade area.”  For purposes of this report, the Rickenbacker Air Trade 
Area is defined as the Columbus, Ohio Metropolitan Statistical Area (MSA).  
The MSA is the most common definition of the greater Columbus area and is, 
therefore, used in this report.  It is recognized that demand for air service 
from outside the MSA will use the Columbus airports, but the majority of air 
demand for service originates from within the MSA because that is where the 
majority of the population and businesses in central Ohio reside.  Six 
counties comprise the Columbus MSA.  These are listed in Table 1 with their 
2000 final Census population: 
  

TABLE 1 

MSA Population by County 

County 2000 Population Percent Share 

Franklin 1,068,978 69.4 
Licking 145,491 9.4 
Fairfield 122,759 8.0 
Delaware 109,989 7.1 
Pickaway 52,727 3.4 
Madison 40,213 2.6 
TOTAL 1,540,157 100.0 
Source:  U.S. Department of Commerce, Bureau of the Census. 

 
As shown in the table, approximately 70 percent of the MSA’s population 
resides in Franklin County; thus, it is the core of the Air Trade Area.   
 
Ohio has seven commercial passenger service airports, although Youngstown 
has temporarily lost its passenger service.  Each of these seven airports 
serves a distinct concentration of population surrounding Ohio’s seven 
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largest cities.  If a 25-mile radius were drawn around each of the state’s 
commercial airports, the majority of that region’s population would be 
contained within that circle. 
 
Within the MSA there are two commercial airports – Port Columbus 
International Airport (CMH) and Rickenbacker International Airport (LCK).  
CMH serves the traditional passenger airline and corporate demand for the 
MSA and LCK serves the cargo, military, and limited charter demand.  
Smaller airports within the MSA also serve general aviation and corporate 
needs. 
 
Population 

Historical and forecast population for the Air Trade Area, Ohio and the United 
States is shown on Table 2.  The Columbus MSA has grown faster than the 
rest of Ohio over the past ten years and slightly more than the U.S.; this 
same general trend is expected to continue over the next twenty years, 
based on the estimates of Woods & Economics, Inc., an independent 
demographic forecasting firm.  This historical and projected growth is 
significant because few other metropolitan areas in Ohio expect to see 
above-average population growth over the next twenty years.  
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Year 
Rickenbacker 

Air Trade Area Ohio U.S.

1990 1,411,070 10,864,160 249,622,810 
1995 1,518,670 11,202,750 266,278,390 
1996 1,531,610 11,242,830 269,394,280 
1997 1,551,210 11,277,360 272,646,930 
1998 1,574,660 11,311,540 275,854,100 
1999 1,596,010 11,335,450 279,040,170 
2000 1,619,030 11,363,340 282,177,840 
2001 1,639,730 11,385,830 285,093,870 
2002 1,655,940 11,408,700 287,974,000 
2003 1,674,590 11,435,800 290,810,790 
2004 1,694,720 11,468,820 293,545,240 
2005 1,715,950 11,509,580 296,468,310 
2006 1,736,380 11,545,190 299,256,940 
2007 1,757,770 11,587,540 302,217,610 
2010 1,821,530 11,712,380 311,034,650 
2015 1,932,000 11,949,820 326,491,560 
2020 2,045,930 12,208,200 342,544,200 

1990-2003 1.3% 0.4% 1.2% 
2003-2020 1.2% 0.4% 1.0% 
1990-2020 1.2% 0.4% 1.1% 

Source:  Woods & Poole Economics, Inc., 2005 

Table 2
Rickenbacker Air Trade Area 

Population 

Average Annual Compound Growth Rates
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Employment 

Employment growth in the Rickenbacker Air Trade Area is also expected to 
out-pace Ohio and the U.S. over the next twenty years.  These projections 
are shown on Table 3.  Over the past ten years, employment growth in 
Columbus was 2.2 percent on an average annual basis versus 1.5 percent in 
Ohio and 1.7 percent in the U.S.  While this employment growth rate is 
expected to slow over the next twenty years, the growth rate in the 
Rickenbacker Air Trade Area remains ahead of the anticipated Ohio and U.S. 
growth rates. 

 

Year 
 

Ohio U.S.

1990 882,550 5,904,770 139,380,890 
1995 988,420 6,340,680 148,982,790 
1996 1,009,250 6,437,190 152,150,190 
1997 1,029,820 6,540,650 155,608,200 
1998 1,064,270 6,660,100 159,628,190 
1999 1,087,500 6,746,630 162,955,270 
2000 1,119,820 6,835,690 166,758,780 
2001 1,121,760 6,754,390 166,908,260 
2002 1,122,040 6,704,000 167,033,570 
2003 1,142,460 6,786,230 169,545,980 
2004 1,162,880 6,868,410 172,058,820 
2005 1,183,300 6,950,560 174,571,540 
2006 1,203,740 7,032,690 177,084,290 
2007 1,224,180 7,114,820 179,596,890 
2010 1,285,510 7,361,190 187,135,180 
2015 1,387,770 7,771,850 199,698,510 
2020 1,490,080 8,182,730 212,262,140 

1990-2003 2.0% 1.1% 1.5% 
2003-2020 1.6% 1.1% 1.3% 
1990-2020 1.8% 1.1% 1.4% 

Source:  Woods & Poole Economics, Inc., 2005 

Table 3

Rickenbacker Air Trade Area Employment

Average Annual Compound Growth Rates
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Per Capita Personal Income 

On a per capita basis, personal income in the Rickenbacker Air Trade Area is 
currently slightly higher than Ohio and U.S.  For the future, the per capita 
personal income for both Ohio and the U.S. is expected to increase at a 
faster rate than Columbus as shown on Table 4.  The expected result is that 
by 2022 the averages of the Air Trade Area, the state of Ohio and the U.S. 
will be similar. 

