Chapter One
AlincolnAirport ____ INVENTORY



Inventory

This chapter presents an overview of
Lincoln Airport (LNK) and its relation-
ship to the surrounding community. The
background information provided in this
chapter will be used in later stages of the
noise compatibility planning process and
contains the following.

e A description of the setting, local
climate, and history of the airport.

A description of airspace and air
traffic control.

A description of key airport facilities
and navigational aids.

A description of existing land uses
within the study area.

A discussion of the local land use
planning and regulatory framework
within the study area.

This noise study involves the prepara-
tion of two official documents: the Noise
Exposure Maps (NEM) and the Noise
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Compatibility Program (NCP). The
NEM document contains a baseline
analysis which shows existing and
potential future noise conditions at the
airport. The NEM document will
include Chapters One, Two, and Three of
this study.

The NCP document, which will include
Chapters Four, Five, and Six, presents a
plan for effectively dealing with adverse
noise impacts based on a three-step
process. First, it addresses alternatives to
abate or reduce aircraft noise. Second, it
addresses noise mitigation techniques to
reduce the impact of noise on sensitive
land uses in the area. Third, it addresses
land use planning to encourage future
development that is compatible with the
airport.




A glossary of airport terms and
acronyms is found in the section titled
“Technical Information Papers” at the
back of this document.

JURISDICTIONS AND
RESPONSIBILITIES

Reduction of aircraft noise impactsis a
complex issue with several parties
sharing in the responsibility: the
federal government, state and local
governments, planning agencies, the
airport proprietor, airport users, and
local residents. All interests must be
considered in the noise compatibility
planning process.

FEDERAL

Aviation plays avital rolein interstate
commerce. Recognizingthis, thefederal
government has assumed the role of
coordinator and regulator of thenation's
aviation system. Congress hasassigned
administrativeauthority tothe Federal
Aviation Administration (FAA).
Specific responsibilities of the FAA
include:

» Theregulation of air commerce in
order to promote its development,
safety, and to fulfill the
requirements of national defense.

 Thepromotion, encouragement, and
development of civil aeronautics.

e The control of the use of navigable
airspace and the regulation of civil
and military aircraft operations to
promote the safety and efficiency of
both.
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« Thedevelopment and operation of a
common system of air trafficcontrol
and navigation for both military
and civil aircraft.

The FAA alsoadministers a program of
federal grants-in-aid for the
development of airport master plans,
the acquisition of land, and for
planning, design, and construction of
eligible airport improvements. In
addition, Congress passed legislation
and the FAA established regulations
governing the preparation of noise
compatibility programs. Laws and
regulationswerealsoimplemented that

required the conversion of the
commercial aircraft fleet to quieter
aircraft.

F.A.R. Part 150
Noise Compatibility Studies

The Aviation Safety and Noise
Abatement Act of 1979 (ASNA, P.L. 96-
193), signed into law on February 18,
1980, was enacted, ". . . to provide and
carry out noise compatibility programs,
to provide assistance to assure
continued safety in aviation, and for
other purposes." The FAA was vested
with the authority to implement and
administer the Act.

Federal Aviation Regulation (F.A.R.)
Part 150, the administrative rule
promulgated toimplement the Act, sets
requirements for airport operators who
choose to undertake an airport noise
compatibility study with federal
funding assistance. As previously
discussed, Part 150 provides for the
development of twofinal documents:the



Noise Exposure Maps and the Noise
Compatibility Program.

Noise Exposure Maps. The Noise
Exposure Maps (NEM)  document
describes existing and future noise
conditions at the airport. It can be
thought of as a baseline analysis
defining the scope of the noise situation
at the airport and including maps of
noise exposure for the current year,
five-year,andlong-rangeforecasts. The
noise contours are depicted on various
land use maps to reveal areas of non-
compatible land use. Included in the
document is detailed supporting
information which explainsthemethods
used to develop the maps.

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 which are
incompatiblewith different noiselevels.
Airport proprietors are required to
update noise exposure maps when
changes in the operation of the airport
would create any new, substantial non-
compatible use. This is defined as an
increaseintheyearly day-night average
sound level (DNL) of 1.5 decibels over
noncompatible land uses.