  

Year 
Rickenbacker 

Air Trade Area Ohio U.S. 
1990 22,676$                 21,782$                 22,634 $                  
1995 24,262$                 22,979$                 23,573 $                  
1996 24,568$                 23,322$                 24,175 $                  
1997 25,701$                 24,247$                 24,914 $                  
1998 26,915$                 25,358$                 26,202 $                  
1999 27,660$                 25,751$                 26,786 $                  
2000 28,757$                 26,388$                 27,921 $                  
2001 28,734$                 26,230$                 27,971 $                  
2002 28,948$                 26,375$                 27,921 $                  
2003 29,373$                 26,806$                 28,244 $                  
2004 29,702$                 27,152$                 28,571 $                  
2005 29,986$                 27,465$                 28,862 $                  
2006 30,306$                 27,808$                 29,182 $                  
2007 30,607$                 28,137$                 29,487 $                  
2010 31,555$                 29,166$                 30,447 $                  
2015 33,196$                 30,935$                 32,109 $                  
2020 34,964$                 32,816$                 33,901 $                  

1990-2003 2.0% 1.6% 1.7% 
2003-2020 1.0% 1.2% 1.1% 
1990-2020 1.5% 1.4% 1.4% 

Note:  Per Capita  Personal Income is presented in 1996 dollars. 
Source:  Woods & Poole Economics, Inc., 2005  

Per Capita Personal Income
Table 4 

Average Annual Compound Growth Rates
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Other Local Economic Indicators 

Since 1999, the Air Trade Area went through a period when its population 
and economic growth were stronger than most other major cities in Ohio and 
the Midwest.  This occurred because the Air Trade Area had the benefit of 
state government expansion and the growth of certain high technology and 
service industries such as insurance and retailing.  The Air Trade Area also 
benefited because it is less dependent upon the traditional “smokestack” 
industries, unlike most other Midwest cities.  Good interstate highways, 
available labor, rail access and other factors led regional distribution centers 
to the Air Trade Area.   
 
In addition to large state government and insurance employers, the Air 
Trade Area has benefited from the establishment of the Honda 
manufacturing and assembly complex northwest of the Rickenbacker MSA in 
Union and Logan counties.  Although the population of Union County (which 
is adjacent to Franklin County) was 40,909 in 2000, many of the Honda 
employees live or shop in the MSA.  Union and Delaware counties were the 
two of fastest growing in Ohio in the 1990-2000 period.  
Major corporations based in the Air Trade Area include: 

• JP Morgan Chase & Co. 
• Nationwide Insurance 
• Ohio Health 
• The Limited 
• Wal-mart Stores 
• Mount Carmel 
• The Kroger Co. 
• Wendy’s International 
• American Electric Power 
 

The presence of these major corporations, together with the support and 
ancillary services they require, translate into a positive impact for travel and 
economic growth in the Air Trade Area. 
 
Conventions, tourism and other influences are important to the local 
economy.  For example, the academic and research activity at The Ohio 
State University (OSU) attracts air passengers, creates the need for cargo 
shipping, and helped create the climate for high-tech, start-up industries.  
OSU has more than 50,000 students at its Columbus campus, which ranks it 
third (to the Arizona State University, Tempe and the University of 
Minnesota, Twin Cities) in college student enrollment at one campus.  Total 
employees at the OSU exceed 32,000 which equates to approximately 
24,000 full-time equivalent positions.  This makes OSU the largest single 
source of employment in the MSA. 
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II.  Enplanements   

Historical Enplaned Passengers 

Prior to 2003, commercial passenger service at Rickenbacker did not exist. 
However, based on the TAF a small number of passengers used the terminal.  
In July of 2003 Southeast Airlines began passenger service with Hooters Air 
and FunJet Vacations starting shortly after in December and February, 
respectively.  Since then, several other charter airlines have begun and 
ceased operations at the airport such as Laker Airways.  USA 3000 operated 
out of LCK temporarily while the renovations of the Federal Inspection 
Services (FIS) at Port Columbus International Airport were being completed. 
Pan Am Clipper Connection provided service at LCK for a brief period from 
June to September 2005.  The historical passenger enplanements are shown 
in Table 5. 

Table 5 
HISTORICAL ENPLANEMENTS 
Rickenbacker International Airport 

YEAR 
 TOTAL 

ENPLANEMENTS 
2001  197 
2002  756 
2003  3,715 
2004  67,644 

Source:  Rickenbacker International Airport Passenger Report, Columbus Regional Airport Authority, 
2005 

Methodology 

Numerous factors influence the level and character of aviation demand in the 
Rickenbacker Air Trade Area.  These factors are the result of global, national, 
and regional trends encompassing social, economic, political, environmental, 
industry, and other events and circumstances.  This section utilizes the 
economic base data as well as subsequent aviation and other assumptions to 
develop mathematical projections of passenger traffic demand.  The 
forecasts are based on positive assumptions of the local and national 
economies and of the continuation of pro-competitive airline business 
trends.  This includes the expected growth in the population and economy of 
the Air Trade Area.  It is also assumed that competitive airline fares and 
service levels between the Airport and current origin-destination markets will 
continue.  Accordingly, the forecasts were based on these factors, as well as 
recent and potential developments in the national economy and air transport 
industry. 

It is further assumed that future growth in airline traffic at the Airport will 
not be constrained by the availability of aviation fuel or unusual jet fuel price 
hikes, limitations in the capacity of the air traffic control system or 
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restrictions on growth or airline service flexibility.  In particular, it was 
assumed that, over the forecast period: 

• The Airport is currently served by charter airlines and this service 
will continue. 

• The forecasts of local and national economic growth contained in 
this report become reality.   

• Air fares do not increase substantially faster than the national 
inflation rate and air fares on O&D through the Airport remain 
competitive with fares through other competing airports and hubs.  

Forecast  

Based on the small sample of historical data and discussions with the 
Airport, it is assumed enplaned passengers will have a modest growth rate.  
Total enplanements are forecasted to grow at an average annual rate of 1 
percent between 2005 and 2022.  Table 6 presents the updated enplaned 
passenger forecast compared to the FAA’s 2004 Terminal Area Forecast 
(TAF).   In the initial period through 2006, the average annual growth rate 
1.0 percent per annum.  In the medium and long term (2011 to 2022), 
enplanements are projected to increase at 1.0 percent per annum.  The 
2004 TAF projects no growth for both the short-term and long-term.  
 
The FAA encourages airport sponsors to develop local forecasts because 
these usually consider trends at the airport and in the surrounding 
community.  At the same time, these local forecasts should be consistent 
with the current TAF in order to be used for planning and environmental 
studies.  The FAA requires forecasts to be consistent with the TAF by less 
than 10 percent in the first 5 years.1  The 2004 TAF enplanement forecast 
for the first 5 years is considerably higher than the enplanements forecast.  
Historical data collected for this forecast does not suggest the high numbers 
the TAF is showing and suggest the TAF should be updated to reflect current 
and historical conditions at the airport.  

                                            
1 FAA Memorandum, Review and Approval of Aviation Forecast, December 23, 2004. 
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Table 6 
ENPLANEMENTS FORECAST 
Rickenbacker International Airport 

 
YEAR 

 TOTAL 
ENPLANEMENTS 

 2004 TAF 
ENPLANEMENTS 

Actual 2001  197  197 
 2002  756  756 
 2003  3,715  3,715 
 2004  67,644  85,837* 

Forecast 2005  34,188  85,837 
 2006  34,530  85,837 
 2007  34,875  85,837 
 2009  35,224  85,837 
 2010  35,576  85,837 
 2011  35,932  85,837 
 2012  36,291  85,837 
 2013  36,654  85,837 
 2014  37,021  85,837 
 2015  37,391  85,837 
 2016  38,143  85,837 
 2017  38,524  85,837 
 2018  38,909  85,837 
 2019  39,298  85,837 
 2020  39,691  85,837 
 2021  40,088  85,837 
 2022  40,489  85,837 

Average Annual Growth Rate   
 2005-2006  1.0%  0.0% 
 2006-2011  1.0%  0.0% 
 2011-2016  1.0%  0.0% 
 2016-2022  1.0%  0.0% 
 2005-2022  1.0%  0.0% 

*  indicates the forecasted enplanements from the 2004 Terminal Area Forecast. 

Source: Rickenbacker International Airport Passenger Report, Columbus Regional Airport Authority, 
2005, FAA Terminal Area Forecast, 2004 
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III.  Aircraft Operations Forecast  

Passenger Operations 

Methodology 
 

The creation of a fleet mix forecast was based on an examination of the 
existing fleet mix and developing assumptions regarding future airline 
equipment decisions.  There were three steps to this fleet mix forecasting 
process.  First, familiarization with the current year fleet mix was required to 
better understand the roles of the airlines that operate at the Airport.  Who 
are the carriers, what markets are served and at what frequencies?  
Secondly, what role does the Airport play in the National Aviation System 
and what influence, if any, do any destination or competing airports play?  
And finally, an airline-by-airline fleet order review was completed in order to 
better predict what aircraft types in the current Airport fleet will likely be 
replaced and when. 

The actual 2004 fleet mix was used as the baseline because it reflects the 
most current available.  This data was sorted by aircraft type.  The aircraft 
types were then summed and converted into total daily operating 
percentages by aircraft type.  This output showed the percentage of each 
type that operated at the Airport on an average daily basis regardless of the 
airline.  The fleet mix at the Airport has historically not varied significantly 
throughout the year; therefore, these daily operating equipment types give 
a good indication of what the annual fleet mix would be for that current 
year.  The fleet mix was re-evaluated and validated in early 2005 after 
various airline flight cutbacks, flight additions, bankruptcies and other issues 
involving air service. 

Forecast 

The passenger aircraft operations are calculated based upon the forecast 
enplaned passengers and the projected enplanements per departure.  The 
projected enplanements per departure is the product of the assumed 
average seats per departure (ASPD) and the average load factor.  The ASPD 
represents the airport-wide average of the seating capacity (gauge) of the 
passenger aircraft serving the Airport.  An airline’s fleet is the combination of 
different aircraft types chosen by an airline to serve their markets.  An 
airport fleet mix refers to the different and varying types of aircraft that 
serve that airport on a daily basis.  A fleet mix forecast enables airports to 
plan for the different types of aircraft that will be serving their airport 
throughout the forecast horizon.  For the purpose of this analysis, the 
forecast horizon is 2022.  The fleet mix forecast includes not only current 
aircraft types, but also future types that may have different engines, 
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wingspans, fuselage lengths or other characteristics.  This data is important 
when conducting planning studies.  

After careful analysis and consideration, the fleet mix forecast percentages 
by aircraft type were developed for the five-year forecast intervals of 2006, 
2011, and 2022 based on the 2004 fleet mix, as shown in Table 7.  

Table 7 
FORECAST FLEET MIX 
Rickenbacker International Airport 

Aircraft Percent of Operations 
  2006 2011 2022 
Passenger      
Boeing 737-300 2% 3% 3% 
Total 2% 3% 3% 
       
Cargo      
Airbus 300 1% 1% 1% 
Boeing 727-200 1% 1% 1% 
Boeing 747-20B 1% 1% 1% 
DC8 1% 1% 1% 
DC-10-10/MD11 2% 2% 2% 
Tubo Prop 2% 2% 2% 
Single Engine Prop 2% 2% 2% 
Total 10% 11% 11% 
       
AirNet      
Baron 58, Piper 
Navajo 17% 17% 17% 
Cessna 208 5% 5% 5% 
Learjet 35 20% 20% 21% 
Total 43% 42% 43% 
       
General Aviation      
Business Jet 5% 5% 5% 
Turbo Prop 6% 6% 6% 
Single Engine Prop 8% 8% 9% 
Total 19% 20% 20% 
       
Military      
Helicopter 2% 2% 2% 
C130 1% 1% 1% 
KC135 22% 22% 20% 
Total 25% 25% 23% 
      
Grand Total 100% 100% 100% 
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Cargo Operations 

Methodology 

In recent years, worldwide demand for air cargo services has increased 
dramatically.  This growth of air cargo demand has been largely driven by 
the integrated carriers led by FedEx and United Parcel Service (UPS).  As in 
the previous enplanement and operations forecasts, past activity, coupled 
with industry projections, forms the basis for the projections of future 
activity. 

The air cargo forecast for the Airport is influenced by the relocation, in 
recent years, of most of the Air Trade Area’s all-cargo flights from Port 
Columbus to Rickenbacker.   

Air cargo is defined as the total air mail and freight.  The air cargo is carried 
by combination passenger-cargo carriers such as Delta and United and 
scheduled all-cargo carriers such as UPS and FedEx.  In addition, non-
scheduled cargo flights supply items as diverse as blood plasma and auto 
parts. 

After 1994, most cargo carriers serving Port Columbus transferred to 
Rickenbacker including UPS.  Rickenbacker’s annual scheduled cargo 
operations grew from 55 departures in 1991 to 441 in 1993 and 1,021 in 
1998 representing a 51.8 percent average annual compound growth rate in 
movements.   Some of the large tenants that currently serve Rickenbacker 
include FedEx, UPS, Polar Air Cargo, Kalitta Air, and Evergreen International 
Airlines.  Despite a rapid increase in scheduled commercial air cargo aircraft 
movements from 1993 until 1998, Rickenbacker Airport was not exempt 
from the cargo operations decline that occurred during the Asian economic 
crisis of the late 1990s and saw an average of 30.2 percent operations 
decline from 1998 until 2001.  Rickenbacker and Port Columbus annual 
cargo scheduled departures from 1991 to 2001 are shown in Exhibit 1.  The 
number of scheduled cargo flights at Rickenbacker from January through 
November 2002 exceeded January through December 2001 by 20 percent.  
This increase was largely due to the Eagle Global Logistics (EGL) mini hub 
start at LCK.  This operation was subsequently terminated. 
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EXHIBIT 1
Port Columbus and Rickenbacker Scheduled Cargo Aircraft Departures
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Forecast 

Total air cargo tonnage at the Airport is projected to increase at an average 
annual rate of 3.1 percent over the forecast period between 2005 and 2022.  
The FAA does not directly forecast cargo volume and the latest Boeing and 
Airbus cargo forecasts are for much higher growth levels.  Specifically, 
Boeing sees an annual average growth rate of 6.4 percent over the next 20 
years and Airbus sees a 5.5 percent average annual growth in freight ton 
kilometers.  The Air Cargo Management Group, in a separate study, foresees 
a long-term average annual growth rate for cargo volume of six to seven 
percent.  For planning purposes, a long-term growth of air cargo is expected 
because LCK offers the following advantages for air cargo: 

• Location close to downtown and the interstate highway system. 