A limited degree of legal protection can
be afforded to the airport proprietor
through preparation and submission of
noise exposure maps. Section 107(a) of
the ASNA Act provides 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
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to recover damages with respect to
thenoiseattributableto such airport
if such person had actual or
constructive knowledge of the
existence of such noiseexposuremap
unless . .. such person can show —

(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 . ..

The ASNA Act provides that
"constructive knowledge" shall be
attributed to any person if a copy of the
noise exposure map was provided to
him 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 DNL. (See F.A.R.
Part 150, Section 150.21 (d), (f), and (g);
and Airport Environmental Handbook,
Order 5050.4A,47¢e(1)(a).) For purposes
of this provision, FAA officials consider
theterm "area surrounding an airport”
to mean an area within the 65 DNL
contour.

Acceptance of the noise exposure maps
by the FAA is required before it will
approve a noise compatibility program
for the airport.



Noise Compatibility Program. A
Noise Compatibility Program (NCP)
includesprovisionsfor the abatement of
aircraft noisethrough aircraft operating
procedures, air traffic control
procedures, airport regulations, or
airport facility modifications. It also
includes provisions for land use
compatibility planningand mayinclude
actions to mitigate the impact of noise
on noncompatible land uses. The
program must contain provisions for
updates and periodicrevisions.

F.A.R. Part 150 establishes procedures
and criteriafor FAA evaluation of noise
compatibility programs. Among these,
two criteria are of particular
importance: the airport proprietor may
take no action that imposes an undue
burden on interstate or foreign
commerce, nor may the proprietor
unjustly discriminate between different
categories of airport users.

With an approved noise compatibility
program, an airport proprietor becomes
eligiblefor fundingthrough the Federal
Airport Improvement Program (AlP)to
implement the eligible items of the
program.

In 1998, the FAA established a policy
for Part 150 approval and funding of
noise mitigation measures. The policy
states that the FAA will not approve
measures in Noise Compatibility
Programs that propose corrective noise
mitigation actions for new,
noncompatible development, which is
allowed to occur in the vicinity of
airports after October 1, 1998, the
effective date of the policy. As of the
same effective date, AlIP funding under
the noise set-aside will be determined

1-4

using criteria consistent with this
policy. Specifically, corrective noise
mitigation measures for new
noncompatible development that occurs
after October 1, 1998 will not be eligible
for AIP funding under the noise set-
aside regardless of previous FAA
approvals under Part 150.

This policy increases the incentives for
airport operators to discourage the
development of new non-compatible
land usesaroundairports, and toassure
the most cost-effective use of federal
funds spent on noise mitigation
measur es.

The new policy does not affect funding
under the Airport Improvement
Program for noise mitigation projects
that do not require Part 150 approval,
that can be funded with Passenger
Facility Charges (PFCs) revenue, or
that are included in FAA-approved
environmental documents for airport
development.

F.A.R. Parts 36 And 91
Federal Aircraft Noise Regulations

The FAA has required reduction of
aircraft noise at the source through
certification, modification of engines, or
replacement of aircraft. F.A.R. Part 36
prohibitsthe further escalation of noise
levels of subsonic civil turbojet and
transport category aircraft and also
requires new airplanetypestobe mark-
edly quieter than earlier models.
Subsequent amendmentshaveextended
the noise standards to include small,
propeller-driven airplanes and
supersonic transport aircraft.



F.A.R. Part 36 has three stages of
certification. Stage 3 is the most
rigorous and applies to aircraft
certificated since November 5, 1975;
Stage 2 applies to aircraft certificated
between December 1, 1969 and
November 5, 1975; and Stage 1 includes
all previously certificated aircraft.

F.A.R. Part 91, Subpart I, commonly
known as the "Fleet Noise Rule”
mandated a compliance schedule under
which Stage 1 aircraft were to be
retired or refitted with hush kits or
quieter engines by January 1, 1988. A
very limited number of exemptions have
been granted by theU.S. Department of
Transportation for foreign aircraft
operating into specified international
airports.