• More than adequate runway, taxiway, ramp, aircraft landing 
systems, snow removal and other physical and operational 
facilities. 

• Competitive landing and other fees. 

The growth rates shown in the Airport’s forecast reflect the cargo market 
that exists in the Air Trade Area. Growth is relatively slow compared to pre-
1993 historical levels, throughout the forecast horizon, showing the 
dominance of Rickenbacker in the freight and express carrier markets.  
Airmail has also been affected by the new security restriction imposed by the 
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Federal government mandating that all airmail transported by air carriers 
needs to comply with 100 percent x-ray screening.   

Included in the cargo operations are Federal Reserve canceled check hauling 
flights by AirNet Systems.  These flights are operated in the nighttime hours 
using predominately Learjet and Cessna aircraft.  AirNet Systems recently 
moved their operation to Rickenbacker International Airport from Port 
Columbus in the spring of 2005.  

The new Norfolk Southern Intermodal Facility, being built adjacent to 
Rickenbacker, is not anticipated to increase air cargo operations.  This 
facility will be a transfer site for train to truck shipping.  As a rule, valuable 
and time-sensitive goods are normally shipped via airfreight.  Less valuable 
and non time-sensitive goods are shipped via train/truck.     

General Aviation Operations 

Methodology 

General Aviation (GA) operations account for all aircraft operations that are 
not classified as air carrier, commuter, all-cargo or military.  GA operations 
are often thought of as small, propeller driven aircraft, but they actually 
cover a broad spectrum of aircraft sizes including jets as large as commercial 
airliners.  GA activity at the Airport includes small privately-owned and 
operated aircraft and corporate and business jet aircraft.   

The forecast of GA operations was developed by segmenting GA activity into 
two primary components:  local traffic and itinerant traffic.  Local operations 
consist primarily of flights within a 20-mile radius or within sight of the 
Airport and often include training and student pilot activity.  Itinerant 
operations are all GA operations other than local operations.  Business and 
corporate GA activity are typically itinerant operations.   

Total GA operations have recorded a trend of steadily increasing since 2001.  
GA local and itinerant operations are expected record a 1.0 percent average 
annual compound growth rate between 2005 and 2022 reaching 15,259 
annual operations by 2022.   

Forecast 

One of the basic assumptions of this GA forecast is that training flights (the 
local operations) will increase very slightly as the Airport becomes busier 
with commercial operations.  There are a number of GA airports in the Air 
Trade Area such as Bolton Field Airport and The Ohio State University Airport 
that are viewed as more likely for local GA operations.  A second assumption 
of this forecast included the addition of AirNet adding a second full service 
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FBO.  This addition may result in more GA operations at the Airport.  Both of 
these assumptions were included in the forecast of the general aviation 
activity. 

It is expected the new Norfolk Southern Intermodal Facility being built may 
create additional corporate activity at LCK.  This factor was included in 
forecast of the general aviation activity.      

Military Operations 

Most military operations are conducted by the Ohio Air National Guard and 
the Ohio Army National Guard, with occasional flights by other branches of 
the U.S. military.  As in GA, military operations are also classified into local 
and itinerant.  Local military operations consist of flights within a 20-mile 
radius or within site of the Airport for initial or recurrent training purposes.  
Itinerant military operations are all operations other than local operations 
and include all cargo and personnel transport activity conducted by the 
armed forces.  Itinerant and local operations are forecast to remain flat at or 
around 17,435 operations for the remainder of the forecast horizon.   

The Airport’s operation’s forecast, shown in Table 8, has departures growing 
at an average annual compound growth rate of 33.7 percent per year from 
2004 through 2006.  The high rate of growth is due to the relocation of 
AirNet to Rickenbacker in the spring of 2005.  This rate slows to 0.4 percent 
from 2006 until 2011 and settles at 0.7 percent for the remainder of the 
forecast horizon between 2011 and 2022.  The average annual compound 
growth from 2005 through 2022 averages at 1.3 percent.  

Table 8 
OPERATIONS FORECAST 
Rickenbacker International Airport 

Year 
Passenger 
Operations AirNet 

Other 
Cargo 

General 
Aviation Military 

Forecast 
Grand 
Total 

2001 736* 0 8903* 12,384* 16,385* NA 
2002 736* 0 8903* 12,518* 16,385* NA 
2003 736* 0 8903* 12,654* 16,385* NA 
2004 2,142** 0 5,958** 12,788** 17,435** 38,323** 
2005 1,649 21,800 6,747 12,924 17,435 60,555 
2006 1,666 29,200 7,121 13,060 17,435 68,482 
2011 1,751 29,200 7,892 13,737 17,435 70,014 
2016 1,840 30,689 8,048 14,415 17,435 72,427 
2022 1,953 32,578 8,117 15,259 17,435 75,342 

* indicates actual operating levels from the 2004 Terminal Area Forecast 
** indicates actual operating levels based on actual records  
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Table 9 presents a comparison of the aircraft operations forecast to the 
2004 TAF.  The FAA requires operations forecasts for planning studies like 
the Part 150 that there will be no more than a 10 percent difference from 
the TAF in the first 5 years.  The 2004 TAF was considerably lower than the 
operations forecast.  The recent move of AirNet from Port Columbus to 
Rickenbacker is not reflected in the TAF’s forecasted aircraft operations.  
Adding AirNet’s operations to the TAF decreases the variance between the 
TAF and the forecast to less than 10 percent.  The difference between the 
TAF and the forecasted aircraft operations suggests the TAF should be 
updated to reflect current conditions at the airport. 
 

Table 9 
Operations Forecast vs. 2004 Terminal Area Forecast (TAF) 
Rickenbacker International Airport 

* indicates operating levels from the 2004 Terminal Area Forecast 

 

Sources: FAA 2004 Terminal Area Forecast, FAA Airport Traffic Control Tower Records, 
2004, 2005, Landrum & Brown, and AirNet Systems, Inc. 2005. 
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Year 
Passenger 
Operations AirNet 

Other 
Cargo 

General 
Aviation Military 

Forecast 
Grand 
Total 

TAF 
Total Ops 

TAF plus 
AirNet 

Forecast vs. 
TAF plus 
AirNet 

Variance 
2001 736* 0 8903* 12,384* 16,385* NA 38,408 NA NA 
2002 736* 0 8903* 12,518* 16,385* NA 38,542 NA NA 
2003 736* 0 8903* 12,654* 16,385* NA 38,678 NA NA 
2004 2,142 0 5,958 12,788 17,435 38,323 39,826 NA NA 
2005 1,649 21,800 6,747 12,924 17,435 60,555 39,962 61,762 +2.0% 
2006 1,666 29,200 7,121 13,060 17,435 68,482 40,098 69,298 +1.2% 
2011 1,751 29,200 7,892 13,737 17,435 70,014 40,775 69,975 -0.1% 
2016 1,840 30,689 8,048 14,415 17,435 72,427 41,453 72,142 -0.4% 
2022 1,953 32,578 8,117 15,259 17,435 75,342 NA NA NA 
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GLOSSARY 

Airman’s Information Manual (AIM) − A publication containing basic flight 
information and air traffic control (ATC) procedures, designed primarily as a pilot’s 
information and instructional manual for use in the National Airspace System. 

Airport elevation − The highest point on an airport’s usable runways, expressed in 
feet above mean sea level (MSL). 

Airport Improvement Program (AIP) − A Federal funding program for airport 
improvements.  AIP is periodically reauthorized by Congress with funding 
appropriated from the Aviation Trust Fund.  Proceeds to the Trust Fund are derived 
from excise taxes on airline tickets, aviation fuel, etc. 

Airport Layout Plan (ALP) − A scaled drawing of existing and proposed land and 
facilities necessary for the operation and development of the airport.  The ALP 
shows boundaries and proposed additions to all areas owned or controlled by the 
airport operator for airport purposes, the location and nature of existing and 
proposed airport facilities and structures, and the location on the airport of existing 
and proposed non-aviation areas and improvements thereon. 

Airport operations − Landings (arrivals) and takeoffs (departures) from an 
airport.  

Airport Surveillance Radar (ASR) − A radar system which allows air traffic 
controllers to identify an arriving or departing aircraft’s distance and direction from 
an airport. 

Airport Traffic Control Tower (ATCT) − The airport traffic control facility located 
on an airport that is responsible for traffic separation within the immediate vicinity 
of the airport and on the surface of the airport. 

Air Route Traffic Control Center (ARTCC or Center) − A FAA facility established 
to provide air traffic control service to aircraft operating on Instrument Flight Rules 
(IFR) flight plans within controlled airspace during the en route portion of flight. 

Air Traffic Control (ATC) − A service operated to promote the safe, orderly, and 
expeditious flow of air traffic. 

Air Traffic Control Tower (ATCT) − A tower that has been established on an 
airport to provide for a safe, orderly and expeditious flow of traffic on and in the 
vicinity of the airport. 

Ambient noise − The total sum of noise from all sources in a given place and time. 

Approach Light Systems (ALS) – A series of lights that assists the pilot when 
aligning aircraft with the extended runway centerline on final approach. 
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Attenuation − Acoustical phenomenon whereby sound energy is reduced between 
the noise source and the receiver.  This energy loss can be attributed to 
atmospheric conditions, terrain, vegetation, other natural features, and man-made 
features (e.g., sound insulation). 

Automated Radar Terminal System (ARTS) − Computer-aided radar display 
subsystems capable of associating alphanumeric data − such as aircraft 
identification, altitude, and airspeed − with aircraft radar returns. 

A-weighted sound (dBA) − A system for measuring sound energy that is 
designed to represent the response of the human ear to sound.  Energy at 
frequencies more readily detected by the human ear is more heavily weighted in 
the measurement, while frequencies less well detected are assigned lower weights.  
A-weighted sound measurements are commonly used in studies where the human 
response to sound is the object of the analysis. 

Bank – A cluster of arrivals or departures in a short period of time, characteristic of 
an airline hub operation.   

Baseline Condition − The existing condition or conditions prior to future 
development or the enactment of additional noise abatement procedures, which 
serve as a foundation for analysis. 

Building Restriction Line (BRL) − A line drawn on an airport layout plan, which 
distinguishes, between areas that are suitable for buildings and areas that are 
unsuitable.  The BRL is drawn to exclude the runway protection zones, the runway 
visibility zones required for clear line of sight from the ATCT, and all airport areas 
with a clearance of less than 35 feet (10.5 meters) beneath the Federal Aviation 
Regulation (FAR) Part 77 surfaces. 

Commuter aircraft – Commuters are commercial operators that provide regularly 
scheduled passenger or cargo service with aircraft seating less than 60 passengers.  
A typical commuter flight operates over a trip distance of less than 300 miles. 

Connecting passenger – An airline passenger who transfers from an arriving 
aircraft to a departing aircraft in order to reach his or her ultimate destination. 

Controlled airspace − Airspace of defined dimensions within which air traffic 
control service is provided to IFR flights and to VFR flights in accordance with the 
airspace classification.  Controlled airspace is designated as Class A, Class B, 
Class C, Class D, or Class E.  Aircraft operators are subject to certain pilot 
qualifications, operating rules, and equipment requirements as specified in FAR Part 
91, depending upon the class of airspace in which they are operating. 

Crosswind leg – A flight path at right angles to the approach runway end off of its 
upwind end. 



RICKENBACKER INTERNATIONAL AIRPORT 
FAR PART 150 NOISE COMPATIBILITY STUDY FINAL 

Landrum & Brown Glossary 
December 2006 Page 3 

Day-night average sound level (DNL) − A noise measure used to describe the 
average sound level over a 24-hour period, typically an average day over the 
course of a year.  In computing DNL, an extra weight of ten-decibels (dB) is 
assigned to noise occurring between the hours of 10:00 p.m. and 7:00 a.m. to 
account for increased annoyance when ambient noise levels are lower and people 
are trying to sleep.  DNL may be determined for individual locations or expressed in 
noise contours.  

Decibel (dB) − Sound is measured by its pressure or energy in terms of dB.  The 
decibel scale is logarithmic.  A 10 dB increase in sound is equal to a tenfold increase 
in sound energy.   

DGPS antenna − Differential Global Positioning System is a way to correct the 
various inaccuracies in the GPA system by placing a reference antenna on a point 
that has been accurately surveyed.  This antenna receives the same GPS signals as 
an aircraft but corrects the GPS signal for any inaccuracies.  

Displaced Threshold − A threshold that is located at a point on the runway other 
than the designated beginning of the runway.  The portion of pavement behind a 
displaced threshold may be available for takeoffs in both directions and landings 
from the opposite direction. 