Pursuant tothe Congressional mandate
intheAirport Noiseand Capacity Act of
1990,FAA hasestablished amendments
to F.A.R. Part 91 by setting December
31, 1999 as the date for discontinuing
use of all Stage 2 aircraft exceeding
75,000 pounds. Stage 2 aircraft
operating non-revenue flights can
operate beyond the December 31, 1999
deadline for the following pur poses:

— Tosell, lease, or scrap the aircraft;

— To obtain modifications to meet
Stage Il standards;

— To obtain
maintenance
modifications;

scheduled heavy
or significant

— Todeliver theaircraft toa lessee or
return it to alessor;

— Topark or storetheaircraft;
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— To prepare the aircraft for any of
these events; or

— To operate under an experimental
airworthiness certificate.

Neither F.A.R. Part 36 nor Part 91
apply tomilitary aircraft. Nevertheless,
many of the advances in quiet engine
technology are being used by the
military as they upgrade aircraft to
improve performance and fuel
efficiency.

F.A.R. Part 161
Regulation Of Airport Noise
And Access Restrictions

F.A.R.Part 161 setsforth requirements
for notice and approval of local
restrictions on aircraft noise levels and
airport access. Part 161, which was
developed in response to the Airport
Noiseand Capacity Act of 1990 (ANCA),
appliestolocal airport restrictionsthat
would have the effect of limiting
operations of Stage 2 or 3 aircraft.
Restrictions regulated under Part 161
includedirect [imitson maximum noise
levels, nighttime curfews, and special
fees intended to encourage changes in
airport operations to lessen noise.

In order to implement noise or access
restrictions on Stage 2 aircraft, the
airport operator must provide public
notice of the proposal and provide at
least a 45-day comment period. This
includes notification of FAA and
publication of the proposed restriction
in the Federal Register. An analysis
must be prepared describing the
proposal, alternatives to the proposal,
and the costs and benefits of each.



Noise or access restrictions on Stage 3
aircraft can be implemented only after
receiving FAA approval. Before
granting approval, the FAA must find
that the six conditions specified in the
statute, and listed below, are met.

(1) The restriction is reasonable, non-
arbitrary, and nondiscriminatory.

The restriction does not create an
undue burden on interstate or
foreign commerce.

(@)

(3) The proposed restriction maintains
safe and efficient use of the
navigable airspace.

(4) The proposed restriction does not
conflict with any existing federal
statute or regulation.

(5) The applicant has provided
adequate opportunity for public
comment on the proposed
restriction.

(6) The proposed restriction does not
create an undue burden on the
national aviation system.
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In its application for FAA review and
approval of the restriction, the airport
operator mustincludean environmental
assessment of the proposal and a
complete analysis addressing the six
conditions. Within 30 days of the
receipt of theapplication,the FAA must
determine whether the application is
complete. After a complete application
has been filed, the FAA publishes a
notice of the proposal in the Federal
Register. FAA must approve or
disapprove the restriction within 180
days of receipt of the completed
application. Very few Part 161 studies
have been undertaken since the
enactment of ANCA. Table 1A
summarizesthe studies that have been
doneto date. Currently, no F.A.R. Part
161 Study hasreceived FAA approval.

Airport operatorsthat implement noise
and access restrictions in violation of
F.A.R. Part 161 are subject to
termination of eligibility for airport
grant funds and authority to impose
and collect passenger facility charges.