Distance measuring equipment (DME) − A flight instrument that measures the 
line-of-sight distance of an aircraft from a navigational radio station in nautical 
miles. 

Double-clear zone – The double-clear zone is an area on the ground, up to 1,250 
feet from each side of the runway centerline and extending 5,000 feet beyond each 
end of the primary runway surface.  It is also known as the approach transitional 
area for runways serving or anticipated to serve turbojet aircraft or having an 
existing or planned precision instrument runway. 

Easement – The legal right of one party to use part of the rights of a piece of real 
estate belonging to another party.  This may include, but is not limited to, the right 
of passage over, on or below the property; certain air rights above the property, 
including view rights; and the rights to any specified form of development or 
activity. 

Enplanements − The number of passengers boarding an aircraft at an airport.  
Does not include arriving or through passengers. 

En route system − That part of the National Airspace System where aircraft are 
operating between origin and destination airports. 

En route control − The control of IFR traffic en route between two or more 
adjacent approach control facilities. 
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Environmental Assessment (EA) − A concise document that assesses the 
environmental impacts of a proposed Federal Action.  It discusses the need for, and 
environmental impacts of, the proposed action and alternatives.  An environmental 
assessment should provide sufficient evidence and analysis for a Federal 
determination whether to prepare an Environmental Impact Statement (EIS) or a 
Finding of No Significant Impact (FONSI).  Public participation and consultation with 
other Federal, state, and local agencies is a cornerstone of the EA process. 

Environmental Impact Statement (EIS) − An EIS is a document that provides a 
discussion of the significant environmental impacts which would occur as a result of 
a proposed project, and informs decision-makers and the public of the reasonable 
alternatives which would avoid or minimize adverse impacts.  Public participation 
and consultation with other Federal, state, and local agencies is a cornerstone of 
the EIS process. 

Equivalent sound level (Leq) − The average A-weighted sound level over any 
specified time period.  

Federal Aviation Administration (FAA) − The FAA is the Federal agency 
responsible for insuring the safe and efficient use of the nation’s airspace, for 
fostering civil aeronautics and air commerce, and for supporting the requirements 
of national defense.  The activities required to carry out these responsibilities 
include:  safety regulations; airspace management and the establishment, 
operation, and maintenance of a system of ATC and navigation facilities; research 
and development in support of the fostering of a national system of airports, 
promulgation of standards and specifications for civil airports, and administration of 
Federal grants-in-aid for developing public airports; various joint and cooperative 
activities with the Department of Defense; and technical assistance (under State 
Department auspices) to other countries. 

Federal Aviation Regulations (FAR) − The body of Federal regulations relating to 
aviation.  Published as Title 14 of the Code of Federal Regulations. 

Final approach – A flight path that follows the extended runway centerline.  It 
usually extends from the base leg to the runway. 

Finding of No Significant Impact (FONSI) − If, following the preparation of an 
EA, the Federal agency determines a proposed project will not result in any 
significant environmental impact, a finding of no significant impact (FONSI) is 
issued by the Federal Agency.  A FONSI is a document briefly explaining the 
reasons why an action will not have a significant effect on the human environment 
and for which an EIS, therefore, is not necessary. 

Fixed-base operator (FBO) – A business located on the airport that provides 
services such as hangar space, fuel, flight training, repair, and maintenance to 
airport users. 
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Flight track utilization − The use of established routes for arrival and departure 
by aircraft to and from the runways at the airport. 

FMS/GPS − Flight Management System/Global Positioning System equipment 
onboard an aircraft takes advantage of various radio navigation and/or GPS routes 
to guide the aircraft. 

Glide slope (GS) − Provides vertical guidance for aircraft during approach and 
landing.  The glide slope consists of the following: 

Electronic components emitting signals which provide vertical guidance by 
reference to airborne instruments during instrument approaches such as ILS, 

or 

Visual ground aids, such as visual approach slope indicator (VASI), which 
provide vertical guidance for visual flight rules (VFR) approach or for the 
visual portion of an instrument approach and landing. 

Geographic Information Systems (GIS) − An information system that is 
designed for storing, integrating, manipulating, analyzing, and displaying data 
referenced by spatial or geographic coordinates. 

Global Positioning System (GPS) − A system of 24 satellites used as reference 
points to enable navigators equipped with GPS receivers to determine their latitude, 
longitude, and altitude.  The accuracy of the system can be further refined by using 
a ground receiver at a known location to calculate the error in the satellite range 
data.  This is known as differential GPS (DGPS). 

Grid analysis − A type of aircraft noise analysis that evaluates the noise levels at 
individual points rather than through generation of noise contours. 

Ground effect − Noise attenuation attributed to absorption or reflection of noise by 
man-made or natural features on the ground surface. 

Hub − An airport that services airlines that have hubbing operations. 

Hubbing − A method of airline scheduling that times the arrival and departure of 
several aircraft in a close period of time in order to allow the transfer of passengers 
between different flights of the same airline in order to reach their ultimate 
destination.  Several airlines may conduct hubbing operations at an airport. 

Infill – Urban development occurring on vacant lots in substantially developed 
areas.  May also include the redevelopment of areas to a greater density 

Instrument approach − A series of predetermined maneuvers for the orderly 
transfer of an aircraft under instrument flight conditions from the beginning of the 
initial approach to a landing, or to a point from which a landing may be made 
visually. 
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Instrument flight rules (IFR) − That portion of the Federal Aviation Regulations 
(14 CFR 91) specifying the procedures to be used by aircraft during flight in 
Instrument Meteorological Conditions.  These procedures may also be used under 
visual conditions and provide for positive control by ATC.  (See also VFR). 

Instrument Landing System (ILS) − An electronic system installed at some 
airports which helps to guide pilots to runways for landing during periods of limited 
visibility or adverse weather.  

Instrument meteorological conditions (IMC) − Weather conditions expressed 
in terms of visibility, distance from clouds, and cloud ceilings during which all 
aircraft are required to operate using IFR. 

Integrated Noise Model (INM) − A computer model developed, updated and 
maintained by the FAA to predict the noise exposure generated by aircraft 
operations at an airport. 

Knots − Airspeed measured as the distance in nautical miles (6,076.1 feet) covered 
in one hour.  (Approximately equal to 1.15 miles per hour.) 

Land and Hold Short Operations (LAHSO) – An air traffic control procedure 
intended to increase overall airport capacity without compromising safety.  LAHSO 
include landing and holding short of an intersecting runway, taxiway, or some other 
designated point on a runway or taxiway. 

Land use compatibility − The ability of land uses surrounding the airport to 
coexist with airport-related activities with minimum conflict. 

Landing and takeoff (LTO) cycle − The time that an aircraft is in operation at or 
near an airport.  An LTO cycle begins when an aircraft starts its final approach 
(arrival) and ends after the aircraft has made its climb-out (departure). 

Ldn − See DNL.  Ldn is used in place of DNL in mathematical equations only. 

Leq − Equivalent Sound Level.  The steady A-weighted sound level over any 
specified period of time (not necessarily 24 hours) that has the same acoustic 
energy as the fluctuating noise during that period (with no consideration of 
nighttime weighting).  It is a measure of cumulative acoustical energy.  Because 
the time interval may vary, it should be specified by a subscript (such as Leq8 for 
an eight-hour exposure to noise) or be clearly understood from the context.   

Local passenger − A passenger who either enters or exits a metropolitan area on 
flights serviced by the area’s airport.  A local passenger is the opposite of a 
connecting passenger. 

Localizer − The component of an ILS which provides lateral course guidance to the 
runway. 

Loudness − The subjective assessment of the intensity of sound. 
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Mean sea level (MSL) − The average height of the surface of the sea for all stages 
of the tide; used as a reference for elevations.  Also called sea level datum. 

Merge – Combining noise events that exceed a given threshold level and occur 
within a selected period of time. 

Missed approach − A prescribed procedure to be followed by aircraft that cannot 
complete an attempted landing at an airport. 

Narrow-body aircraft − A commercial passenger jet having a single aisle and 
maximum of three seats on each side of the aisle.  Common narrow-body aircraft 
include A320, B717, B727, B737, B757, DC9, MD80, and MD90. 

National Airspace System (NAS) − The common network of U.S. airspace; air 
navigation facilities, equipment, services, airports, or landing areas; aeronautical 
charts, information, and services; rules, regulations, and procedures; technical 
information, manpower, and materials, all of which are used in aerial navigation. 

National Environmental Policy Act of 1969 (NEPA) − The original legislation 
establishing the environmental review process for proposed Federal actions. 

Nautical mile − A measure of distance equal to one minute of arc on the earth’s 
surface (6,076.1 feet or 1,852 meters). 

NAVAIDs (Navigational Aids) − Any facility used by an aircraft for navigation. 

Navigational fix − A geographical position determined by reference to one or more 
radio navigational aids. 

Noise abatement − A measure or action that minimizes the amount of impact of 
noise on the environs of an airport.  Noise abatement measures include aircraft 
operating procedures and use or disuse of certain runways or flight tracks. 

Noise berm – A manmade soil structure designed to interrupt the direct 
transmission of noise from a source to a noise-sensitive area. 

Noise contour map − A map representing average annual noise levels 
summarized by lines connecting points of equal noise exposure. 

Noise Compatibility Program (NCP) − Program developed in accordance with 
FAR Part 150 guidance that contains provisions for the abatement of aircraft noise 
through aircraft operating procedures, air traffic control procedures, or airport 
facility modifications.  It also includes provisions for land use compatibility planning 
and may include actions to mitigate the impact of noise on incompatible land uses 
and recommendations for amending local land use controls to affect future land 
uses and development.  The program must contain provisions for updating and 
periodic revision. 
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Noise Compatibility Study − The process, methods, and procedures provided in 
the FAR Part 150 guidance to develop a Noise Compatibility Program, including the 
development of noise exposure maps, a noise compatibility program, and public 
participation.   

Noise Exposure Map (NEM) − A geographic depiction of an airport, its noise 
contours for existing conditions and as forecast for five years in the future, and 
surrounding area developed in accordance with FAR Part 150 guidance.  
Documentation of the NEMs must include airport operating characteristics for 
existing conditions and all reasonable and foreseeable airport operating 
characteristics for the future condition. 

Nondirectional beacon (NDB) − A beacon transmitting nondirectional signals 
whereby the pilot of an aircraft equipped with direction finding equipment can 
determine his bearing to and from the station.  When the radio beacon is installed 
in conjunction with the ILS marker, it is normally called a compass locator. 

Nonprecision approach − A standard instrument approach procedure providing 
runway alignment but no glide slope or descent information. 

Operation – A takeoff or landing by an aircraft. 

Outer fix − An air traffic control term for a point in the airspace from which aircraft 
are normally cleared to the approach fix or final approach course. 

Positive control − The separation of all air traffic within designated airspace as 
directed by air traffic controllers. 

Precision Approach Path Indicator (PAPI) – Provides visual approach slope 
guidance to aircraft during an approach.  It is similar to a VASI but provides a 
sharper transition between the colored indicator lights. 

Precision Approach Procedure − A standard instrument approach procedure in 
which an electronic glide slope/glide path is provided (e.g., ILS and precision 
approach radar (PAR)). 
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Precision Approach Radar (PAR) – Navigational equipment located on the 
ground adjacent to the runway, and consisting of one antenna, which scans the 
vertical plane, and a second antenna, which scans the horizontal plane.  The PAR 
provides the controller with a picture of the descending aircraft in azimuth, 
distance, and elevation, permitting an accurate determination of the aircraft’s 
alignment relative to the runway centerline and the glide slope. 

Primary Commercial Service Airport − A commercial airport which enplanes 
0.01 percent or more of the total annual U.S. enplanements. 

Primary Runway − The runway on which the majority of operations take place.  

Profile − The position of the aircraft during an approach or departure in terms of 
altitude above the runway and distance from the runway end. 

Propagation – Sound propagation is the spreading or radiating of sound energy 
from the noise source.  It usually involves a reduction in sound energy with 
increased distance from the source.  Atmospheric conditions, terrain, natural 
objects, and manmade objects affect sound propagation. 

Public use airport − An airport open to public use without prior permission, and 
without restrictions within the physical capabilities of the facility.  It may or may 
not be publicly owned. 

Reliever airport − An airport which, when certain criteria are met, relieves the 
aeronautical demand on a busier air carrier airport. 

Retrofitted aircraft − An aircraft originally certified as Stage 2 and has been 
modified to meet Stage 3 requirements.  This includes both modification of engines 
or the replacement of engines to meet the Stage 3 standard. 

Run-up − A routine procedure for testing aircraft systems by running one or more 
engines at a high power setting.  Engine run-ups are normally conducted by airline 
maintenance personnel checking an engine or other on board systems following 
maintenance. 

Runway End Identifier Lights (REIL) – Two synchronized flashing lights, one on 
each side of the runway threshold, which identify the approach end of the runway. 

Runway Protection Zone (RPZ) − An area, trapezoidal in shape and centered 
about the extended runway centerline, designated to enhance the safety of aircraft 
operations.  It begins 200 feet (60 M) beyond the end of the area usable for takeoff 
or landing.  The RPZ dimensions are functions of the aircraft, type of operation and 
visibility minimums.  (Formerly known as the clear zone). 