TABLE 1A

Summary of F.A.R.Part 161 Studies

Year
Airport Started Ended Cost Proposal, Status
Aspen-Pitkin County N.A. N.A. N.A. The study has not yet been submitted
Airport, Aspen, Cdorado to FAA.
Kahului Airport, Kahului, 1991 1994 $50,000 Proposed nighttime prohibition of
Maui, Hawaii (est.) Stage 2 aircraft pursuant to court
stipulation. Cost-benefit and
statewide impact analysis found to be
defident by FAA. Airport never
submitted a complete Part 161 Study.
Suspended consideration of restriction.
Minneapolis-St. Paul 1992 1992 N.A. Proposed nighttime prohibition of
International Airport, Stage 2 aircraft. Cost-benefit analysis
Minneapolis, Minnesota was deficient. Never submitted
complete Part 161 study. Suspended
consideration of restriction and entered
into negotiations with carriers for
voluntary cooper ation.
Pease I nternational 1995 N.A. N.A. Havenot yet submitted Part 161 study
Tradeport, Portsmouth, New for FAAreview.
Hampshire
San Francisco I nternational 1998 1999 $200,000 | Proposing extension of nighttime
Airport, San Francisco, curfew on Stage 2 aircraft over 75,000
California pounds. Started study in May 1998.
Submitted toFAA in early 1999 and
subsequently withdrawn.
San Jose I nternational 1994 1997 Phase 1- | Study undertaken as part of a legal
Airport, San Jose, California $400,000 | settlement agreement. Studied a
Phase 2 - | Stage 2 restriction. Suspended study
$5 to $10 | after Phase 1 report showed costs to
million airlines at San Jose greater than
(est.) benefitsin San Jose. Never undertook
Phase 2, systemwide analysis. Never
submitted study for FAA review.
Burbank-Glendale-Pasadena | 2000 Ongoing | Phasel1l- | Proposed curfew restricting all aircraft
Airport $1 operations from 10:00 p.m.to 7 a.m.
million
(est.)
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TABLE 1A (Continued)
Summary of F.A.R.Part 161 Studies

Year
Airport Started Ended Cost Proposal, Status
Naples Municipal Airport 2000 2000 Currently Enactment of a total ban on Stage 2
Naples, Florida over general aviation jet aircraft under
$730,000 75,000 pounds (the airport is
currently restricted toaircraft under
Expect an 75,000 pounds). Airport began
additional enforcing therestriction on March 1,
cost of 2002. FAA has deemed the Part 161
$1.5to0 Study complete; however, FAA has
$3.0 not ruled on federal grant assurance
million in violations.
legal fees
dueto
litigation.

N.A. - Not available.

Sources: Telephoneinterviews with Federal Aviation Administration officials and staffs of various air ports.

Air Traffic Control

TheFAA isresponsiblefor thecontrol of
navigable airspace and the operation of
air traffic control systems at the
nation's airports. Airport proprietors
have no direct control over airspace
management and air traffic control,
although they can propose changes in
procedures.

The FAA reviews any proposed changes
in flight procedures, such as flight
tracks or runway use programs
proposed for noise abatement, on the
basis of safety of flight operations, safe
and efficient use of navigable airspace,
management and control of thenational
airspace and traffic control systems,
effect on security and national defense,
and compliance with applicable laws

and regulations. Typically, FAA
implements and regulates flight
procedures pertaining to noise
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abatement through the local air traffic
control manager.

STATE AND LOCAL

Control of land use in noise-impacted
areas around airports is a key tool in
l[imiting the number of citizens exposed
tonoise. The FAA encourages land use
compatibility in thevicinity of airports,
and F.A.R. Part 150 has guidelines
relatingtoland use compatibility based
on varying levels of noise exposure.
Nevertheless, the federal government
hasnodirect legal authority toregulate

land use. That responsibility rests
exclusively with state and local
governments.

State

Although the State of Nebraska does
not directly implement and administer



general purpose land useregulations, it
has vested counties, cities, and towns
with that power through enabling
legislation (Chapters 13-301, 13-302,
15-1101, 15-1102, 15-1103, 23-114, and
23-114). Nebraska State Statutes
require the establishment of planning
commissions, agencies, or departments
in municipalitieswith populations over
100,000. Counties and municipalities
are allowed to adopt land use tools to
guide the development of the county or
city. Thesetoolsinclude comprehensive
development plans, zoning and
subdivision regulations, and an
organized and staffed program to
enforce such zoning and subdivision
regulations.

City and County

In the Lincoln Airport study area, land
use regulation is controlled by the
Lincoln/Lancaster County Planning
Department. This joint department is
chargedwith regulatingland usewithin
both the city and the county. Staff
within the department administers a
planning program which includes the
comprehensive plan, the capital
improvements program, two zoning
ordinances, subdivision regulations,
historic preservation, and
transportation planning.

The City of Lincoln operates under a
mayor-council form of government
under which each elected member
serves a four-year term. The Lincoln
City Council consists of seven members,
four of which are elected from
individual single-member districtswith
theremainingthree being elected on an
at-large, nonpartisan basis.
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In Lancaster County, the five elected
County Commissioners are the overall
governing and management body. The
County Commissioners are responsible
for all budgetary decisions.

In addition toregulatingland use, local
governments may alsoacquire property
to mitigate or prevent airport noise
impacts or may sponsor sound
insulation programs for this purpose.

AIRPORT PROPRIETOR

The Airport Authority of the City of
Lincoln was created on February 16,
1959 under the authority of Article 5 of
Chapter 3 of the Revised Statutes of
Nebraska. Five residents of the city
were appointed tothe authority by the
Mayor and confirmed by the City
Council on this date. Under the
provisions of the State Airport
Authority Act, the governing Board of
the Authority is a corporate body and
politicconstitutingapubliccorporation.
The members of the board receive no
compensation for their services. Day-to-
day operation of the airport is charged
toan Airport Director which ishired by
the board.

As airport proprietor, the Airport
Authority has limited power to control
what types of civilian aircraft use its
airport or to impose curfews or other
use restrictions. This power islimited
by the rules of F.A.R. Part 161,
described earlier. Airport proprietors
may not take actionsthat (1) impose an
undue burden on interstate or foreign
commerce, (2) unjustly discriminate
between different categories of airport
users, or (3)involveunilateral action in



matters preempted by the federal
government.

TheAirport Authority may takestepsto
control on-airport noise by installing
sound barriers and acoustical shielding
or by controlling the times when
aircraft engine maintenance run-up
operations may take place. Within the
limits of the law and financial
feasibility, airport proprietors may
mitigate noise by acquiring land or
partial interests in land, such as air
rights, easements, and development
rights, to assure the use of property for
purposes which are compatible with
airport operations.

AIRPORT SETTING

TheNational Plan of Integrated Airport
Systems (NPIAS), as established by the
FAA, identifies 3,344 airports that are
important to national transportation.
TheNPIASidentifiesLincoln Airport as
a primary commercial service airport.

LOCALE

As depicted on Exhibit 1A, Lincoln
Airport is located in the northwest
corner of the city, approximately five
milesfrom thecentral businessdistrict.
Tothesouth, theairport isbordered by
Interstate 80. Northeast portionsof the
airport are bordered by a golf course
and commercial uses while northern
portions of the airport are bounded by
U.S. Route 34 and agricultural uses.
West of the airport are a mixture of
residential and industrial uses.
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CLIMATE

Weather plays an important rolein the
operational capabilities of an airport.
Temperature is an important factor in
determiningrunway lengthrequired for
aircraft operations. The percentage of
time that visibility is impaired due to
cloud coverage is a major factor in
determining the use of instrument ap-
proach aids. Wind speed and direction
determine runway selection and
operational flow.

Summers in eastern Nebraska vary
from periods of hot dry weather with
southerly winds, to periods of higher
humidity often associated with severe
thunderstorms. Temperaturestypically
range from 60 to 90 degrees Fahrenheit
(F). The mean maximum daily
temperature during July, the hottest
month, is 89.5 degrees F. Annual
precipitation averages 26.9 inches per
year, with May and June being the
wettest months.

January is the coldest month with an
average temperature of 32 degrees F.
Cold fronts are typically accompanied
by strong northwesterly winds. Snow
normally occurs between early
November and early April. Average
annual snowfall is 29.3 inches, with
January and March having the highest
average snowfall at 6.5 inches.

Wwind speed averages 10.4 miles per
hour at Lincoln Airport. April is the
windiest month with an average speed
of 12.7 miles per hour. The strongest
winds typically come out of the north-
northwest.
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