Runway Safety Area (RSA) − A defined surface surrounding the runway prepared 
or suitable for reducing the risk or damage to airplanes in the event of an 
undershoot, overshoot, or excursion from the runway.  



RICKENBACKER INTERNATIONAL AIRPORT 
FAR PART 150 NOISE COMPATIBILITY STUDY FINAL 

Landrum & Brown Glossary 
December 2006 Page 10 

Runway threshold − The beginning of that portion of the runway usable for 
landing. 

Runway use program – A noise abatement runway selection plan crafted to 
further noise abatement efforts for communities around airports.  A runway 
selection plan is developed into a runway use program.  It typically applies to all 
turbojet aircraft 12,500 pounds or heavier.  Turbojet aircraft less than 
12,500 pounds are included only if the airport proprietor determines that the 
aircraft creates a noise problem.  These programs are coordinated with the FAA in 
accordance with FAA Order 8400.9, National Safety and Operational Criteria for 
Runway Use Programs, and are administered as either “formal” or “informal” 
programs.   

Runway use program (formal) – An approved runway use program outlined in a 
Letter of Understanding between the FAA–Flight Standards, FAA–Air Traffic Service, 
the airport proprietor, and the users.  It is mandatory for aircraft operators and 
pilots as provided for in FAR Section 91.87.  

Runway use program (informal) – An approved runway use program that does 
not require a Letter of Understanding.  Participation in the program by aircraft 
operators and pilots is voluntary. 

Single event – One noise event.  For many kinds of analysis, the sound from 
single events is expressed using the Sound Exposure Level (SEL) metric.   

Slant-range distance – The distance along a straight line between an aircraft and 
a point on the ground. 

Sound − Sound is the result of vibration in the air.  The vibration produces 
alternating bands of relatively dense and sparse particles of air, spreading outward 
from the source in the same way as ripples do on water after a stone is thrown into 
it.  The result of the movement is fluctuation in the normal atmospheric pressure or 
sound waves. 

Sound exposure level (SEL) − A standardized measure of a single sound event, 
expressed in A-weighted decibels, that takes into account all sound above a 
specified threshold set at least 10dB below the maximum level.  All sound energy in 
the event is integrated over one second.    

Special Use Airspace − Airspace of defined dimensions identified by an area on 
the earth’s surface wherein activities must be confined because of their nature 
and/or wherein limitations may be imposed upon aircraft operations, which are not 
part of those activities. 
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Stage 2 aircraft − Aircraft that meet the noise levels prescribed by FAR Part 36, 
which is less stringent than those, established for the quieter Stage 3 designation.  
The Airport Noise and Capacity Act required the phase-out of all Stage 2 aircraft 
over 75,000 pounds by December 31, 1999, with the potential for case-by-case 
exceptions through the year 2003. 

Stage 3 aircraft − Aircraft that meet the most stringent noise levels set in 
FAR Part 36. 

Standard instrument departure procedure (SID) − A planned IFR air traffic 
control departure procedure published for pilot use in graphic and textual form.  
SIDs provide transition from the terminal to the en route air traffic control 
structure. 

Standard terminal arrival route (STAR) − A planned IFR air traffic control arrival 
procedure published for pilot use in graphic and textual form.  STARs provide 
transition from the en route air traffic control structure to an outer fix or an 
instrument approach fix in the terminal area. 

Statute mile − A measure of distance equal to 5,280 feet. 

TACAN − Tactical Air Navigation.  A navigational system used by the military.  
TACAN provides both azimuth and distance information to a receiver on board an 
aircraft. 

Terminal Radar Approach Control (TRACON) − An FAA Air Traffic Control 
Facility which uses radar and two-way communication to provide separation of air 
traffic within a specified geographic area in the vicinity of one or more airports. 

Terminal Radar Service Area (TRSA) – Airspace surrounding certain airports 
where ATC provides radar vectoring, sequencing, and separation on a full-time 
basis for all IFR and participating VFR aircraft.  

Through passenger − An airline passenger who arrives at an airport and departs 
without deplaning the aircraft. 

Time Above (TA) − The amount of time that sound exceeds a given decibel level 
during a 24-hour period (e.g., time in minutes that the sound level is above 
75 dBA). 

Touchdown Zone Lighting (TDZ) – A system of two rows of transverse light bars 
located symmetrically about the runway centerline, usually at 100-foot intervals 
and extending 3,000 feet along the runway. 

Traffic pattern – The traffic flow for aircraft landing and departure at an airport.  
Typical components of the traffic pattern include:  upwind leg, crosswind leg, 
downwind leg, base leg, and final approach. 
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UNICOM – A nongovernment communication facility, which may provide airport 
information at certain airports.  Aeronautical charts and publications show the 
locations and frequencies of UNICOMs. 

Upwind Leg – A flight path parallel to the approach runway in the direction of 
approach. 

Vector − Compass heading instructions issued by ATC in providing navigational 
guidance by radar. 

Very High Frequency Omnidirectional Range (VOR) Station − A ground-based 
radio navigation aid transmitting signals in all directions.  A VOR provides azimuth 
guidance to pilots by reception of electronic signals.   

Very High Frequency Omnidirectional Range Station with Tactical Air 
Navigation (VORTAC) - A navigational aid providing VOR azimuth and TACAN 
DME at one site. 

Visual approach − An approach conducted on an IFR flight plan, which authorizes 
the pilot to proceed visually and clear of clouds to the airport.   

Visual approach slope indicator (VASI) − A visual aid to final approach to the 
runway threshold, consisting of two wing bars of lights on either side of the runway.  
Each bar produces a split beam of light – the upper segment is white, the lower is 
red.   

Visual flight rules (VFR) − Rules and procedures specified in 14 CFR 91 for 
aircraft operations under visual conditions.  Aircraft operations under VFR are not 
generally under positive control by ATC.  The term VFR is also used in the U.S. to 
indicate weather conditions that are equal to or greater than minimum VFR 
requirements.  In addition, it is used by pilots and controllers to indicate a type of 
flight plan. 

Visual meteorological conditions (VMC) − Weather conditions expressed in 
terms of visibility, distance from cloud, and cloud ceiling equal to or greater than 
those specified in 14 CFR 91.155 for aircraft operations under VFR. 

Wide-body aircraft - A commercial jet with a wingspan generally greater than 
155 feet and, in passenger configuration, having two aisles with 8 to 11 seats 
across in a row.  Common wide-body aircraft include the A300, A310, B747, B767, 
B777, DC-10, and MD-11. 

Yearly Day-Night Average Sound Level – see DNL 
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